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Monti'ig^ToSafe Works. 



CHAS D. EDWARDS, 

(Sttcceaaor to Kerahatv £ Edwarda,} 
MANUFAOTURER OF 

FIRE PROOF SAFES, 




Burglar Proof Safes Batik Locks, 

Iron Doors, Safe Locks, 

Iron SlitUters, Jail hocks. 

Iron Vault Linings, Store Locks, 

And every deBcription of Iron Work for Pnblic Building^ Jailit 

B«gifltry Office*, &a. 

BBlMM«ii,19VICTOBIA8aVARE, BOder St. r>trtck*i UbII, HOKTKBAL. 

E. fl. HOORE, Clenertil Agent for Ontario, 

SI FRONT STREET EAST, TORONTO. 
Mr. Moore Eilao keeps on )umd a atook of Safes, and Till furnuh 
litti on i^i^o^don. A apeoUl ducount made to Bailroade. 
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The Canadian Express Co. 

Forward Merchandise, Money, and Packages of every description, 
Collect Bills with Goods, Notes and Drafts, throughout 

Bniming Dailyt (SnndajB excepted)) oyer the entire line of 

THE GRAND TRUNK RAILWAY, 

Prescott and Ottawa, Brockville and Ottawa, and Pgrt Hope 
and Peterborough Railroads. Also by the 

Allan Line of Steamers 

to all parts of Europe. 
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Packages handed in at any Eailway Station in Great Britain, con- 
signed to Wm. Blackwood, Agent Canadian Express Companj'^, 
Liverpool, will make quick despatch. Invoices must accompany all 
Foreign Consignments. ' 

Particular attention given to all Articles perishable by frost or heat. 
Jleduced Hates on large Consignments. 



-»♦-•- 



Principal Offleet and Agents t 



MONTREAL— D. T. Isish. 
PORTLAND—,!. E. Reville. 
TORONTO— J. D. IRWIN. 



KINGSTON— G. T. Oliver. 
OTTAWA— C. C. Ray. 
QUEBEC-W. C. Scott. 



LIVERPOOL— Wm. Blackwood. Office, No. 22 Town Buildings, 

Water Street. 
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VIOKER'S 

North- Western Express 

Via Northern Railway of Canada, 

Forward Mmmtj Packases aad MercliaBdUe ; Collect Bills wltli Gaodst 

Notes aad Drafts i Attend ta 

General Forwarding, Commission &CustonvHous8 Business, 

Connecting with Expresses to all parts of Canada, United States and Europe. 



GOODS FORWARDED TO 

l^ewmarket, Barrie, Ponotanj^iiishene, Colling wood, Walkerton, Owen 
Sound, Southampton, Orillia, Muskoka District, Parry Sound, 
Bruce Mines, Sault Ste. Marie, Fort William, 

Bracebridge, <&c., <&c. 

JOHN J. TICKERS, Proprietor. 



J. B. HULBERT, 

Railway Contractor, 

Begs leave to inform the public that be is prepared to construct Iron or Wooden Rail- 
ways, either by contract or otherwise. 

WOODEN RAILWAYS. 

The "Hulbert Wooden Railway " having been gencrnlly acknowledged to be the Ijcat 
system in use, parties desirous «f constnurting tliese r<»ada would do well to communicate 
with the pn»Jector, the facilities which he ]>ossi'sseM iu'the shape of new patented machinery 
fur construction purposes, give him a great advantage in carrying out work economically. 

^*Hulberf$ Patent Self-Loading and Dumping Cart^ 

This invention is for the economical excavation and removal of gravel, earth, Ac, in 
railway and other line work, altogether superseding the old systeni, .viz., in the use of the 
ordinary cart. Tliis invention combines the cart and s«rai>er, is self-loading, thereby 
reducing the cost of moving earth to a very great extent. £ithei steam or horse power 
can \» applied to this cart. Full information given upon application. 
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Railroad Insurance. 



Liverpool & London & Globe 

INSURANCE CO* 

Head Offioe> Ganftda Branch, Place FArmes, McnIafeaL 

Assets, •-.«...... $18,S00fl00. . 

Daily Income exceeds - - - - $20,000* 

Funds Invested in Canada - - $350,000. 

All kinds of Fire Insurance accepted at moderate rates. ' 
Life Insurance effected and Annuities granted on Favorable Terms. 
The shareholders personally responsible fcxr th« engagements of the 
Company. 
All Directors must be Shareholders. 



PBATURBS. 



Moderate Kates. 
DProinpt iPayxnents* 
Xiiberal Sett^eznents* 



Xiarfse Keserves. 
XxioreaBins Beveiiue. 
Careful 'Maxiai^exnexit. 
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CANADA BOARD OF DIBECTOBS. 

T. B. ANDERSON, Esq., Chairman. 

The Hon. HENRY STARNES, Deputy Chairman, (Manager Ontario Bank.) 

E. H. KINO, Esq., President Bank of Montreal . 

HENRY CHAPMAN, Esq., Merchant 

THOS. CRAMP, Esq., Merchant. 

(&• F« t» SMini* Sesldent Secretaiy* 

Medical Referee : DUNCAN C. MACCALLUM, Esq., M. D. 
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Tke liTcrpool and Iiondon and dlolie lasnranee Company isiines Poli- 
cies of Speellle Imnmnce, nt fnTornble ternii, to KAIIiSOAD CMIPANIJES, 
coTerlnc tlMlr €»tli*e property, nnd offering, besides vneqnaled seenrtty, 
the fprent adrantace of luiTlng tlie entire risk in one Insnranee Company. 

All information, both as to Life and Fire Insurance, may be obtained at the SEVERAL 
AGENCIES established througLont Canada, or at the 

Head Office, Canada Branchy Montreid. 

Y^ TCP O <aTi/rTrnicjr 

JSisiderU Secretary, 
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Railroad If ofi 

r 

FROM 1« TO YO lbs. PER YARD, 

OF BEST FOREIGN & AMERICAN MAKE, 
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Trwm Stock in yard at New York, or delivered at 
European Shipping F0H8 or Canadian Forts. 
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Jjessenier & Luddled uteel Hails, 

BAGGAGE, FREIGHT & PASSENGER CARS 

Famished on satisfactory torms. 



Narrow Gauge Locomotives & Cars. 
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Loans negociattd^ and all business connected with 
Railway.s attended to. 

DANAS & LITCHFIELD, 

1$ William Street, 



LIFE INSURANCE 



AND 



ACCIDENT INSURANCE 



BY THE 



Travelers Insurance 



COMPANY, 



OF HARTFORD, CONN. 
Cash Assets, - - $1,588,588.27. 



Life and Endowment Policies in this Company combine ample security and 
cheapness of cost, under a definite contract. Its Low Cash Kates are equiva- 
lent to a dividend in advance. 

The only Accident Insurance Company writing yearly Policies. Has paid 
to its policy-holders in benefits Seven Hundbed Dollars a day for nearly 
seven years. 

JAS. a. BATTEBSOir, President. BODITET DEITinS, Secretary. 

GEO. B. LE8TEB, Actuary. OHAS. E. WILSON, Aast. Secretary. 

Canada Board off Refferenee. 

C. J. BRYDGES, Esq., Managing Director Grand Trunk fiailroad, Montreal.] 

W. K. MUIR, General Superintendent Great Western Railway, Hamilton. 

Hon. L. H. HOLTON, late Minister of Finance, Montreal 

Hon. ALEXANDER CAMPBELL, Ck)nimis8ioner of Crown Lands, Kingston. 

Hon. WM. McMASTER, M.L.C., firm McMaster & Nephews, Merchants, Toronto. 

WM. WORKMAN, Esq., President City Bank, Montreal 

HUGH ALLAN, Esq., firm Hugh & Andrew Allan, General Merchants, and Agents Mon- 

treal Ocean Steamship ComjMmy, Montreal. 
J. L. BEAUDRY, Esq., Mayor of Montreal 
EDWIN ATWATER, Esq., firm £. Atwater & Co., Merchants, and President Citisens' 

Insurance Company, Montreal. 
HENRY STARNES, Esq., Manager Ontario Bank; Montreal. 
JAMES JOHNSON, Esq., Ex-President Provincial Exhibition, London. 

GEO. W. CAMPBELL, M. D., Montreal, Medioal and Snrgioal Adviser for Canada. 

THOS. E. FOSTER, 
241 St. James St, Montreal, Gen'l Agent for the Dominion of Canada, 
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Commercial Times 

A ^WEEKLY NEWSPAPER, 

, DEVOTED TO 

iH OomerGe, knrance, Mm% HiE Minent 

AND JOINT ^pi^K'-^^^BKt^RISE. 
The only Journal in the QosodiliJitVhi^LikTOf^ 
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steps are being taken to ren^/ thisr feature- Oi^re especially interesting and 
valuable, and for the better iEt^ainmeiit of this object the co-operation of the 
Directors and Officers of the Bailway Gbmplinies is cordially and earnestly 

invited. 

News items relating to Railwav Contracts, Official and other Changes and 
Improvements of every Kind, are always gladly received and published. It is 
desired to make the railway department fully represent this great and growing 
interest. 

Railway Manas^ers Read it. 

RaUway Managers Subscribe for it. 

Railway Manasrers Advertise In It. 
Railway llana«;ers Bind it for Reference. 

It is invaluable to keep on fyle as a recoixl of prices and of the commercial 
and general statistics of Canada. 



8UB80RIPTI0N PRICE- 

Canadian subscribers ^2.00 jier year. 

British ** postpaid 10s. 

American ** ** gold 2.50 






RATE8 OF ADVERTI8INQ. . 

Casual Advertisements, each insertion.... 10c per line. 
Yearly Advertisements, per annum $2. 50 " 

All letters should be addressed to 

J. M. TROUT, 

Business Manager. 
Toronto, Hay 1st, 1871. 




E. E. ABBOTT, 



MANUFACTURER OF 



Matlrinlsts' ®mh, 



Wood Working and General Machinery. 
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GANA.NOQTJE, ONT. 
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John Macnab & Co., 

(Late LTMAN & MACNAB,) 

IMPORTERS & WHOLESALE DEALERS IN 

BRITISH, 

GERMAN, 

FRENCH, 

AMERICAN, 

and CANADIAN 
SHELF AND HEAVY 

5 Fi^oNT Sti^eet, Toronto. 

JOHN MACNAB. T. HERBERT MARSH; 



W. S. Symonds & Co., 

DARTMOUTH, N. S., 

MANUFACTURERS OF 

Car Wheels, 

RAILROAD AND OTHER CASTINGS, 



OFFICE AND WABEBOOM8, 



19 and SI DVKE STREET, HALIFAX, N. S. 
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TRANSPORTATION IN CANADA. 
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The material progress of Canada has depended on nothing 
so much as the means of communication, the facilities for 
conveying men and goods. 

On the discovery of Canada, when the whole country was 
covered with a primeval forest, the rivers and lakes formed 
the natural highways, the only means by which it was pos- 
sible to tmvel. The birch bark canoe, which the Indians 
had from time immemorial used, had to be adopted by the 
first Europeans who made their way into the interior. 
When a fall or cataract was reached, the tiny vessel had to 
be hoisted on the shoulders of the travellers, and carried 
above or below the obstruction, together with whatever 
goods the party carried. Tents were generally out of the 
question ; and the Jesuit missionaries frequently speak 
jocosely of having put up for the night at the sign of the 
moon ; the stars their canopy, and chief or only covering. 
Between Three Rivers and the country of the Hurons, on 
the east side of the Georgian Bay, which they named the 
Fresh Water Sea, and which the Indians called Attigouantan 
no less than forty portages had to be made — that is, the 
canoe had to be taken out of the water and carried so many 
times — and the downward voyage, when sailing with the 
stream nearly all the way, consumed no less than thirty-five 
days, in which many perils to life and limb were encoun- 
tered; a longer time than is now required to cross the 
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continent five times from the Atlantic to the Pacific. The^ 
chief business of llie country long centred in the fur trade, 
of which the beaver furnished the larcrest and most valuable 
supply. The boats used by the traders were necessarily 
limited in weight to what the voj'ageurs could carry on 
their shoulders over tl:e portages. We are not going to 
waste time on a review of the fur trade or its progress, but 
it is worth while to note, as illustrating the inevitable slow- 
ness of the progress which it was possible to make in the 
absence of improved means of conve3'ance, that though 
Canada was discovered in 1514, the only means of getting 
into Lake Superior, possessed by the North- West Company, 
the most powerful organization that then existed in the^ 
country (the year 1800), was the bark canoe. It was large 
enough to carry eight or ten men, and a corresponding quan- 
tity of goods. It thus appears that for nearly three centuries 
the bark canoe, in one form or another, was the only reliance 
of Canadians, when extra long voyages had to be undertaken. 
On shorter voyages, other and superior craft were used. 

At the close of the last century, it was the custom of 
Governor Simcoo to travel, from Kingston to Detroit, in a 
large bark canoe, rowed by twelve chasseurs of his own 
regiment ; and followed by another boat, in which the tents- 
and provisions were carried. The rule was to halt at noon 
for dinner, and in the evening to pitch the tents. When it 
was necessary to pass from one lake to the other — Ontario to 
Erie — by the portage at Queenston, this was then the only 
kind of vessel that could be used. On Lake Ontario 
he had the choice between the large bark canoe and a 
gun boat of eighty tons — that being the capacity of the 
Onondago — of which there were four. But only two of 
them, provided with sails and oars, were fit to carry either 
passengers or guns ; and they were often pressed into the 
service of merchants, by whom either an equivalent in 
money was paid, or a return in like service in their vessels^ 
to the government was made. 
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The cost of damage, by every mode of conveyance then 
in use in the country was enormous. A bushel of Indian 
corn cost, by the the time it reached Grand Portage, about 
thirty miles above Fort William, tv/enty shillings sterling ; 
.and Sir Alexander Mackenzie tells us it was the cheapest 
article of provisions the North- West Company could supply 
its men with, in the first year of this century. For the same 
sum ten bushels of corn can now be puixjhased in England, 
after having been carried a thousand miles in the interior 
of America and across the Atlantic. But the North- West 
Company obtained the carriage of its stores very cheap, 
compared with what others paid. The cost of carrying 
goods between Montreal and Kingston, before the Rideau or 
St. Lawrence canals were built, seems to this generation 
incredible, and is worthy of belief only, because it is stated 
on unimpeachable authority. Sir J. Murray stated, in the 
House of Commons, September 6, 1828, that, on a former 
occasion, the carriage of a twenty-four pound cannon cost 
between £150 and £200 sterling ; that of a seventy-six cwt. 
anchor £676 ; and that when the Imperial Government sent 
out two vessels in frame?, one of them, a brig, cost the coun~ 
try in carriage, the short distance between these two cities 
the enormous sum of thirty thousand pounds sterling y 
nearly one hundred and fifty thousand dollars. The same 
service could now be performed for a mere trifle. In the 
e^rly days of the Talbot settlement — about 1817 — so called 
from a large district of country in Western Canada having 
been granted to Col. Talbot to place settlers upon, we have 
the authority of Mr. Edward Ermatinger, the biographer of 
that eccentric pioneer, for the statement that eighteen 
bushels of wheat were required to pay for a barrel of salt, 
and that one bushel of wheat would no more than buy a 
yard of cotton. From the difficulty of getting seed grain 
over the wretched roads of this new country, the struggling 
pioneer sometimes had to pay as high as two doUars a 
bushel for wheat, which sold in other parts of the province. 
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where communications were better, for about three shillings 
and three pence a bushel, and other things necessary to his 
comfort and subsistence were proportionately dear. 

The enormous rates of Atlantic freights, in those early 
days, show the immense improvements that have since taken 
place in ocean navigation. Mr. David Anderson, who, in 
1814, published a book to prove the importance of the 
British American Colonies to England, estimated the freight 
of a quantity of wheat sufficient to make a barrel of flour, 
from Canada to England, at a pound sterling, nearly live 
dollars. He was obliged to rcake an estimate, when dealing 
with a barrel of flour, because "breadstuff's" were then 
sliipped to England only in their unground state ; and if his 
figures be reliable, Atlantic freights on this form of "the 
staff* of life," were seven times as high as at present. We 
suspect, however, that his estimate was too high. 

The average cost of freight on all the grain taken to 
England is added to the price of the grain ; and if it costs 
five or six times as much to take grain to that market from 
one country as it can be taken for from another, the producer 
in the former country is at a great disadvantage in the com- 
petition he is obliged to meet. Discriminating duties could 
not be expected to make up the difference. Lying under 
these enormous disabilities, in respect to the transmission 
of produce from the place of production to the ultimate 
market, it was inevitable that the exports of Canada in 
grain should be low. In the quarter of a century ending 
with 1824, when the practice of grinding wheat for exportca- 
tion had begun, Canada had exported only 503,212 bbls. of 
flour, and 4,833,190 bushels of wheat. Her population was 
small ; but the growth of population under this condition of 
things must necessarily be the reverse pf rapid. 

Between Quebec and Montreal, and on Lake Ontario an 
improved kind of craft was used long before the same thing 
was possible between Montreal and Kingston. In 1795, 
three small merchant vessels, owned at Kingston, used to 
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make eleven voyages a year to the portage at Queenston • 
they formed the bridge between Kingston and Queenston ; 
and long after, so, little was foreseen of the future tracks 
of commerce, it was thought that the latter place would 
always continue to play an important part in the trade 
of the country. These vessels were, probably, from fifty 
to two hundred tons bui-then, as Weld tells us, there were 
merchant vessels of that class on the lake at that date. 
Canoes and batteaux were also much used ; all the coasters 
on the American side being of the latter class. Nearly all the 
British commerce of the lake was between Kingston and 
Queenston. The vessels seldom called at any other point. 
The number of vessels must have been small ; for, if we 
may trust a statement published in the newspapers of the 
time, there were, in 1812, seventeen years after, on the 
Canadian side of Lake Ontario, only three vessels of over 
forty tons each. In 1826, in spite of the war that had in- 
tervened; the number of vessels of that size had increased to 
between thirty and forty, and some reached nearly, or quite, 
one hundred tons. At the former date, 1795, the fare be- 
tween Kingston and Niagara was ten dollars, first class, and 
half that sum second class. The freight on goods between 
Kingston and Queenston was about nine dollars a ton (thirty 
six shillings sterling) nearly as much as would have been 
paid for carrying them across the Atlantic, before the war 
then raging in Europe broke out. But ships were costly to 
construct, and wore out rapidly ; sailors had to be brought 
up from the ocean, and retained on pay during the five or 
six winter months when the harbors were frozen up. 
Ship carpenters, brought from the States, worked in sum- 
mer and returned home in winter. Added to this rate of 
freight was the previous carriage, sometimes of over two 
thousand miles, inland, before they were put on board at 
Queenston portage. Over this portage, sixty wagons would 
gometimes pass in a day. The upper landing place was on 
Chippawa Creek. Merchandize took this route westward by 
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Detroit to Michilmackiaac, and beyond. This portage trade 
gave the same importance to Queenston that Lachine re- 
ceived from a similar kind of traflBc. 

The first steamboat that ran between Quebec and Mon- 
treal appears to have been built in 1811, by Mr. John 
Molson, well known as the .father of steamboat enterprise 
on the St. Lawrence. We find by the journals of Lower 
Canada that a bill was brought in, in that year, to grant 
him the exclusive right of navigating with one or more 
steamboats that part of the river ; but though it passed 
through committee, it did not become law. Next year it 
was again introduced on petition. The petition sets forth 
that Mr. Molson had already built a steamboat, at great 
expense, which would afford the means, at a small cost to 
the public, of a speedy and convenient passage between the 
two cities; the only means of making it then in use being 
" fatiguing from the nature of the vehicle, and inconvenient 
both for lodging and nourishment." The petition did not 
mention the number of years during which this exclusive 
privilege was desired. The Legislative Council passed the 
bill, and inserted the term of fourteen years ; but when it 
came before the Assembly, in Committee, the House was 
counted out for want of a quorum, only thirteen members 
being present, among them L. J. Papineau, who was favour- 
able to the measure. Nevertheless, steamboat communica- 
tion was established on that part of the St, Lawrence, 
through the enterprise of Mr. Molson. It lessened the cost, 
shortened the time, and banished many of the discomforts 
of travelling between the two chief cities of Lower Canada. 

Twelve years later, there were no less than seven steamboats 
plying between Quebec and Montreal. Five of them ap- 
peared in Edv/ard Allen Talbot's eyes nearly as long each as 
a forty gun frigate. The double row of sleeping berths, on 
each side of the cabin, were thought to be surpassing luxur- 
ies, where state-rooms were unknown ; though they would 
now fail to command any but second class passengers. And 
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the charge, £3 sterling, over fourteen dollars and a half 
from Quebec to Montreal, and ten shillings less the other 
way, would now take a passenger all the way from Hamilton 
to the Saguenay by steamboat, and from Sarnia to Portland 
by rail. But the rates of passage were soon reduced, by the 
natural operation of competition, to a moderate figure. By 
the year 1829, deck passage on these steamers could be had 
for a dollar and a half; and a passage could be had on such 
•conveyance as then existed, from Montreal to Kingston, for 
five dollars more. 

Upper Canada was only a little later in availing itself of 
the facilities of steamboat navigation. The Frontenac, the 
first Lake Ontario steamer, was not built till 1816. She 
-cost £15,000, which is nearly three times as much as any 
jother boat on that lake cost for the next decade, as the fol- 
lowing figures, which represent the commercial steam marine 
of Lake Ontario in 182G, show : 

NAMES OF STEAMERS. COST. 

Frontenac £15,000 

Queenston (estimated) 5,000 

Niagara 6,000 

Charlotte 8,500 

Toronto 2,500 

Canada 5,000 

Dalhousie 2,500 



Total £39,500 

The Frontenac, Howison tells us, was the largest steam- 
boat in Canada ; her deck being seventy-two feet long and 
thirty -two feet wide; seven hundred and forty tons burthen, 
^nd drawing eight feet of water. The time has loiig since 
passed when any one would think of using, on these waters, 
so small a steamer for passenger traffic. But the size of 
•Canadian steamers soon underwent an increase. In 1829, 
the Lady Sherlock, which run between Quebec and Montreal, 
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was one hundred and forfcy-five feet long, and the Chambljr 
was only three feet shorter. Before the Lachino Canal waa 
built small steanners managed to stem the Lachine rapid^ 
which they overcame by going obliquely against the current 
and taking advantage of the side eddies. 

It is curious to note that, at a distance of about five years,. 
Upper Canada followed Lower in the inauguration of steam- 
boat enterprize ; and that she counted seven steamboats on 
Lake Ontario two years after Lower Canada hivd placed that 
number between Quebec and Montreal. The fare charged 
by the first Upper Canada steamboat was twelve dollars 
fi'om Prescott to Toronto, and half as much again to- 
Hamilton. 

But while these two sections were provided with steam- 
boat accommodation, the intermediate distance between 
Kingston and Montreal was still, on account of the inter- 
ruptions occasioned by the rapids, obliged to content itself 
with more primitive modes of communication. 

The flat bottomed Batteaux, made of pine boards, and nar- 
rowed at bow and stern, forty feet by six, with a crew of 
four men and a pilot, provided with, oars, sails and iron shod 
poles for pushing, continued to carry, in cargoes of five tons^ 
all the merchandise that passed to Upper Canada. Some- 
times these boats were provided with a makeshift upper 
cabin, which consisted of an awning of oilcloth supported on 
hoops like the roof of an American, Quaker or Qipsey 
wagon : provided with half a dozen chairs and a table, this, 
cabin was deemed the height of primitive luxury. The Bat- 
teaux went in brigades, which generally consisted of five- 
boats. Against the swiftest currents and rapids, the men 
poled their way up ; and when the resisting element was: 
too much for their strength, they fastened a rope to the- 
bow, and plunging into the water, dragged her by main 
strength up the boiling cataract. From Lachine to Kings- 
ton, the average voyage was ten or twelve days ; though it 
was occasionally made in seven ; an average as long as a. 
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voyage across the Atlantic now. The nature of the route 
over which they travelled had dictated the construction of 
these boats; the main object being that they should draw as 
little water as possible. A Batteaux of two tons, if heavily 
laden, had to be lightened to pass over the Long Sault, 
when the water was low. 

The Durham boat, also then doing duty on this route, was 
a flat bottomed barge ; but it diflered from the batteaux in 
having a slip keel and nearly twice its capacity. 

This primitive mode of travelling had its poetic side. 
Amid all the hardships of their vocation, the French Cana- 
dian boatmen were ever light of' spirit, and they enlivened 
the passage by carroUing their boat songs; one of which 
inspired Moore to write his immortal ballad, better known 
among the generalitj' of English readera than those of the 
French that preceded it. 

The loss of time, from the slowness of the old modes of 
travel, was a very serious matter. Edward Allen Talbot* 
who published a book on Canada, in 1824, has some facts 
cited from his own experience on this point. We should 
be sorry to guarantee the general accuracy of this prejudiced 
and splenetic work ; but the author may be trusted when he 
tells us that himself, his father, and the rest of the family 
were thirteen days in a Durham boat, between Lachine and 
Prescott. To the loss of time by this mode of travelling 
was added the discomfort arising from a part of the passen- 
gers having to sleep at night, when the boat came to a stand, 
in the open air, on shore ; the wretched little cabin — not of 
the awning kind, it is presumed — not being sufficient to 
accommodate a single family. 

The dangers of this mode of travelling, like that by canoe 
which it had superseded, were very great ; those of the Long 
Sault being especially dreaded. Mr. Boulton, in his topo- 
graphical description of Upper Canada, published in Londom 
in 1824, says : "Boats may pass near shore, but where mis- 
fortune has driven either a boat or a raft into the strong^ 
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part of the current, it hath seldom happened that a life has 
been saved. A melancholy instance of the danger of this 
just occurred in the late Frencli war, when several boats and 
their crews were entirely lost/' But familiarity with the 
currents had reduced the danger to a minimum ; and the 
surplus grain of Upper Canada was now taken down on rafts 
or in boats, with a great degree of safety. Attempts had 
been made to take lumber down from the most distant 
points on Lake Ontario; but Mr. Boulton conceived "the 
risk to be far above the probable advantage ;" a risk which, 
in these later days, we have learnt to count very little. 

As between the Batteaux and the Durham boat, the ba- 
lance of safety lay on the side of the former. An example 
from the experience of Isaac Weld, the traveller, when pass- 
ing from Montreal to Quebec, in the summer of 1795, will 
show this in a striking manner. After leaving Montreal, 
*' we had,^' he says, " reached a wide ptirt of the river, and 
were sailing under a favourable wind, when suddenly the 
horizon gre^y very dark, and a dreadful storm arose, accom- 
panied by loud peals of thunder and a torrent of rain. Be- 
fore the sail could be taken in, the ropes which held it were 
snapped in pieces, and the waves began to dash over the 
sides of the batteaux, though the water had been quite 
smooth five minutes before. It was impossible now to coun- 
teract the force of the wind with oars, and the batteaux was 
<;onsequently driven on shore, and the bottom of ic being 
quite flat, it was carried smoothly upon the teach without 
sustaining any injury, and the men leaping out of it drew it 
on dry land, where we remained out of all danger till the 
storm was over. A keel boat, however, of the same size, 
•could not have approached nearer to the shore than thirty 
feet, and there it would have stuck fast in the sand, and 
probably have been filled with water.'' 

The great leading roads of the Province had received little 
-improvement beyond being graded, and the swamps made 
passable by laying the round trunks of trees, side by side 
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across the roadway. Their supposed resemblance to the 
King's corduroy cloth, gained for these crossways the name 
of corduroy roads. The earth roads were passably good 
only when covered with the snows of winter, or dried up 
with the summer sun ; and even then a thaw or a rain made 
them all but impassable. The rains 6f autumn, and the 
thaws of spring, converted them into a ma«s of liquid mud, 
fiuch as amphibious animals might delight to revel in Except 
an occasional legisb.tive grant of a few thousand pounds 
for the whole Province, which was ill expen(^ed, and often 
not accounted for at all, the great leading roads, as well as 
all other roads, depended, in Upper Canada, for their im- 
provement on statute labour. In 1831, every male inhabi- 
tant not rated on the assessment roll, was liable to two days 
labour on the roads; a person rated at not more than 
twenty-five pounds, to three days labour ; if over fifty, and 
less than seventy-five, four days ; at one hundred pounds 
five days ; at two hundred pounds, seven days ; at three 
hundred, nine days ; at four hundred, eleven days ; at five 
hundred twelve days. This labor was languidly performed, 
or, when possible, evaded altogether; substitutes were diffi- 
cult to get, and money to pay them with equally so. In 
that year, £20,000 was granted by the Legislature for the 
improvement of roads ; and Mr. Ruttan, in a pamphlet pub- 
lished the next year, stated that £9,000 of it remained 
unaccounted for. In 1835, no less a sum than £50,000 was 
granted for the.improvement of roads ; but this sum, even if 
economically expended, would go a very little way in form- 
ing good roads, over distances that embraced many hundreds 
of miles. In 183G-7, a Session of recklessly improvident 
grants of all kinds, £500,000 was authorised to be raised 
for roada ; but it was of no more value than the several 
other similar authorizations, amounting in the aggregate to 
several millions of dollars, when the credit of the Province 
was at zero, and its whole revenue was not one-third as 
much as that of one of our richest municipalities to-day. 
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At the time of the union, in 1841, the whole revenue of 
the Province was only £78,000 ; that of Toronto was> 
in 1870, $1,362,169 25. Formerly the small grants for this 
purpose were jobbed and squandered by members of the 
Legislature, under a system in which no one was responsi- 
ble, and every member could propose a money grant 
without the previous authority of the Crown. In 1840, 
Chief Justice Robinson estimated the whole amount that 
had been expended on Macadamized roads, in Upper 
Canada, at £200,000—8800,000. After the union, a large 
portion of the Imperial guaranteed loan of £1,500,000, was 
expended on this kind of roads ; but the mopey was so dis- 
tributed that the great leading routes were seldom more 
than partially improved. 

The only road on which it was possible, in 18S7, to take 
a drive, near Toronto, was Yonge Street, which was Mac- 
adamized a distance of twelve miles. Mrs. Jamieson de- 
scribes the Canadian stage coach as being, at that time* 
like the American, a " heavy lumbering vehicle, well calcu- 
lated to live in roads where any decent carriage must needs 
founder." These were the better sort, on the great roads. 
Another kind were "large oblong wooden boxes, formed of a 
few planks nailed together, and placed on wheels^ in which 
you enter by the window, there being no do^r to open or 
shut, and no springs." On two or three wooden seats, sus- 
pended on leather straps, the passengers were perched. The 
behaviour of the better sort, in a journey from Niagara to 
Hamilton, is described by this writer as consisting of a 
"reeling and tumbling along the detestable road, pitching 
like a scow among the breakers of a lake storm.*' The 
road was knee-deep in mud, "the forest on either side 
dark grim and impenetrable." 

Bad as this was, there were men scarce past the prime of 
life, who, contrasting it with their recollections and experi- 
ence, might be excused for thinking it a very acceptable mode 
of travelling. They could rememljer the time when it was 
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impossible to thread their way among the stumps of trees and 
fallen timber that encumbered the road, with a rude cart and 
a yoke of oxen ; when the Duke de la Rochfoucalt Lioncourt, 
in 1795, described this very road as one of the worst he had 
seen in America ; wlien it was passable only on horseback, 
and then, he tells us, " but for our finding now and then some 
trunks of trees in the swampy places, we should not have 
been able to disengage ourselves from the morass." Thirty 
years latter, Mr. Wm. L. Mackenzie described the road be- 
tween Toronto and Kingston, as among the worst that humaa 
foot ever trod. And down to the latest day before the rail- 
road era, the travellers in the Canadian stage coach were 
lucky if, when a hill had to be ascended or a bad spot passed, 
they had not to alight and trudge ancle deep through the 
mud. 

In Lower Canada the Maitresnud Aides de Poate formerly 
kept conveyances for the carriage of passengers at stated post 
houses ; and the rates of charge were fixed by law. They 
received ten-pence a league tor a horse and cart or sleigh, or 
for a hoi-seand harness without either, for conveying a weight 
of six hundred pounds, and four-pence for every additional 
horse, conveying a weight ot one thousand pounds ; and 
seven-pence half-penny a league for a saddle-horse. The Act 
establishing these post houses having expired, the ci-devant 
Maitres and Aides de Poste^ petitioned for their re-establish- 
ment, with a legalized tariff^ in 1812. But a committee to 
whom the petition was referred, reported adversely; and 
thenceforth the carrying of passengers on land seems to have 
been left to the natural law of competition. 

The rate which it was possible to travel in stage coaches 
depended on the elements. In spring, when the roads Fere 
water-choked, and rut-galled, the rate might be reduced to 
two miles an hour, for several miles on the worst sections. 
The coaches were liable to become embedded in the mud, 
and the passengers had to dismount and assist in prying them 
out by means of rails obtained from the fences. Various 
forms of accidents occurred, and the total percentage was 
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probably not less tlian fifty per cent, more than on railways- 
at present. The cost of travelling, in fares, to say. nothing of 
time and expenses on the way, where tlje driver was gener- 
ally in league with the tavern-keepers, by whom he was nsed 
as a decoy, was nearly three times what it is on railwa3^s. In 
the dry Aveather of summer, and the snows of winter, the 
worst roads became tolerably good ; and stories of incredible- 
speed being made, in sleighing, are still told. It is alleged 
that Mr. Weller — the immortal stage-coach owner — once 
drove Lord Sydenham from Toronto to Montreal, by means 
of successive relays of horses, in tv/enty-six hours ; and a 
story is told of a still more surprising feat being performed, in 
the same wav, between Portland and Montreal. It was a 
race between Boston and Portland, which could carry the 
Englisli mail most rapidly to Montreal. The Portland party 
made the distance, which is nearly three hundred miles, in 
twenty hours. The result of this contest is said to have been 
one of the causes that led to the adoption of Portland as the 
terminus of the railway from Montreal, instead of Boston. 
But these exceptional cases jprove nothing in favour of amode^ 
of travelling, wliich, taken altogether, in the varying seasons^ 
was tedious and uncomfortable, and involved an outlay ot 
time and money that would now be thought unendurable. 

We have said enough to prove the proposition with which 
we set out, that the material progress of Canada depends, 
and has always depended, more upon the facilities for com- 
munication than anything else. This brief retrospect will 
give the present generation some adequate idea of the ad- 
vantages it possesses over those that went before ; a kind of 
knowledge which may, if rightly used, be turned to practical 
account. 
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A good idea may be formed of the great relative import- 
ance of our railways, in their bearing upon the financial and 
industrial interests of the Dominion, from the fact that their 
annual receipts are nearly equ.-d to the entire public revenue, 

or about FOUllTEEN MILLIONS OF DOLLARS. 

To a country with the physical configuration of the Do- 
minion — stretching from tlie Atlantic to the Pacific, and 
settled only on a relatively narrow frontier strip — cheap 
and rapid communication is one of the first requisites. The 
divei'sified products of the eastern and western sections require 
to be constantly interchanged in order to meet the wants of 
both. And nothing will so powerfully tend to consummate 
the great object aimed at in forming our Confederate Con- 
stitution — the real and lasting union of the people of all 
these provinces — as supplying the best possible facilities for 
the interchange, not merely of commodities, but of thought, 
by the means of correspondence and personal intercourse. 
The Intercolonial was no doubt projected, more as a political 
than as a commercial undertaking, and very great advantages 
may be expected from it in the way of bringing about 
acquaintanceship, creating and riveting social ties and com- 
mercial relations, breaking down antipathies and creating 
the sense of a common interest. Let us hope that as a 
militarj^ convenience it will never be called into requisition. 
The same necessity that forced the construction of the 
Intercolonial operates to urge the building of a Canadian 
Pacific Line, which, great as the undertaking is, will 
undoubtedly be proceeded with without any unnecessary 
delay. These two lines, when completed, will, with our 
other great public work, the Grand Trunk Railway, extend 
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as a vast iron girtli across the Continent, forming a grand 
National Highway of three thousand miles in length, or in 
all, six thousand continuous miles of railway track. 

The brilliant success of Mr. George Stephenson's engine 
" Rocket/' on the Liverpool and Manchester Railway, drew 
the attention of the world to this new and marvellous 
triumph of genius. The £500 prize offered by that Company 
was won by the engine named — the trial taking place on the 
6th October, 1829. This engine, which weighed four tons, 
made on the level, with 12f tons attached, 29 1 miles per hour. 
A result so astounding to the ideas of our ancestors, who 
regarded any means of travel faster than a stage coach at 
ten miles an hour as tempting ProAridence, was soon published 
far find near. In s[)ite of the most unscrupulous and persis- 
tent opposition, this innovation forced its way into pub- 
lic notice. Railways soon became Avhat they now are, one 
of the most marked characteristics of our modern civilization. 

As a means of opening up a new country for settlement, 
railways are incomparably the best and most eftective, 
viewed in the light of results, that human skill has yet 
devised. Like the arteries and veins in the human body, 
they are the channels which vitalize the extremities of a 
country, and bring them into direct and immediate connec- 
tion Avith the centres of commerce. They give value to 
natural products before valueless, because out of the reach 
of consumers; change sterility into productiveness; convert 
the wilderness into cultivated farms, as if by magic, and sub- 
stitute for the profitless hunting of the wild man of the 
forest, the peaceful and remunerative operations of modern 
husbandry. Railways have accomplished all this in Canada, 
but the work has only fairly begun. 

Very soon after the first railways were commenced in 
Great Britain and in the United States, several projects were 
formed and discussed for the construction of lines in Canada. 
From 1832 to 1840 a large number of charters were obtain- 
ed in all the Provinces, but the great majority of the 
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Bchemes so authorized proved abortive, and the Acts suffer* 
ed to remain on the statute book as a dead letter. A full 
list of these charters with a brief sketch of their principal 
features is given in another place. 

In 183G the first attempt at working a railway in 
Canada was made. The St. Lawrence and Champlain* 
(now the M.>ntreal and Champlain,) was opened in that 
year ; the rails were of Avood with flat bars of iron spiked 
on them, and from the tendency of this class of rail to curl 
or bend upward as the wheels passed over it, it becamo 
known as the " snake rail.'* From this awkward peculiarity 
it often happened that the rails came into contact with tha 
body of the cars or other rolling stock, in which Ciise both 
fared badly. The first locomotive used on the Line was- 
sent from Europe, accompanied by an engineer, who for 
some unexplained reason had it caged up and secreted from 
pyblic view. The trial trip was made by moonlight in the 
presence of a few interested parties, and it is not described 
as a success. Several attempts were made to get the " Kit-^ 
ten'** — for such was the nick-name applied to this pioneer 
locomotive — to run to St. Johns, but in vain ; the engine- 
proved refract(ny and horses were substituted for it. It is- 
related, however, that a practical engineer being called in 
from the United States, the engine which was thought to 
be hopelessly unmanageable, was pronounced in good order 
requiring only " plenty of wood and water." This opinion 
proved ctnTect, for after a little practice the " extraordinary"^ 
rate of speed of twenty miles per hour was attained. Other 
difliculties were soon overcome and the first Canadian rail- 
way became an accomplished fact. 

The first locomotives used in Canada and the first sent 
across the Atlantic to British North America were the 
" J^mes Ferrier," " the Montreal" and the " John Molson." 
They were built by Messrs. KJnmond & Co., of Dundee, 
Scotland, in 1S1<7, and shipped in the spring of 1848. The 
first two were used on the Montreal and Lachine railway, 
3 
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And the third ran from St. Lambert to St. Johns on the Mon- 
treal and Champlam railway. Some of them are still run- 
ning. 

It was fully a decade subsequent to the date of the 
■opening of the St. Lawrence and Champlain Rkilways 
that the Huron and Ontario and Great Western projects 
took practical shape in Upper Canada, although charter 
powers were conferred for the construction of the former line 
as early as 1833 and for the latter in 1834. So little was 
the progress made that in 1850 there were but fifty-five 
miles of railway in all the Provinces. 

In 1849 a general Act was passed known as the " Guar- 
;antee Act" which empowered the Government to aid any 
railway not less than seventy miles in length by guaran- 
teeing the payment of six per cent interest on a sum not to 
exceed one half the total cost of the road. In 1858 the 
Government guarantee was extended to the principal, the 
Government taking a first lien on the railways so aided. 
Though this policy never realized the anticipations formed 
of it, yet it had the effect of giving a powerful stimulus to 
railway enterprise. Then commenced the first railway era 
in which all our present lines were constructed. The Grand 
Trunk Railway Company was incorporated in 1852 and the 
work pushed to its final completion in 1857. 

We shall not enter upon the details relating to the differ- 
ent lines here, but merely present the subjoined table which 
is compiled from official sources and shews the dates at 
which the different sections of the various lines were com- 
pleted, being an epitome of the progress made in railwaj- 
construction to the present time : — 
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RAILWAYS OF CANADA. 



DATE OF OPSNINO EACH tECTIOK. 



NAMES. 



'Great Western 
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Northern. 
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NAME OF SECTION. 



Buffalo & Lake Huron, 
tt tt 



tt 

tt 



tt 

tt 



London & Pt. Stanley. 

Krie & Ontario . 

Ottawa & Prescott 



Montreal & Champlain 



Susp. Bridge to Hamilton 

Hamilton to London 

London to Windsor 

Harrislmrg to Gralt branch 
Gait to Guelph branch..-. 
Hamilton to Toronto b'h 

Komoka to Sarnia 

Petrolia^ BerliuBranchcs 

Toronto to Guelph .... 
Guelph to Stratford .... 
Sfratford to London .... 

St. Mary's to Sarnia 

Toronto to Oshawa .... 
Oshawa to Brockville . 
Brockville to Montreal... 
Victoria B. & approaches 
Montreal toSt.Hyacinthe 
St Hyacinthe to Sherb'ke 
Sberb'ke to Pi-ovince Line 
Richmond to Quebec ... 
Chaudiere Junction to St. 

Thomas 

St Thomas to St Paschal 
St Paschal to Rivi<ire du 

Loup 

Kingston branch ... 

Toronto to Bradford 

Bradford to Barrie 

Barrie to Colliu^wood ... 

Bell Ewart branch.. 

Barrie bra nch 



Date 

of 

Opening.' 



Length Total 
of I Lengtk 
Section. 



Fort Erie to Paris , 

Paris to Stratford , 

Stratford to Goderich . 
From temporary terminus 
to Station Eiist St 



(< 
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Lake Erie to Lond<Jn ... 

Lake Ontario toChippawa 

From the St. Lawrence to 

Ottawa City 

Montreal to Lachine . . . . 
Caughnawaga to Aloers' 

Junction 

St. Lambert to St. Johns 

(old i)ortion July 1836) 



Nov. 10, 1853 
Dec. 31, 1853 
Jan. 27, 1854 
Aug 21, 1854 
Sep. 28, 1857 
Dec. 3, 1855 
Dec. 27, 1858 



July, 1856 
Nov. 17, 1856 
Sep. 27, 1858 
Nov. 21, 1856 
August, 1856 
Oct 27, 1856 
Nov. 29, 1855 
Dec. 16, 1859 
Spring, 1847 
August, 1852 
July, 1858 
Nov. 27, 1854 

Dec. 23, 1855 
Dec. 31, 1859 

July 2, 1860 
Nov. 10, 1860 

June 13, 1853 
Oct 11, 1853 
Jan. 2, 1855 

1869 

Nov. 1, 1856 
Dec. 22, 1856 
June 28, 1858 

May 16, 1860 

Oct 1, 1856 
July 3, 1854 



Dec. 
Nov. 
Aug. 
Jan. 



1854 
1847 

1852 
1852 



43 
76 
110 
12 
15 
38 
51 
15 



50 

39 

31 

70 

33 

175 

125 

6 

30 
66 
30 
96 

41 
53 

25 
2 



360 



42 

21 

33.96 
1 34 
1.23 



83 
33 
45 



L27 



25 
17 

54 

8 

32 

20 



872 



99.53 



162.27 
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RAILWAYS OF CANADA— Cem^mwerf. 



NAMES. 



Montreal k Cliainx>laiu 



Carillon k Grcnville ... 
St. Lawrence& Industry 
Port Hope, Lindsay k 

Beavertou 

Do., do 

Do., do 



Welland 



Brockville & Ottawa... 



it 
tt 






Stanstead, ShelTord k 

Chambly 

Do., do 



Cobonrg k Peterhoro.. 



tt 



tt 



Kova Scotia. 



«( 
(( 
(( 
tt 
tt 
tt 
tt 



Windsor Biimcli ... 
Windsor & Annapolis.. 
Wellington, Grey k 

Bruce 

Do., do. .. 



N. Brunswick k Canada 
(t tt 



tt 
tt 
tt 
tt 



tt 

tt 
tt 
tt 



European& N American 



tt 
tt 



tt 
tt 



Quebec k Grosford 

Add lor lines under 



NAME OF SECTION. 



St. Johns to House's Pt. 



Lanoraie to St. Industrie 

Port Hope to Lindsay . . 
MillbrooK to IV-terboro H 
Lindsay to Beaveiton .., 

Port Dalhousie to Port 
Colbome 

Brockville to Almonte ... 

Smith's Falls to Perth b'h 

Tunnel from tem[K»rary 
Station to Harbor 



St. Johns to W. Famham 
W. Farnham to Gi-anby., 

Cobourg to Harwood 

Junction to Ore Bridge... 

To Mile House 

Mile House to Bedford... 
Bedford to Grand Lake... 
Grand Lake to Ktnisdale. 
Elmsdale to Shubenacadie 
Shubenacadie to Tiuro... 
Truro to Pictou 



Junction to Windsor 

Wi'dsor to Annapolis N. S 



To Flora 
To ^Ima 



St. Andrews toBarberDam 
Barber Dam to Canterb'y 

St. Stephens Branch 

Woodstock ** 

To Richmond 

Houlton Branch 



Western Extension — 
Fair>'ille to St. Croix 

Fredrickton Road. 

Eastern Extension 



Quebec to Gosford. 
construction 



Total. 



Date 

of 

Oiiouing. 



Aug. 1851 



Oct. 
May 



1854 
1850 



Dec. 30, 1857 
Aug. 18, 1858 
Jan. 1870 



June 27, 1869 
Febir, Aug 1850 
Feb. 17, i859 

Dec. 31, 1860 

Jan. 1, 1859 
Dec. 31, 1859 

May 1854 



Feb. 
July 
Jan. 
Jan. 

March • 
Dec. 15, 
May 31, 



1855 
1855 
1857 
1858 
1858 
1858 
1867 



June 3, 1858 



Sep. 15, 1870 
Dec. 1870 

Oct. 1, 1857 
Dec. 1858 



July 1862 



Dec. 



Dec. 



1869 



1870 



Lensth 

of 
Section. 



2L76 



43 
23 
23 



5L25 
11.54 

.75 



13 
15 



14 
9 



4 
8 
23 
30 
39 
61 
52 



32 

85 

16 
5 



34 
31 

19 

11 

23 

8 



88 

22J 

36i 



26 



TotaL 
Length.. 



177.7« 
12.7& 
12 



89 



25 



63. 5i 

28 

23 



217 

32 

85 



21 



126 



147.25 
26 
100 



2,779.1# 
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For two years succeeding the completion of the Grand 
Trunk, which also marked the date of the most terrible 
commercial crisis through which this country ever passed, 
nothing was done; lailway enterprise was paralyzed; the 
roads being operated did not prove remunerative, dispelling 
in the rudest fashion the fallacious hopes raised by their too 
sanguine promoters ; the lines fell into serious pecuniary 
difficulties. The Northern got into so low water as to be 
seized by the Government for delinquencies with respect to 
the public lien. It became apparent that the figures paid 
for construction were extravagant; that the money which 
should have served for an ample equipment was lavishly 
disbursed on the permanent way, leaving the leading lines 
in anything else than a prosperous condition. These circum- 
stances, together with the complete prostration which over- 
took every industry and every interest in the country, 
directed a strong public prejudice against railways, and 
effectually stamped out for the time all railway progress. 

The ten years from 1860 to 1870 furnished ample time 
for reflectign on the errors of the past, and recuperation 
from the disastrous collapse of the speculative period named; 
and 1870 witnessed a complete revival of railway enterprise, 
modified and restrained by the lessons of past experience. 

It rests with us now to see that none but legitimate pro- 
jects are encouraged, if the efforts being made are to result 
to the profit of the country and to the credit of this most 
useful class of our public undertakings. 

RAILWAY FINANCE. 

When the first railway charters were granted in Canada, 
there seems to have been a notion that the companies would 
be likely to make too much profit, and that their earnings 
over and above a fixed dividend formed a fair subject of 
taxation. More than one charter provided that a moiety of 
the net earnings over a dividend of ten per cent., which 
should have been paid ever since the work of construction 
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commenced, should go into the public exchequer. In other 
cases the tariff was to be regulated by the amount of yearly 
dividend. It is not necessary to say that these clauses never 
became operative. The following embrace the various 
phases of railway finance which hav^ been resorted to in 
Canada : 

1. Authority given to Government to issue debentures by 
way of loan to railway companies. This authority was 
given long before any company was in a position to avail 
itself of the offer. 

2. Authority to grant a like loan with a provision that if 
the company did not pay the interest on the Government 
debentures, the property of the cities and townships benefit-^ 
ed should be assessed for the same. 

3. Government guarantee of the interest on railway com- 
panies* bonds. 

4. Government guarantee of railway companies^ bonds, as 
well as the interest thereon. 

5. Direct issue of Government bonds to railway compa- 
nies, with a first mortgage on the propeity of the companies 
as security. 

6. Government guarantee of share capital (asked but not 
granted.) 

7. Municipal loans to railway companies. 

8. Municipal subscription to railway stock. 

9. Municipal bonuses to railway companies. 

10. Government bonuses to railway companies. 

11. Raising capital by lottery ; authorized but not carried 
out. 

12. Imperial Government guarantee of capital with which 
to construct the Intercolonial Railway. 

13. Share capital, locally contributed, and issue of bonds. 

14. Share capital, chiefly English, combined with Govern- 
ment aid, in some of the forms above mentioned, and issue 
of various degrees of bonds, under different names. 

15. Aid in the shape of lands through which the road 
would run. 
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16. Practical release of Government guarantee, by placing 
it hopelessly behind other claims, after railway companies 
became embarrassed. 

17. Composition of Government claim accepted, when 
railway companies became embarnissed. 

18. Assumption of liabilities incurred by municipalities in 
aid of railroads by the Government, the Government be- 
coming the creditor of the municipalities. 

19. Direct construction of railways by Government. 

A marked peculiarity in the mode of financing adopted by 
recent projects consists in seeking municipal and govern- 
ment aid in the shape of bonuses aid not as subscribed 
stock. This is the most honest and proper method, in that 
it raises no false hopes and prevents the disappointment 
and embarrassment that would certainly otherwise ensue. 
Many of the municipalities have contributed most liberally 
in this form; the Government of Ontario, with commendable 
wisdom, have set aside $1,500,000 to be granted by way of 
bonus, in sums ranging from $2,000 to $4,000 per mile, ae. 
cording to circumstances. In Quebec, aid has been granted 
to the Northern Colonization Railway, to run from Montreal 
to Ottawa City, in the shape of lands to the extent of 1,200,000 
acres, for 120 miles of road ; they have granted 800,000 acres 
to the proposed St. John (N. B.) and River Du Loup Rail- 
way, and 2,000,000 to the North Shore Railway, to run from 
Quebec to Montreal, on the North Shore of the St. Lawrence. 
The Dominion Government in addition to building the In- 
tercolonial of 560 miles in length at an estimated cost of 
$20,000,000, has also agreed to commence within two years 
the Canadian Pacific Railway, three thousand miles in 
length, to cost one hundred millions of dollars. 

AMERICAN RAILWAYS. 

Immediately after the results of the trial of Mr. Geo, 
Stephenson's Engine on the Liverpool and Manchester Rail- 
way, a most important agitation sprang up in the United 
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States. A section of 14 miles of the Baltimore and Ohio 
Kailway was completed Iq 1830, and opened for traffic. It 
was worked by horse-power. In the next year a locomotive 
engine, the first of American manufacture, was placed on this 
line. In the same year an English engine, weighing six tons 
was obtained for the Mohawk and Hudson, but this proving 
destructive to the permanent way, an engine of American 
make, weighing only three tons was substituted in its place. 
In 1832, the South Carolina Railway was opened, also the 
New York and Harlem, and the Camden and Amboy, in 
New Jersey. The Boston and Lowell, in the State of Mas- 
sachusetts, was commenced in 1831, and the Boston, and 
Providence and Boston, and Worcester, in the following year 
these three rojwls were completed in 1835. The Newcastle 
and Frenchtown, extending from Chesapeake to Delaware 
Bay ijvas commenced in 1831 and finished in 1832. All these 
schemes were crude and ill-judged. As in Canada, the es- 
timates always fell far short of the actual cost. This, with 
the defective character of the works rendering constcant re- 
pairs necessary, sadly embarrassed nearly every enterprise 
undertaken. The railways did not prove remunerative and 
became a serious burden on the capital and industry of the 
country ; a state of afiairs which brought about those wide- 
spread failures, and sweeping financial disasters, known in 
the aggregate as the crisis of 1837. This collapse gave the 
quietus to railway enterprise for a period of at least ten 
years. Many projects on which a good deal of money had 
been spent were wholly abandoned ; others were gone on 
with. But the total miles constructed in the ten years fol- 
lowing would scarcely equal the number completed in a sin- 
gle year since. From the small beginnings of forty years 
ago, the railway interest in the United States has grown 
enormously; the totid mileage is now 50,000 in round num- 
ber, and these are being added to at the rate of 3,000 to 4,000 
miles of new lines annually. 

The liberal public policy of the United States Govern 
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ment with reference to this class of public works has had 
much to do with their almost marvellous expansion, and 
with the equally mai*vellous results that have followed in 
the developement and progress of the country. It is esti- 
mated that the total amount invested in American railways 
approximates very closely to two thousand rrtillions of 
dollars ! The roads did not cost even three-quarters of this 
sum (which represents their capital accounts), the difference 
of over one quarter being made up by the process known as 
" watering." By this means the capital of eighteen railways 
was increased in five years by the sum of $322,091,853, 
eight of which more than doubled their entire capital in 
that time. This practice, which originated first in a shrewd 
business move to benefit the stockholders without giving 
the appearance of distributing extravagant profits, has deve- 
loped into a huge iniquity, which ought, in the interests of 
the public, to be restrained, if possible, by legislative enact- 
ment. Anyone who has watched the unprincipled operations 
of the Erie Railway managers, which have become a world- 
wide scandal, Avill see the necessity of efiective checks being 
imposed upon corpomtions wielding so much power for good 
or evil. The extent of this power can be easily appreciated 
when it is remembered that the annual earnings of all the 
United States roads now exceed four hundred millions of 
dollars, or nearly twelve dollars per head for the entire 
population. 

In addition to the grant of thirty-five millions of acres of 
public lands to the Pacific Railway, already constructed, 
the United States Government issued $63,016,000 in 6 per 
cent currency bonds in aid of that undertaking. The whole 
line is 3,300 miles in length, from the Atlantic to the Pacific 
Ocean. The public aid was, however, only extended to 
2,500 miles of the railway. The bonds were issued upon 
300 miles at the rate of $4j8,000 per mile, upon 976 miles at the 
rate of §32,000 per mile, and upon ] 244 miles at the rate of 
$16,000 per mile. A second mortgage was accepted by the 
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Goveniment as security for the loan, and the companies 
were authorized to issue their own bonds to an amount 
equal to the Government subsidy, the same being made a 
first mortgage over the whole of the companies' effects. The 
annual interest on the subsidy is $3,934,560. 

Subjoined is a statement of the amount of lands granted 
by Congress to the States named lor the construction of 
railways up to the 1st July, 1869. 

STATES. ACRES GRANTED. 

Illinois 2,595,053 

Mississippi 2,062,240 

Alabama 3,729,120 

Florida 2,360,114 

Louisiana 1,578,720 

Arkansas 4,744,272 

Missouri 3,745,160 

Iowa y 7,331,208 

Michigan 5,327,931 

Wisconsin 5,378,360 

Minnesota 7,783,403 

Kansas 7,753,000 

California 2,060,000 

Oregon 1,660,000 

Total 58,108,681 

ACRES. 

Grant to Union and Central 

Pacific R. R. Cos 35,000,000 

" to Northern Pacific 47,000,000 

" Atlantic and Pacific 42,000,000 

124,000,000 
" in aid of Canals 4,405,986 

" in aid of Waggon Roads. . . 3,782,213 

8,188,199 

Total 190,296,780 

Add grants just made by 

41st Congress 33,760,000 

Total of all grants to date 224,056,780 
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The amount received by the different States, made the 
grantees of these lands, is much less than the figures would 
indicate. The lands were granted in plots of six alternate 
sections of 640 acres each, being equal to 3,840 acres to the 
mile, to be taken by the odd numbers within six miles of 
the line of the railway. In case a sufficient number 
of sectioijs of odd numbers of Government lands could 
not be had, on account of their previous disposal, then the 
lands of odd sections, within fifteen miles of the railway 
would be taken, in order to make up the quantity granted. 
In some cases the grants were enlarged so as to apply to 
odd sections within twenty miles of the railway. The act of 
Congress conveying these lands, specified in general terms the 
route over which the pronosed road was to run, and fixed a 
limit of time for its completion. Owing, therefore, to the 
condition on which these lands were donated, and the fij,ct 
that the requisite amount of lands in odd sections within the 
prescribed limits were not to be had, a number of the com- 
panies never received more than half the amount gi anted 
them. Of the fifty-eight millions of Jicres given to the States 
not one-half has been appropriated as intended, chiefly for 
the reason just named. The Northern Pacific, which is to 
run from the head of Lake Superior, through the States and 
Territories, intervening, to Pugets Sound has the ri{j;ht to 
take alternate sections within twenty miles of the railway 
in the States and within forty miles in the Territories, th® 
total grant being 74,423 square miles. 

Besides all this liberality on the part of the General Gov- 
ernment, the State governments have in many instances con- 
tributed handsomely for the encouragement of railway en- 
terprise. "We have noticed that the State of Georgia ap- 
propriated some thirty millions of dollars in this way, the 
grants ranging from $8,000 to $15,000 per mile. About two- 
thirds of this sum was granted at a single session of the 
Legislature. Alabama guarantees 8 per cent interest on one 
of her railways, to the amount of $16,000 per mile of com- 

Eleted and equipped railway; another road in the same state 
as a guarantee covering an expenditure of $20,000 per 
mile. 
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RAILWAYS OF THE UNITED KINGDOM FOR 29 YEARS. 



i 

1842 


Capital 

ex])endtd 
on 

Railways 

open fur 

traffic. 


Average cost per 
mile. 


Total 

traffic 

Receipts. 


Average receipts 
j)er mile for the 
year. 


Working expenses, 
rates and taxes. 


Length 
of 

Line 

open 

at 

end of 

year. 


• 

e§| 

« « ST 


Per ccntage of pro- 
fit on capital ex- 
pended. 


£ 
54,380,100 


£ 
33,362 


4,470,700 


£ 
2743 


Per ct. 
40 


Miles. 
1,030 


Per ct. 
8-22 


Per ct. 
4*93 


1843 


60,637,100 


34,929 


5,022,650 


2895 


40 


1,730 


8-28 


4-94 


1844 


66,882,100 


34,290 


5,814,940 


2982 


40 


1,950 


8-70 


5-22 


1845 


75,646,100 


33,736 


6,909,270 


3080 


40 


2,243 


9-13 


5*48 


1846 


87.765,100 


30,903 


7,945,870 


2797 


42 


2,840 


9 05 


5*25 


1847 


114,728,009 


30,924 


9,277,670 


2501 


42 


3,710 


8 08 


4-69 


1848 


154,200,000 


33,333 


10,445,100 


2258 


42 


4,626 


6-77 


4-06 


1849 


197,000,000 


33,110 


11,083,800 


2000 


42 


5,950 


5-93 


3-44 


1850 


230,522,730 


34,236 


13,142,235 


1944 


42 


6,733 


6-70 


9-31 


1851 


236,841,420 


34,186 


14,987,310 


2163 


42 


6,928 


6-32 


3-67 


1852 


248,093,520 


33,816 


15,543,610 


2118 


45 


7,337 


6-27 


3-44 


1853 


263, » 36,320 


33,912 


17,920,530 


2305 


44 


7,774 


6-80 


3-80 


1854 


273,860,000 


34,113 


20,000,000 


2491 


46 


8,028 


7-30 


3-93 


1855 


293,903,000 


35,474 


21,423,315 


2562 


47' 


8,285 


7 28 


3-86^ 


1856 


302,946,260 


34,658 


23,095,500 


2642 


48 


8,741 


7-62 


3-96 


1857 


311,153,670 


33,204 


24,164,465 


2579 


48 


9,371 


7-77 


4 04 


1858 


319,950,000 


33,503 


23,863,764 


2499 


48 


9,550 


7-46 


3-88 


1859 


328,219,100 


32,871 


25,676,783 


2573 


48 


9,983 


7-82 


407 


1860 


837,827,200 


32,640 


27,676,783 


2674 


47i 


10,350 


8-19 


4-30 


1861 


352,386,100 


32,478 


28,563,374 


2032 


48 


10,850 


8-16 


4-24 


1862 


370,107,280 


32,2C8 


28,980,612 


2527 


48 


11,470 


7-83 


4-07 


1863 


387,246,200 


32,268 


30,798,CC0 


2545 


48 


12,104 


7-95 


4 13 


1864 


408,396,680 


32,203 


33,582,497 


2648 


47 


12,682 


8-20 


4-35 


1865 


433,558,100 


32,873 


35,635,838 


2702 


48 


13,189 


8-22 


4-87 


1866 


463,746,800 


34,039 


37,815,927 


2776 


48.8 


13,624 


8-15 


4-17 


1867 


479,167,300 


34.177 


39,170,540 


2794 


60.6 


14,020 


8-11 


4-01 


1868 


486,893,400 


34,233 


39,823,268 


2800 


49.5 


14,223 


8-18 


418 


1869 


494,360,000 


34,297 


41,595,661 


2896 


47.5 


14,414 


8-42 


4-42 


1870 


504,381,000 


34,540 


43,626,606 


2909 


48.1 


14,610 


8-65 


4-49 
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RAILROADS OF THE WORLD. 



StaMment, giring • lUt of til coantriei Id which Kailnmli have b 
■tmctad, and showing the length &nd cost of these voikit : — 



CODMTUlEa AKD SlJlTES. 



Lesoth. Total CoffK 



United States o: 

Dominion 

of J N. Bninawick... 

Cuiada ( Nova Scotia... 

United States of Ueii<-.o... 

Island of Cuba 

Idutd of Jamaica , 

llDited States of Columbia 

Jtejiublic of Venexnda 

Bntiah Guinia 

Empire of llruil 

Bepnblia of Parnguaj 

Bepiiblio of Pern. 

Bepublic of Chili 

Argentine ilepablie 

HOttOPB. 

U, K. Ci. Britain and Ireland... 

French Empire 

KiiigdoDi of Spain 

Kingdom of Piirtngal 

Swigs Kepublit 

Kingdom of Italy 

Homan States . 

Kingdom of PruBsia 

iNorth German St<tte9 (othtr).... 

South Cierniaii States 

AnstriiiD Empire 

Kingdom of Bulgium 

" lIolTand 

" " Sweden 

" " Denmark 

TCmpire of Knxsia {in Europe)... 
Ottoman Empire (in Europe).... 
Kingdom of CJreece 

Turkey in Asia 

Btitish India 

Ceylon!!!!!!'".'.'.'.!!"!!!!''"!!!!."! 



14,247 

9,034 
3,129 



&44,25S 

■ 75,34* 
74,811 

30, m 



8.000,000 
2,7fl8,7?4 
S,530,140 
102,882,384 
4,130,340 
S, 697,410 



108,687 
SS,212 
92,319 

201,157 
89,780 
S8,410 
61,309 
63,918 



2,511,314,43.'! ' 
1,378,664.882 ' 
367,437.934 : 
fi2,887.--- 
78,157, i 
382,580,772 
18,643,472 



S3, 108 
88,317 
126,171 



10,335 



327,3 
183.1! 
85,634,081 
74,539,032 
4,055,666 
22,902,T1J 
1,448, 350, 5H 
14,830,551 



57,114 

166,477 
4G,729 
50,000 
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RAILROADS OF THE WORLD.— Continued. 



Countries and States. 



AFRICA. 

Egypt 

Algeria 

Cape Colony 

Natal 

AUSTRALIA. 

Victoria 

New South Wales 

<^eensland 

South Australia .... 

New Zealand 



Length. 



468 

28 

85 

2 

409 
174 
102 

87 
17 



Total cost. 



$45,163,879 

1,825,824 

7,828,792 

119,422 

46,549,269 

14,007,522 

10,161,519 

5,142,427 

1,491,402 



"CoH" 

PER 

Mile. 



196,504 
65,208 
92,103 
69,711 

113,819 

80.502 
99,622 
59.102 
87,728 



RECAPITIILATIOBT. 



Countries and States. 



North America 

West India Islands 

South America 

Europe 

Asia* (containing R. R. ) . 

Africa 

Australia 

Aggregate in world . . . . 



Length. 



49,801 

445 

1,424 

61,043 

4,474 

583 

789 



total cost. 



118,559 



$2,267,061,313 

722,849,22 

165,728,862 

8,252,.390.863 

414,783,564 

54,937,917 

77,352,138 



11,455,104,379 



Cost 

PER 

Mile. 



[$45,523 

50,348 

116,382 

185,189 

92,709 

•94,233 

98,038 



96,619- 



GOVERNMENT EXPENDITURE ON COMMON ROADS 

IN CANADA. 

The following sums were expended on common roads out 
of the Imperial guaranted sum of £1,500,000, obtained in 
1841, and the proceeds of Provincial Debentures afterwards 
issued. It would be an error to classify all these as Maca- 
damized roads ; for some of them on which large sums were 
expended were, in the greater part of their length, only grad- 
ed, and provided with necessary bridges across the streams ; 
while othei*s were Macadamized in their entire length. One 
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engineer, Mr. Taggxirt, describes the pi-ocess as making the 
eommon roads as conHisting of putting the branches of trees 
across the common roadway, with a cover of tender twigs 
on the top and plenty of earth over all. 



Bay of Chileurs Road 

Gosfonl Road 

North Torunto Iloa«l (Yongc street) 

Cascades and Coteau du Lac Road 

Rrantford and London Road 

London and Port Sarnia Road 

London, Chatham, Sandwicli, and Am- 
herstburg Road 

Cornwall and L'Orignal Road 

Hamilton and Port Hope Road (inclu- 
ding, in IS 46, Caledonia Bridge) 

Gaspe Road^ 

Chemin des Caps 

Arthabaska Road 

St. Johns and Stanstead Road and ad- 
jacent Roads 

Grand River Swamp Road 

Rou;»e Hill and Bridge 

Bytowu and L'Orignal Road with a 
bridge over the Ridean 

Main £astern Townships Road from 
Chambly to Granby, 

Dover Road 

Toronto and Saugeen Road 

Rice Lake and Ontario Head 

Port Stjvnley Road (Toll Houses), 

Rondeau Road 

Bridges betw(;en Quebec and Montreal, 

Bridges South of St. Lawrence (over 
River Etchrenrin, Nicolet Becancour, 
Godsfroy, Chateauguay, and Duchene 

Bridge over River Champlain 

Jacques Cartier Bridge 

Lancaster Bridge 

Bayonne Bridge 

Gananoque Bridge 

Chaudiere Bridge 

Union Suspension Bridge, at Bytown, 



1841. 

Int. of Imperial 

Guaranted Loan 

Under i k Ti Vic, 

Cap. 28. 



Sterling. 

£15,000 

10,000 

30,000 

15,000 

5r.,ooo 

16,000 

36,000 b 

1,500 

|. 03,000 



34,000 



1846. 
Int. of Residue of 
Imperial Loan and 
other monies to be 

raised by Deben- 
tures under 9 Vic, 

c. 63, 64 and 66. 

Cun-ency. 



£6,500 
U94 4 2 
'( 52 13 



2,181 9 3 

1,157 3 2 

( 1,904 6 5 

"( 358 5 11 

4,504 

500 

10,761 

9,800 *0 

1,000 

1,500 

2,939 



24,889 

325 19 

71 6 

123 17 

50 

1,969 




9 
6 
1 

142 



7,800 a 

fOO 

1,000 

170 

144 4 10 

7 3 

307 9 

91 7 7 



CAKADIATJ CANALS. 
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CANADIAN CANALS. 
'St.itfims^t shewing the Tonnagu nnd tlii^ TolU levied an Fnixht uid rassen- 
ffera paaaed through all the Conaiiinn Conals from the ye»r 1860 t« 1870, 
mclusive, distinguishing vrbethtr frnn or to Ctnadian or United States 
Poi-ta ; also the ToDnuge paasud freu. 
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CANADIAN CANALS. 
StateUkst Bhewing tlic TonniRi- of, and ToIU leried on \tut]» pMMd 
throu|;1i all the CunaJian ('aiiala, from the JMT 1860 to 1870, iucluBiTe ; 
diatinguisliiiig whetLer from or tti CaiiaJiau or United States Ports. 
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EARLY BAttwi 



The first railway legislation in Canada commenced with the incorporation 
of Th6 Company of Proprietors of the Champlain and St. Lawrence Jiailtoay 
(2nd\ym. lY, cap. 58) on the 25th February, 1832. The capital was £50,000^ 
in £50 shares, with power to increase to £65,000 if necessary. The line was 
to commence at or near the Tillage of St. Johns, and ran to or near the Tillage 
of Laprairie, or to some point between it and the upper end of St. Helen's 
Island. The time for the work to be commenced wss at first fixed at three 
years, and afterwards at four. After the expiration of one year, after the 
opening of the road, the tariff for the carriage of goods and passengers was to be 
yearly regulated by the amount of dividend declared in the preceding year. 
This original charter underwent several successive amendments. By 13 and 
14 Vic, Cap. 18, the privileges granted to the Montreal and Province Line 
Kailway Company, was (July 24, 1850) transferred to the Champlain and St. 
Lawrence Railroad Company ; the latter being authorized to construct a branch 
from some point of their line to the Kiver St. Lawrence, opposite Montreal ; 
and to continue their railway from at or near the terminus at St. Johns to 
Rouse's Point, there to connect with an American Railway then in course of 
construction. This would give an uninterrupted line of communication 
between Montredl and Boston, New York and the West. The second Rail- 
road Company chartered in Lower Canada, was the Quebec and Province Line 
Company. The line was to run into the State of Maine, near Monument 
Stream, and to be completed in five years. * The Act expired by non user, 

Tlie Canada Union Railroad C&inpany was chartered by ordinance of Special 
Council of Lower Canada, Juno 25, 1840, with a capital of £100,000 in £25 
shares, and power to raise a further sum of £25,000 if necessary. The road 
was to nin from Montreal to the division line between Upper and Lower Can* 
ada, at or near Point-a-Beaudet, though it might terminate at Coteau-du- 
Lac should the Company think that length would give sufficient facilities for 
transport to Upper Canada. The time for building the road was afterwards 
extended to 1847. 

The Company of Proprietors of the Upper Ottawa Railroad Company was 
chartered by ordinance of Special Council of Lower Canada, June 26, 1840, 
with a capital of £30,000 in £50 shares, and authority to raise £15,000 mora 
if required. The line was to run from or near Carillon, on the Ottawa, to or 
near Grenville. Act expired by non-user. 

The Carillon and Grenville Railroad Company was chartered on the 24th 
June, 1848, with a capital of £60,000 in £25 shares. The line was to run from 
some place in the County of Two Mountains, from Carillon to Grenville. This 
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>cliarter contained a singular clause, which shows that the promoters or the 
Oovemment, if not both, had a very erroneous idea of the profitableness of 
railroads. Whenever the stockholders had got ten per cent, dividend, the 
■Company was thenceforth to pay over to the Government a moiety of their net 
earnings exceeding three pounds cun'ency a share, as a tax. 

The Company of Proprietors of the Eastern Toumships Railroad was incor- 
porated by ordinance of special council, Jan'y. 21, 1841, with a capital of 
£150 000 in shares of £12. 10s. each, and authority to raise £40,000 more if 
necessary. The road was to run from the town of Sherbrooke, by way of the 
outlet of Lake Memphremagog, in the county of Stanstead, to some point on 
the River Richelieu. The Company might build bridges over the Mago|; and 
Richelieu, but not obstru3t the navigation of the latter, or interfere with the 
privilege granted to the Champlain and St. Lawrence Railroad Co. 

The St, Lawrence and Atlantic Railroad Co. was incorporated (8 Vic. Cap. 
25,) on the 17th March, 1845, witli a capital of £600,000, in £60 shares, and 
was empowered to raise a further sum of £500,000 if necessary. By a subse- 
quent Act, the shares were reduced to £25 each. The line was to run from 
the River St. Lawrence, as nearly opposite Montreal as may be found desir- 
able, in the general direction of St. Hyacinthe, to such point on the frontier line 
.as would admit of the most advantageous connection with the Atlantic and 
St. Latorence Railroad. They were also authorized to construct a branch line 
to the boundary line in the county of Stanstead, with a view to a connection 
with any railroad that might be constnicted in the State of Vermont ; and a 
/second branch from the south bank of the St. Lawrence opposite the city of 
Quebec. As in the case of the first railroad company chartered in Canada, the 
passenger and freight rates were to be regulated by the amount of the dividends. 
Even then the idea of a railroad bridge across the St. Lawrence was floating in 
men's minds ; and. this Company was authorized, in the event of such bridge, to 
. construct a branch road to the south end of it ; and frcm the end of the bridge 
on the other side of the river to the city of Montreal, and to agree with the 
Bridge Company for liberty to use the bridge. The corporation of Montreal or 
ecclesiastics of the Seminary of St. Sulpice, or any other corporate bodies civil 
or ecclesiastical, were empowered to take stock or lend money to the Company 
the first instance of such authority being given in Canada. It was not till 
some years after that a like general authority was given to municipal corpora- 
tions in Upper Canada. 

The Montreal a)id Lachine Railroad Compr. ny was chartered (9 Vic. cap. 82) 
on the 9th June. 1846, with a capital of £75,000, in £50 shares, and power 
to increase to £100,000 if necessary. When the £75,000 had been expended, 
the Company's stock had depreciated, so that £40,000 instead of £25,000 
more capital was found necessary, and was authorized to be raised by 12 Vic- 
cap. 177. The title of the Company sufficiently indicates the location of the 
road. There was a clause in the charter taxing the revenues of the Company" 
for the benefit of the Government out of earnings which might exceed ten per 
cent, on the capital ; a delusion similar to that contained in the St. Lawrence 
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and Atlantic Company's charter. Authority was given to transfer the property 
of this Company to another company, which should have expended not less 
than £100,000 in the construction of a railroad from Lachine vi^ Prescott ta 
Kingston ; but such sale was not to operate as a dissolution of the Company — 
the purchasers were to become the Company. All corxK)rations, ciyil or 
ecclesiastical, were authorized to subscribe for the new (£40,000) stock. By 
another Act (13 and 14 Vic €ap. 12) the Company was authorized to amal- 
gamate with the Lake St. Louis and Province Line Railroad Company, and to 
a new company to be called The Montreal and New York Railroad Com- 
pany. By 13 and 14 Vic. cap. 113, the Montreal and Lachine Company was 
authorized to extend its line of railway to or near Prescott, and to possess one 
steam or other vessel to ply on the rivers Ottawa and St. Lawrence, or either 
of them, in connection with the road. For these purposes the Company was. 
authorized to issue stock to the amount of £750,000 in shares of £12 10s., in 
addition to the stock previously authorized. As soon as they had completed 
twenty-five miles of the additional road, the Company was to change its name 
to The St. Laivrence and Ottawa Gratui Junction Railway ; but it was not 
thereby to become a new corporation. But if this Company couid not under- 
take the proposed extension, then certain persons, who were named, were to 
be incorporated for that purpose, under the name of The St, Lawrence and 
Ottawa Grand Junction Railroad Company. 

The Lake St. Louis and Province Line Railway was chartered (10 and 11 
Cap. 120) June 24, 1848, with a capital of £160, 000 in £50 shares, with Vic 
power to raise £50,000 more if necessary. The line was to run from the 
village of Sault St. Louis, in the County of Huntington, to some convenient 
point in the counties of Huntington or Beauhamois,. within three miles of the 
line dividing the township of Hemingford from the County of Huntington, 
with a view to its junction with some railway to be constructed to connect 
the North-Westem part of the State of New York with Lake Champlain. • 
The Company was to pay as a tax to the Government a moiety of its net 
income exceeding six pounds a share, as soon as the dividends, on the whole, 
should have amounted to ten per cent, on the stock. By the 13 and 14 Vic. 
Cap 112, this company was authorized to amalgamate with the Montreal and 
Lachine Railroad, on conditions stated above. 

The St, Lawrence and Industry Village Railroad was incorporated (10 and 
11 Vic. Cap. 64) on the 28th July, 1847, with a capital of £12,000 in £25 
shares, and power to raise a further sum of £4,000 if required. It was to 
run from some place on the river St Lawrence, in the parishes of Lavaltrie or 
Lanoraie, district of Montreal, to some place in the parish of St. Charles 
Borrom^e, at or near ' Industry Village. As soon as the dividends had 
amounted, in the whole, to ten per cent, on the paid up stock, a moiety of 
the net income, exceeding six pounds a share was to go as a tax to the 
Government. 

If Upper Can&da was behind the sister Province in railroad legislation, the 
distance was not great. 
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The Cdbowrg Railroad Company^ whose line was to run from any point on 
Rice Lake to Ijake Ontario, at or near Coboutg, was incorporated (4tli Wm« IT., 
cap. 28) March 6, 1834, — some twenty years before the line was built, — ^with 
a capital of £40,000 in £10 shares. The work was to be commenced within 
two years and completed in eight. The time for commencing was afterwardii 
extended to April, 1889. By 7 Wm. IV., cap. 74, Government debentures to 
the amount of £10,000 were authorized to be issued to the Company by way 
of loan— the first instance in Canada of proffered Goyemment aid in the con- 
struction of a railroad. This Act having expired by by non-user the Com- 
pany was revived by 9 Vic, c. 80, with more modest pretensions, under the 
title of The Cobourg and Rice Lake Plank Road and Ferry Company. The 
object was to substitute a plank or macadamized road for a railway. The 
capital was £6,000, with power to double that sum if necessary, and unlimited 
time to perform the work in. 

The Toronto and Lake Huron Railroad Company was incorporated (6 Wm. 
IV. cap. f>) April 20, 1836, with a capital of £500,000 in £12 10s. shares. 
The railway was to run from the city of Toronto to some portion of the 
navigable waters of Lake Huron within the Home District. The road was to 
be commenced in three years and completed in ten. The Government was 
authorized to issue debentures in aid of this work to the amount of £100,000, 
during the progress of its construction. If the Company could not meet the 
interest on the debentures, the amount was to be raised by assessment on 
Toronto and the country through which the railroad passed. Authority was 
given to construct a branch to Lake Simcoe. By 7 Wm. IV. cap. 63, this 
road was divided into three sections. 1. South of the Oak Ridges ; 2. North 
of the same ; 3. To the township of Nottawasaga, on Lake Huron, or to the 
terminus in the county of Simcoe. No one of these sections was to be com- 
menced until the preceding had been completed. All the stock subscribed 
%was to be called in within five years. The act of incorporation expired by 
nofn-tise'A But here, as in the case of the C^obourg road, the Company was 
revived, with a similar lowering of pretensions, which implied that they had 
been in advance of the times. By 8 Vic. cap. 88, the Company was empowered 
to constnict a Rail, Planked, Macadamized or Blocked road. The directors might 
make the terminus at any point on Lake Huron. The time for completing 
the work was extended to March, 1859. The capital of the Company was not re- 
duced, but remained at £500,000. By 10 Vic. cap. Ill, theCompany was author- 
to constnict one or mere branches from the main road, extending westward 
from Toronto to Lake H uron, giving the road two termini on the western fron- 
tier, but both of them were to be north of Sarnia. To enable the Company to 
carry out this formidable undertaking, the authorized capital was increased to 
£1,500,000. The liberal allowance of twenty years was given to construct the 
branches. A declaratory Act (10 and 11 Vic, cap. 66) enacted that parties 
who had become stockholders in the railroad contemplated by the original 
Act were not to be considered as subscribers to the stock afterwards authorized 
to be employed, at the option of tlie directors, in a different kind of ready 
though the liabilities incurred under the first Act remained in force. This 
charter expired by non-iiser. 
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Tht ffuran and Ontario Railroad Company (6 Wm. IV., c. 7,) was chartered 
on the 20th April, 1S36, with a capiUl of £350,000, and privilege to extend 
to £500,000. It was to run frqm Wellington Square, Burlington Bay, or 
Dundas, to Goderich. The Company was authorized to construct harbours, 
moles, piers, wharres, etc., at the terminL 

The J^lagara and Detroit Rivers Railroad Company was incorporated (6th 
Wm. IV., c. 6,) April 20, 1836, with a capital of £500,000, in shares of £6. 
■5s. each. It was to run from the Niagara River, in the township of Bertie, 
to the Detroit River, at Sandwich. The Hamilton and Port Dover Eailway 
•Company, or any o^her incorporated Company, was authorized to establish 
lateral branches from its line of railway to Quccnston, Niagara, London, 
Chatham, or any other place between the townships of Sandwich and Bertie. 
This charter expired by non-user. 

The London and Davenport Railroad and Harhour Company was chartered 
(6 Wm. IV., c. 52,) March 4, 1837, with a capital of £50,000, in shares of 
£6. 5s. each. It was to run from the town of London to Lake £*ie, at or near 
the village of Davenport, at the mouth of Cat Fish Creek, where it might 
<:onstruct a harbour, moles, piers, wharves, etc. Expired by non-iLser. 

Montreal and Kingston Railroad Company was chartered on the 26th Dec, 
1846, (Vic. 10, cap. 107,) with a capital of a million currency (H 000, 000), in 
shares of £25, or $100, each. The Directors were empowered ^o make 
arrangements for uniting with any other Railway Company, then chartered, 
or to be thereafter chai-tered, for building a road between Kingston and 
Monti'eal, or any part of the distance. If they acquired the property of the 
Lachine, or any other Railroad Company, their capital was to be increased to 
the extent of the capital stock thus acquired. This road might be constructed 
in connection with a contemplated chain of railway from Montreal to the 
Western boundary of the Province. The road was to be commenced within 
four years. The charter expired from 7ion-icser, 

TJie Wolfe Island^ Kingston and Toronto Railway Company (Vic. 10, cap. 
108,) was chartered at the same time as the above, with a like capital, simi- 
larly divided. Beside connecting Kingston and Toronto, this road was to 
have a branch from Kingston (by rail and steam ferry) across Wolfe Island, 
to the boundary line of the Province, opposite Cape Vincent. It might form 
part of a general line between Montreal and the Western boundary of the 
Province. The same time was given to commence work as in the previou- 
charter, with the same result. 

The Peterhoro* and Port Hope Railway Company was chartered (Vic. 10, 
c. 109) Dec. 26, 1846, with a capital of £100,000, in £10 shares. It was 
to start from Peterboro* and strike^ Lake Ontario at or near Port Hope. 
The road might be extended from Peterboro* to Chemong Lake, in the Col. 
bourne district, any time within ten yeai-s. 

The Hamilton and Toronto Railway Company was chartered (10 Vic, caps 

110) Dec 26, 1846, with a capital of £225,000 in £25 shares. The title suf- 
ficiently indicates the route. It was authorized to be constmcted as a con- 
tinuation of the Great Westein, in view of extending a giund chain of railway 
communication from the western extremity of the Province to Montreal. Ex- 
pired from iwn-user. 
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The Erie and Ontario Hailroad Company was chartered (5 Wm. IV., <\ 19)- 
April 16, 1835, with a capital of £75,000, and power to increase it to 
£150,000 in case of the extension of the linejto Krie and Ontario. It was to run/ 
from some point on the Rirer Wcllandto the Niagara River at or below Queen- 
ston, with power to extend to Lake Erie or to the Niagara River helow Lake 
Erie, and from Queenston to Lake Ontario, provided they let a contract for the 
work before any other company was incorpo|:ated to perform it. The Legis- 
lature expressly reserved the right of incorporating hereafter any other com- 
pany for constracting a railroad on any other line between Lakes Erie and On- 
tario, provided it would not impede the progress of any line begun by this* 
Company within three years. Authority was given to the Government by 
7 Wm. IV., cap. 68, to loan £5,000 by the issue of debentures to enable the- 
Company to complete the road. 

The Woodstoclc and Lake Erie Jtaihcay aiid Harbour Companywas chartered 
(10 and 11 Vic, c. 117) June 24, 1848, with a capital of £250,000 in £5 shares. 
The road was to start from the town of Woodstock and run to some point of 
Lake Erie between the harbours of Port Dover and Port Burwell. The Com- 
pany was empowered to build steamboats or other vessels for conveying their 
passengers and freight from any ports on Lake Erie to any other place, and 
to construct harbours, wharves and piers for the use of such vessels. There 
was a special clause prohibiting travelling on this road on Sunday. 

The Bytomn and Britannia Eailway ComjKiny was incorporated (10 and 11 
Vic, c 118) June 24, 1848, with a capital of £10,000 in £5 shares, with pow- 
er, if necessary, to raise a further sura of £10,000. The road waS to run from 
Bytown (Ottawa) to some place or places in the township of Nepean, at or near 
Britannia Mills. The Company was empowered to possess steamboats and 
other vessels to ply on the Ottawa from the upper terminus of the road, or any 
place above it, to Fitzroy harbor, and thence to Portage-du-Fort, in the 
township of Ross. Charter expired by non-user. 

The Bytoimi and Preacott Bailway Company was chartered (13 and 14 Vic, 
c. 132,) August 10, 1850, with a capital of £150,000, in £10 shares, with 
authority to increase to £250,000, if necessary. The road was to run from 
some place or places on the Ottawa River, at or near Bytown, to some place or 
places on the St. Lawrence River, at or near Prescott. The Company was 
authorized to own and run steamers on the Ottawa and St. Lawrence, to run 
not more than twelve miles from either terminus. 

If anything further were wanting to show that the Canadian people were 
thoroughly imbued with the spirit of enterprise in those days, it might be 
found in a petition addressed to the Legislative Assembly of Canada in 1854* 
The petitioners, who were Canadians and Americans, asked incorporation 
under the name of **The Northern Pacific Railway Company ; " and sought 
power to construct a railway from Montreal, up the Valley of the Ottawa, and 
along the north shore of Lake Huron, to the Western boundary of Canada* 
The south shore of Superior was then to be traversed, after which the only 
indication of route was from the head of Lake Superior and Puget's Sound to* 
the mouth of the Columbia River. 
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CANADIAN RAILWAY LEGISIJITIOX. 

The first impulse given to railroad enterprise was derived from the Bailroad 
Quarantee Act of 1849. That Act laid down a policy on which the Govern- 
ment should assist private companies undertaking the construction of roil- 
roads. This Act (12 Vic. Cap. 29) was entitled " An Act to provide for af- 
fording the guarantee of the Province to the Bonds of Railway Companies on 
certain conditions, and for rendering assistance in the construction of th« 
Halifax and Quebec Railway. " The preamble recited that, in new and thinly 
peopled countries, where capital is scarce, Government assistance in the con- 
struction of railroads is necessary, and may be safely afforded to lines of con- 
siderable extent, in a form of a guarantee to private companies acting under 
charter. The enacting clauses provided that such aid should not be given to- 
irards constructing any railroad less than seventy miles in length. The Pro- 
Tince was not to issue debentures or provide capital, in any shape, but merely 
to guarantee the interest of loans which the railway companies might raise on 
their own securities ; in other words, the Government was to endorse the se-^ 
eurities of the companies, but only for the payment of interest, and to the 
amount of six per cent. The amount of the guarantee was to be limited by 
the cost of the road ; it was not to exceed one-half of the entire cost, and was 
not to be given until one-half of the road had been completed, and when the 
amount to be given would be sufficient to complete the road to the satisfaction 
of the Commissioner of Public Works. 

This guarantee Act seems to have been passed on a fallacious hope that 
the Government would not be put to any great charge in the matter ; for 
security, which turned out to be no sepurity at all, was taken on the revenue 
of the Company, out of which source a Sinking Fund was to be raised to pay 
off the debt. The payment of the interest on the guaranteed bonds was to 
form a first charge on the revenue of the Company, and no dividend was to be 

*A tabulated statement showing the traffic, earnings, mileage, &c. Ac, of all the Can 
Adian Railways, will be found at the end of these reports. 
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declared till after the interest was paid, and three per cent, of the capital set 
apart for a Sinking Fund. The Province was to have a first lien on the road 
for any sum paid or guaranteed. 

Provision was also made respecting the Quehec and Halifax Railway. It 
was confined to an offer of an annual payment of £20,000 stg., a year towards 
making good any deficiency in the income of the road, in meeting the interest 
on the expenditure, and a grant of all lands, in the possession of the Govern- 
ment, along the line of Railway, within the Province, to the extent of ten 
miles on each side, and to find the land for the right of way and stations 
within Canada. This offer was conditional on the Imperial Government 
undertaking, either directly or through the medium of a Company, the con- 
struction of the railway. There was no stipulation for any share of Govern- 
ment control as the price of this aid. 

An Intercolonial Railway, connecting Halifax arfd Quebec, was not likely 
to be built without the Lower Provinces hearing some part in the work. 
Accordingly, in 1850, the Nova Scotia Government took up the question, and 
Mr. Howe went to England to try **to obtain the necessary funds from London 
capitalists, either with or without the aid of Her Majesty's Government," in 
the words of Sir John Harvey, then Lieutenant Governor of that Province. 
Mr. Howe, in a letter to Earl Grey, Nov. 25, 1850, expressed the singular 
opinion that, ** if our (Nova Scotia) Government had means sufficient to build 
railroads and carry the people free, we believe that this would be a sound 
policy." And he added : ** If tolls must be charged, we know that these will 
be more moderate and fair if Government regulate them by the cost of 
construction and management, than if monopolies are created and speculators 
regulate the tolls only with reference to the dividends. We are all wise after 
the fact, but the extravagance of this opinion will now strike every one. If 
tolls were high enough to cover the cost — that is pay interest on all the capital 
expended — there would be little travelling on Dominion railroads. Mr. Howe 
asked the guarantee ot the Imperial Government for the capital necessary to 
build the Intercolonial, which he put at £5,000,000 sterling. That would 
produce low tolls, of which every Englishman travelling over the line would 
get the benefit. If this aid was rendered, the Queen's name would become a 
tower of strength on the continent, but if we had to borrow largely from 
America, a revulsion of feeling dangerous to British interests would be created. 
To refuse would wound the pride of every Nova Scotian, and cause other 
mischiefs. The Canadian rebellion had cost £5,000,000 to put down ; and if 
the Maritime Provinces liad joined in the fray, they could have cut off every 
regiment that marched through them in 1837 and 1839. Nova Scotia had 
offered her entire resources in aid of Imperial jwlicy when, in 1849, peace was 
rendered insecure by the state of the Maine and New Brunswick boundary 
question. Were these people now to be subjected to foreign capital and con- 
trol ? Americans were willing to do the work, and take stock in payment. 
They would embark in it for the sake of national control. And if they did so 
they would import republican ideas, which no Nova Scotian or New Bmns- 
wicker would deem it worth his while to counteract. Annexation would 
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destroy the coal mines monopoly, which had pressed so heavily on Nora 
Sootia, in an hour ; and the Nova Scotia fisherman would be secured in a 
bounty that would cover his risk, besides a free market without bounds. 
Commence the road, and the drooping spirit of the colonists would revive. 

At the distance of twenty years, it seems almost incredible that any colo- 
nist should havft gone to England with such arguments in his mouth. But 
Mr. Howe thought this was arguing the ctfSe on its merits. Another letter 
followed (Jan. 15, 1851) from the same pen, with more hints about annexation, 
and a vast quantity of matter, mainly irrelevant. 

Mr. Hawes, Under-Secretary of State for the Colonies, replied, March 10, 
1851, stating the conditions on which the Imperial Government would guar- 
antee an Intercolonial Railway loan. Nothing would be done until arrange- 
ments were made with Canada and New Bmnswick for extending the road from 
Halifax to Quebec. The Government would recommend to Parlia nent the 
giving of like assistance to all the three Provinces. The line was not neces- 
aarily to be that of Major Robinson, but any deviations from it were to be 
subject to the approval of Her Majesty's Government. There would be no 
objection to this road connecting with one to the United Statw. The Pro- 
Tinces were to make the guaranteed loans ; they would require to raise a first 
charge on their respective revenues, after existing obligations, and provide a 
Sinking Fund for their extinction. The money was to be spent under Com- 
miftsioners to be appointed by the guaranteeing authoiity. Troops, stores and 
mails to be sent over the road at reasonable rates. 

Four days after. Earl Grey, then Secretary of State for the colonies, ad- 
dressed a despatch to Lord Elgin, Governor-General of Canada, in which he 
stated : " it is necessary to ascertain whether Canada and New Brunswick aro 
ready to join with Nova Scotia, in raising the capital required for the work in 
the manner proposed, and if so in what proportion each Province is to be- 
come responsible for the expense incurred." 

The conditions on which the Imperial Government was prepared to give the 
guarantee, left the local Governments to proceed on the basis of the Canadian 
Guarantee Act of 1849 and construct the railroad through the instrumentality 
of a company or companies, if they saw fit. Brt a change was now determin- 
ed on in Canada. In 1849, it had been declared in the preamble of the 
Guarantee Act, that Government assistance was " best given by extending to 
companies engaged in constructing railways" the guarantee already described. 
Now the policy changed, and Mr. Hincks declared that ** the experience of 
other countries warranted the conclusion that the best mode of constructing 
and managing railroads was by placing them under the control of the State ;" 
an opinion which would now, and perhaps then, gain the consent of but very 
few statesmen in other countries. Canada, he assumed, would have the 
control of four millions sterling as her share — Mr. Howe assumed the whole 
would be £7,000,000 — of guaranteed capital with which to build her share of 
the Intercolonial railroad ; and that any thing she could save out of this 
amount would be at her disposal to aid in building other railroads ; and he 
assumed that the amount would be sufiicient to extend the Intercolonial west 
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ward as far as Toronto. The estimates on whicli he relied were extremely 
low ; less than oue-half the actual cost. From Toronto to Kingston, Mr. 
Keefer's estimate was £i, 500 a mile ; from Kingston to Montreal £5,000 a 
mile. But Mr. Hincks, to be on the safe side, estimated both sections at 
£5,000 ; and for the section from Melbourne to Quebec he put down £6,000 a 
mile. From Quebec to Halifax, he assumed the cost at £7,000 a mile. 
These items made a total of only £3,333,000 ; to which, by way of extra pre- 
caution, he added enough to bring the whole up to the round figure of 
£4,000, DOO. 

There was now, 1851, passed (14 and 15 Vic, Cap. 73), An Act to mdkn 
provision for the construction of a Main Trun/c Line of Railway throughout 
the whole length of this ^ovince. This act brought the Legislature under a 
pledge not to increase the public debt, except for the purposes of building such 
railway, and ** as regards the guarantee of the Province under the Act 12 
Vic, Cap. 29, for interest only on debentures issued or to-be issued by the 
St, Lawrence and Atlantic, the Great Western, or the Ontario, Simcoe and 
Biiron Railway Companies. " The Governor General was authorized to enter 
into arrangements with the Governments of Great Britain, and of the Lower 
Provinces, for the construction of the Quebec and Halifax Railway, if the 
necessary funds should be raised under the Imperial guarantee. The Governor 
in Council was authorized to apply, in furtherance of that work, all the un- 
granted lands, to the extent of ten miles on either side of the line. The road 
was to be continued as far as Hamilton, under the Imperial guarantee, if that 
were obtained ; but if it was not obtained, or the amount was not sufficient to 
accomplish so much, the whole road, or the residue of it, was to be built at 
the joint expense of the Province, and such Municipal Corporations as would 
subscribe towards it. A fund was to be formed out of the municipal subscrip- 
tions, to be called the ** Municipal Subscription Fund." Debentures equal in 
amount to these municipal subscriptions might be issued by the Government, 
and chargeable on this fund, and a Sinking Fund to be created ; besides an equal 
amount of debentures chargeable on the consolidated revenue. If the funds 
for constructing the Main Trunk could not be raised in any of these modes, 
the work might bo undertaken by chartered companies. A Board of Railway 
Commissioners, consisting of the Receiver General, the Inspector General, the 
Commissioner and the Assistant Commissioner of Public Works, was 
created. The guarantee under the Act of 1849, was not to be given till this 
Board had reported to the Governor in Council, that the land for the whole 
line or section had been obtained and paid for, and a part of the work done ; 
and that the fair cost of this was equal to what would have to be expended 
for the completion of the road. 

The Government had set out, as we have seen, in 1849, by confining the 
guarantee to the interest of the loan raised by the railway company ; but by 
the Act of 1851, now under review, authorizod the Governor iu Council to 
extend it to the principal, in case of the Grand Trunk. Provincial debentures 
might be exchanged for those of railway companies. In return, the Province 
was to take the delusive security of a first lien on the railway, tolls and pro- 
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I)crty of the Company ; a security from which the Province has never derived 
and never will derive a single dollar. We now know that the straightforward 
way of dealing would have heen to grant a bonus instead of a loan that pur- 
ported to be secured. Whatever the Province hat paid on account of this 
road it has got good value for ; but the mode of doing it held out hopes that 

liave not been realized. 

QUESTION OF ROUTE. 

The question of the route of the Main Trunk engaged the attention of the 
Standing Committee of the Canadian Legislature on Railroads and Telegraph 
Lines in 1861. There was much contrariety of opinion as to where the section 
of the line between Kingston and Montreal should be located, ^r. Hugh 
Allan thought it should be so located that it would serve the purpose of 
opening up and accommodating the Ottawa District. He thought the 
northern route by Bytown (Ottawa) would secure the largest amount of traffic, 
as it was further removed from the competing water communication of the 
fit Lawrence. The cost would be more, but he thought the increased traffic 
would ultimately compensate for the difference. Large traces of land would 
be opened for settlement, and easy access to market for the produce given. 
For through business he was obliged to admit a line running parallel with 
the St. Lawrence would be the best ; but if that were constructed subsidiary 
lines should be constructed to connect with Bytown, Perth and other places. 
Several other witnesses spoke to the same effect. One arsjued that if the 
northern route were not adopted, a second, interior main line, would ulti- 
mately be constructed. The military argument was also resorted to, and 
much was said of the security of an interior and the insecurity of a frontier 
line. On the other side it was contendel that the true interests of the 
Province would be best consulted by adopting the most direct route, because 
experience showed that a contrary course was prejudicial to through traffic. 
Very little business would take a northern direction. Evei7thing would go 
south ; and the cost of constniction, mile for mile, independent of the 
increased length of 20 or 25 miles, would be greater on the northern route, 
and no trunk line could accommodate all the traffic along the way without 
the aid of auxiliary lines. The question has not now sufficient interest to 
warrant us in recapitulating all the arguments in favour of the interior route : 
it is sufficient to say that opposed to them was the single argument that the 
short line was best for the direct trade ; and this outweighed everything else 
in the selection of the route. 

Mr. Gzowski, who favored the St Lawrence line — that actually adopted — 
estimated the cost of construction at £5,026 — not quite $25,000 — a mile ; and 
there were people who entered into elaborate arguments to prove that this was 
too much. Mr. T. C. Keefer's estimate was £5, 340 a mile, including "ample 
equipment." For the Kingston and Toronto section his estimate was still 
lower, but it was a different class of road from that finally built. But the 
Atlantic and St. Lawrence road had cost £7,000 currency — $28,000 — a mile, 
and it was estimated there would have to be a further expenditure of about 
18,000 a mile. 
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QUB8TIUN OF OAUOB. 



Oq the qnestion of gauge, sereral witnesses were heard. We incline to think 
that the weight of the evidence was in favour of a four feet eight and a' hal^ 
inch gauge, while that of five feet six was adopted. Even Mr. T. C. Eeefer 
did not venture to suggest a greater breadth than five feet, while expressing 
the opinion that time would vindicate the sufficiency of the narrow gauge, and 
most of the authorities to which he referred, including that of Robert Steven- 
son, were in favor of the narrow gauge. Mr. Keefer himself said: ''The 
steadiness of a carriage depends VL\yon the length of the rectangle formed by 
the wheels, and I think the long carriage used on the American narrow-gauge 
roads are steadier than the short broad-gauge carriages, when botli are run 
upon roads of equal condition." A Royal commission, appointed in 1845 — six 
years before — had rei>ortcd : ** that as regards the safety, accommodation and 
convenience of passengers, no decided preference was due to eitht^r gauge ; 
that in respect to speed, the advantage was with the broad gauge ; that in the 
commercial case of the transport of goods, we believe the narrow gauge to pos- 
sess the greater convenience, and to be move suited to the general traffic of the 
country ; that the broad gauge is the more costly ; " and they ended with 
this conclusion : ** Therefore, estimating the importance of the highest speed 
on express trains for a comparatively small numl)er of persons — however de- 
sirable it may be to them — it is of far less moment than affording increased 
convenience to the general traffic of the community — ^we are inclined to regard 
the narrow gauge as that which should be preferred for the general conveni- 
ence." The question was here one between a 4 feet 84 inch and a 7 feet 
gauge, and the commissioners took care not to express an opinion in favor of 
the 4 feet 8 4 inch gauge in preference to all intermediate or possible gauges. 

Many of the persons examined before the Assembly committee, in 1851, 
were not in a position to form the best opinion as to the relative value of 
different gauges. Mr. Harris, President of the Great Western, must be pre- 
sumed to have given the question some considcratioa, and he gave his opinion 
in favour of the narrow guage, which the Great' Western had then adopted. 
All their calculations, plans and specifications were then based on a four feet 
eight and a half-inch track. He gave the following as the reasons for its 
adoption : 

"First, its established character ; second, the saving of money in the super- 
structure (ties and rails requiring extia strength for broader gauge) ; third, 
saving of expense in running machinery, for all time to come ; and fourth, to 
form an easy and economical junction with the railroads of Michigan and New 
York, from which the Company expect to receive very large additions to the 
traffic on their road, a considerable portion of which is expected to follow a 
Trunk Line through the Province to Montreal." And he added: 

** I consider the adoption of a broader gauge than four feet eight and a half 
inches would prove injurious to the interests of the Great Western Company, 
AS well as to the Main Trunk Line as far as Montreal, because I feel that 
every inducement possible will require to be made, to securethe principal part 
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of the travel from Chicago, &c, through Canada, in preference to the rarioiu 
channels now being opened on the south side of Lake Eiie; and I feel con- 
Tinced that any gauge that will not admit of the baggage cars of the roads 
joining the Great Western on either side being carried across it, will deprive 
Canada of the greater part of the said travel. 

** I think a uniform gauge from Windsor to Montreal very important, as 
securing to * through * American travel the expedition so much prized at the 
present time ; and if this gauge afforded an easy and economical junction at 
Detroit, I feel confident a very large and remunerative passenger trade would 
be established, highly beneficial, in every way, to the Province, part of which 
would diverge at Hamilton, part at Toronto, part at Kingston, &c., and still 
a large portion would go as far as Montreal, but no through (American) pas- 
senger trade of consequence would go beyond the latter point. This trade 
can only be got, however, by amicable and mutually beneficial ar- 
rangements between the Railroad Companies in the United States and the 
Companies that join them on the Canada side ; I do not, therefore, consider 
it of much consequence whether the same gauge is continued on the south side 
of the Saint Lawrence between . Montreal and Quebec, or not, and more par- 
ticularly as the importance of the City of Montreal would prevent any number 
of passx'Ugers, either on business or pleasure, passing the said city, without 
stopping a longer time than could be allowed by a junction train. " 

There is something prophetic in some of these reasons. The Great Western 
practically compelled by the Legislature to adopt a five feet six gauge, were 
obliged to reduce it, by means of a third rail, to enable American trains to 
pass over their line. The section of the Main Trunk east of Montreal had 
been commenced with a ** broad gauge," and that circumstance may have had 
some . influence in determining the decision of the Committee. Erastus 
Coming, a name influential among railroad men, gave his opinion in favor of 
the four feet eight and a half, to enable our roads to connect with railroads in 
the States, which had adopted that gauge ; the New York, Northern and 
Central, and the New England lines. And he held that, not one advantage to 
a wide gauge can be stated without a sacrifice incident to such increase." At 
the same time he stated with great candour, ** that the relative advantages and 
disadvantages of various gauges rest solely upon the stability of the road bed 
to sustain the weight of engines and cars, and their action when in motion on 
the track." Another competent witness stated the difference between a pas- 
senger car, broad or narrow, at $200 to $250. H. C. Seymour, State Engineer 
of New York, admitted the inconvenience of a gauge that necessitated tran- 
shipment ; but he contended that all the objections to a five and a half feet 
gauge had been refuted by the result of actual experience. '* Besides the de- 
creased wear and tear consequent upon the easier motion of the cars and en- 
gines on a wide gauge," he said, ** the comfort of passengers produced by the 
wider seats permissible in cars running on a wide gauge, is an important con- 
sideration." A five feet and a halftrack would enable the cars to be a foot 
wider than on one four feet eight and a half. John A. Roebling, civil en- 
gineer, adduced the fact that the relalive number of accidents on the two 
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gauges showed the narrow gauge to be the safer of the two. Aud he explain- 
ed how this difference might be accounted for : 

" Trains generally run off on curves, and as these can nerer be altogether 
ftToided, but only reduced at an outlay of capital, their effect, as influenced by 
the gauge, has to be principally considered. The wheels of locomotives as 
well as cars, beins: fixed stationary u^ion the tixles, and occupying parallel 
planes, have a tendency to maintain a straight course under all circumstances. 
When forced, therefore, to move around a curve, the outer wheels, rolling 
over larger space than the inner ones, are forced to slide to make up the dif- 
ference. But this sliding cannot be effected without meeting a great resist- 
ance, which^ is equal to the adhesion between rail and wheel, resulting from 
superincumbent pressure. This resistance is aided by the natural tendency of 
all moving bodies to preserve a straight course, which is the tangent of the 
curve. Wiien, therfore, these forces, tending towards the preservation of the 
straight line, are greater than the resistance of the flanches acting against the 
sides of the outer rail, and perhaps aided by some small obstruction or in. 
equality on the track, the consequence will be a run off. Now the strife be- 
tween the inner and outer wheel increases with the width of track ; therefore, 
the narrower the track the greater the safety. The conical shape of the tire 
has been found to avail but little, and is nearly abandoned. On the other 
hand the steadiness of cars moving around curves is more insured by a wide 
gauge than by a narrower one." 

Still Mr. Roebling advocated a width of gauge from five feet three to five 
feet eight and a half, on account of its allowing the construction of cars of 
greater width. This was on the supposition that there were no controlling 
reasons for the adoption of any other gauge. But when he had to answer 
what gauge would, in existing circumstances, be the best for the Canada 
trunk line, he said : 

** If these lines (Great "Western, Toronto and Hamilton, and others east) 
are to form a great system in themselves, self-supporting and independent of 
others, I should adopt a gauge of five feet three inches. If its connection with 
the Portland Road, which has a track of five feet six inches, is of any great 
importance, I should adopt the latter. The position of the Great Western 
line, however, appears to me a different one. This can never be exclusively a 
Canadian line, it will be more an American one, as it will form one of the 
most important links in the great route from Boston to Chicago, the great 
parallel rival of the New York and Erie. To attempt to make it a Provincial 
Line exclusively, would be destroying its future prospects, and reducing its 
support to the local travel and traffic, which, for a number of years will be 
insufficient to maintain a good line. Canada West is intermediate ground be- 
tween Michigan and the Great West on one side, and New York and the 
Eastern States on the other. A change of gauge at the frontiers would, there- 
fore, be bad policy. A large portion of produce and live stock raised in 
Michigan will seek this route, and no change of cars should take place. Tran- 
shipment of freight and live stock is expensive, and causes delay, and should 
by all means be avoided on the run from Michigan to Albany. If a wider 
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gauge is considered preferable for the Lower Canada Line, tbe track of the 
Great Western should correspond with that of the Niagara, Lockport k 
Rochester line." 

Mr. Thos. Rodgers, of Patterson, New Jersey, who had had gi'eat experience 
in building engines, and was besid*js a heavy stockholder in narrow gauge 
railways, mentions several practical objections to the four feet eiglit and a 
half track. The demand for increased speed that had sprung up, made it very 
difficult to put in a boiler sufficiently large to generate steam enough ; and it 
was very difficult to ariange the different parts of the machinery properly 
without raising the boiler higher than desirable. The necessity of raising the 
engine high, causes it to roll much more, in going round a curve, than on a 
wider gauge, and much more weight is thrown on the outer rail, causing in- 
creased friction, and wear and tear, with a loss of power at the very time when 
the greatest power is required. For these reasons he thought it would be 
possible to take a much heavier train over a five feet and a half gauge' 
than one of four feet eight and a half. Improvements have now been 
made in the engines, by which they are made to sit close to the ground, 
80 that the above objection no longer exists. Often the flues had to be 
made so long that their expansion and contraction rendered it impossible 
to keep them tight. In case of a five and a half feet track none of these 
difficulties were presented. Mr. Killaly, then attached to the Public 
Works Department as engineer, recommended a five feet six gauge, partly on 
the groimd that several miles of what must comprise part of the Main Trunk, 
were already built of that width. He held that it would give greater safety 
than the narrow gauge, but he certainly did not answer the objections of Mr. 
Roebling. There was an advantage in obtaining larger driving wheels, in de- 
creasing the velocity and friction of the piston and in the more free and easy 
working of the engine. He laid it down as an axiom that the more tonnage 
of net freight the engine can draw, the less in proportion will be the cost of 
running. Still he did not consider there was any such difference of superior- 
ity of one of these gauges over the other, tiiat he would be justified in deciding 
the question on their abstract merits. And confessedly his decision was 
based upon the necessity of connecting the other sections with that on which 
the five feet six tracks had been laid. He totally rejected all arguments 
drawn from the desirability of connecting with the New York lines ; being 
fully convinced of what we now know was an error, that a change of cart 
would always take place at the frontier. 

With all this evidence before them, and all these circumstances to be con- 
sidered, the Railway Committee, on the 31st July 1851, decided in favor 
of the five feet six gauge. The resolution which embodied this decision was 
moved by Mr. (now Sir^ J. A. Macdonald, and it authoiized the Government 
to recommend to the Directors of the Great Western Railway to adopt this 
gauge. In the vote on the question, the Committee stood nine against two. 
In this way, what has hince been known as the Provincial gauge came to be 

adopted. 

5 



66 QRAND TRUNK RAILWAY. 

INTERPROVINCIAL NEGOTIATIONS. 

In compliance with a suggestion of Earl Grey, in his despatch of March 14,. 
1851, a deputation from the Goyemments of Nova Scotia and New Brunswick, 
yisited Toronto, to confer with the Canadian Government, ** for the purpose- 
of coming to some agreement, on the subject, which, after being approved by 
the Legislatures of the several Provinces, might be be submitted for the sanc- 
tion of Parliament. " Mr. Howe represented Nova Scotia and Mr. Chandler 
New Brunswick. They reached Toronto on the 15th June. New Brunswick, 
though thus represented, was still hesitating ; and all that could be done by 
the Conference was to agree upon a basis of action to be submitted to th9 
Government of that Province. That basis at once dissipated the illusions 
which the Canadian legislation of that year created. It was agreed, subject 
to the approval of New Brunswick, that the line from Halifax to Quebec 
should be madu ** on joint account and at the mutual risk of the three Pro- 
vinces, ten miles of land along the line [on both sides it is to be presumed 
being voted in a joint commission, and the proceeds appropriated towards the 
payment of the principal and interest of the sum required." New Brunswick 
was to construct the Portland line — the North American and European — 
at her own risk, with funds which it was erroneously assumed would be ad- 
vanced by the British Government, while Canada, at her own risk, was to 
build tho line between Quebec and Montreal, and any saving that could be ef- 
fected out of the share of the Halifax and Quebec Railway guaranteed loan, 
was to be appropriated to the extension of the line above Montreal. "When 
the debt contracted, on the joint account of the three Provinces, should be 
repaid, each Province was to own the portion of the line within its own ter- 
ritory. Canada was to withdraw the general guarantee offered for the con- 
Btniction of railways in any direction, and her resources were to be concentra- 
ted upon the main line, with a view to the early completion of a great inter- 
colonial and interior highway from Halifax to Hamilton ; thence to Windsor, 
opposite Detroit, the Great "Western,^ then in course of construction, was to 
complete the line to the Western frontier of Canada. 

The New Brunswick Government agreed to accept these terms, as soon as^ 
assured that it had been confirmed by that of Nova Scotia. Mr. Howe, in his 
arguments to obtain this confirmation from the people of Nova Scotia, who 
were about to elect a new Legislature, even then argued that this line would 
in our time, be extended to the Pacific. All the calculations were based on 
the assumption that the railway would cost £7,000 currency or $28,000 a 
mile ; but Mr. Howe thought that much of the work could be done for $20,- 
000 a mile. He found that the capital with which American railroads had 
been constructed had cost from seven to twelve per cent ; and he brought his^ 
Blind to the conclusion ** that a railroad built with money at 34 per cent., 
wiU pay almost immediately, even if made through a wilderness, provided the 
land be good, water power and wood abundant ; and provided there are settle- 
ments at either side, to furnish pioneers and local traffic with them when they 
Jtre scattered along the line." This is a more hopeful view than most persona- 
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now venture to tatce of the Intercolonial. Mr. Howe estimated the quantity 
of land to be appropriated in aid of the railway, chiefly by Canada and New 
Brunswick, at three million of acres ; and argued that if it were sold at a dol. 
lar an acre it ** would form a fund out of which to pay the whole interest on 
the capital expended for the first three or four years." 

It afterwards appeared that Mr. Howe wjis mistaken in supposing that the 
promised Imperiil guarantee was to extend to thd North American and Eu- 
ropean Railway, from the straits of Cumberland in the east, to the boundary 
line of the United States in the west. At least Sir John Pakington, now be- 
come Colonial Secretary in place of Earl Grey, so construed the It-tter of Mr. 
Hawes, to which reference has been made. The difficulty arose on a single 
sentence. ** Her Majesty's Government will by no means object to its [the 
Intercolonial Railroad] forming part of the plan which may be determined 
upon that it should include a provision for establishing a communication be- 
tween the projected railways and the railways of the United States." But it 
was one thing for the Intercolonial to have a connection with American rail- 
ways, and another thing for the British Government to guarantee the capital 
•with which to build that connecting link. But Sir John Pakington stood on 
less secure ground when he argued (despat(;h to the Earl of Elgin. May 20th, 
1852) that no pledge had been given of assistance to any line except that 
originally proposed" — Major Robinson's line. Mr. Hawes had been very ex- 
plicit on this point. ** Her Majesty's Government do not require," he said, 
** that the line shall necessarily be that recommended by Major Robinson and 
Captain Henderson. " Sir John Pakington insisted on Major Robinson's line, 
and refused the guarantee to one running in the valley of the St. John. The 
transference of the line, by the Provinces, flora the north shore to the valley 
of the St. John, had arisen from a desire to accommodate the difficulty which 
had sprung up about the guarantee to the North American and European 
Railway, and when this compromise failed to meet the views of the Imperial 
Government, Canada and Nova Scotia each commenced ,the construction of 
leading lines on their own account and on the str ength of their own unaided 
credit. And New Brunswick set about the construction of the North Ameri- 
can and European Railway. The Imperial pledge of a guarantee to the Inter- 
colonial, not absolutely withdrviwn but only refused to a particular line, was 
one day to be fulfilled, with that scrupulous fidelity that attaches to all the 
obligations of Great Britain. 

"When Sir John Pakington announced the. refusal of the Imperial Govern- 
ment to extend the guarantee to the line along the valley of the St. John, 
Mr. Hincks and Mr. Chandler had gone to England to arrange tl e details of 
the agreement to be completed. Mr. Howe, the third delegate, had not yet 
arrived when they had their first interview with Earl Derby, the new premier. 
They were promised another interview on the arrival of Mr. Howe. But Mr. 
Hincks, on the very next day. May 1, 1851, addressed a letter to Sir John 
Pakington, in which the failure of the negotiations was anticipated, and a 
new line of policy to be followed, in that event, pointed out. If he did not 
obtain a final answer by the 15th — in fourteen days — ^he should on the part of 
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Canada withdraw from the negotiation ; as he had reason to believe that he 
could effect arrangements with eminent capitalists to construct all the rail- 
roads necessaiy for Canada, on the unaided credit of the Province. '* Such a 
statement seems ill calculated to secure the Imperial guarantee. 

CONTRACT WITH PETO AKD CO. 

By the 9th of the month Mr. Hincks had had several personal interviews 
with Mr. Jackson on the subject of a contract. The substance of these conver- 
sations was that Messrs. Peto, Brassey, Betts and Jackson were to undertake 
the construction of a railroad from Montreal to Hamilton, at a rate which 
would, by their own estimate, produce them the same profit they had made in 
England and on the Continent of Europe. On the twentieth, the negotia- 
tions began to be reduced to writing, and the next day a basis of agreement 
was arrived at. The contractors were to send out engineers to survey the line, 
and if any difficulty occurred,^ the Government was to pay the cost. To the , 
extent of five-tenths of the capital, the direct bonds of the Government were 
to be issued instead of the company's bonds guaranteed by the Govenimfent. 
They were to be issued through Baring Bros., and Glyn, Mills & Co., ** to 
whom," Mr. Hincks said, " the Canadian Government is bound not to allow 
its bonds to be issued through other parties." 

NEW RAILWAY LEGISLATION. 

This agreement involved a new policy of railway legislation. But before 
■coming to what that legislation was, we must first recapitulate what had been 
previously done on some sections of what was now to be called The Oraiid 
Trunk Raihoay of Canada, 

In 1848, the Toronto and Goderich Lailway Company was chartered, (10 & 
11 Vic. cap. 123) with a capital of £750,000, in shares of £25 each, with 
power to raise an additional sum of £250,000 if required. This road, in its 
passage from Toronto was to strike Guelph and the waste lands of the Crown 
lying noihih of the Huron Track, to Goderich on Lake Huron. The survey 
map and boo'k of reference were to be deposited within three years and the 
road to be completed within ten years. Construction was not to commence 
until £150,000 of the stock had been subscribed, and ten per cent, paid on it. 
The Directors were empowered to unite with 'any joint stock company then 
formed or to be hereafter formed in the United Kingdom, and with the Toron- 
to and Lake Huron Railroad Company. 

In I85I, thQ Kingston and Montreal Railroad Company was incorporated, 
with a capital of £600, 000 currency ($2,400,000), in shares of $100 each j 
and if that proved insufficient, power was given to raise £400,000 more. 
The same power of making arrangements as in the old act was given. The 
^uge was fixed at five feet six inches. The whole of the stock was subscribed 
by ten persons, in August, 1852. 
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Date. 



1862. 
August 23. 
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Signatures. 



J. Torrance, 

William Molson, 

John Rose, 

H. X. Janes i)er Attorney John Young, 

6. E. Jaques, 

William MacDougall, 

Thomas Gait per Attorney A. T. Gait, 

A. T. Gait. 

L. H, Holton 

D. L. Macphcrson, 



Residence. 



Montreal. 

Do. 

Do. 

Do. 

Do. 

Do. 

Toronto. 

Sherbrooke. 

Montreal. 

Do. 



No. of shares 



20 shares. . . 

Do. 

Do. .. 
. Do, 

Do. .. 

Do. .. 

Do. .. 
7,940 shares, 
7,960 shares, 
7,9t>0 shares, 



Amount. 



£ 8. d. 
500 



5W) 

500 

500 

500 

500 

600 

198,500 

199,000 

199,000 



























600.000 



By articles of preliminary agreement, each" of the three largest subscribers 
bound himself not to transfer any of the stock, without the express authority 
of the other two in writing. When the question of chartering the Grand 
Trunk, which would cover the samB ground as this company's charter, came up, 
the Railroad Committee refused the petition by the Kingston and Montreal 
Railroad Company, against the proposed new charter, on the ground of this 
very agreement, which was construed into proof that the subscription was not 
ho7ia fde: Another reason was that Mr. Jackson, on behalf of Peto, Brassey, 
Betts & Co., had offered to construct the whole line, and be responsible for the 
floating of all the stock of the Grand Trunk, on obtaining the Government 
guarantee of £3,000— $12,000— a mile. Mr. Holton, Mr. Gait and some 
others, acting as promoters of the Kingston and Montreal Co., had employed 
Mr. Gzowski to make a survey ; and at the time this parliamentary contest 
came on, their expenditure was set down at £500, besides the cost of the 
survey made by T. C. Keefer, which was nearly $8,000. The. Committee 
asked them to resign their stock, and accept repayment of their outlay. 
After much skilful fencing between Mr. Holton and Gait, on the one side, and 
the Railway Committee, and Mr. Hincks, on the other, in which scarcely 
any thing was said about the real thing in dispute — the railroad contract — 
Mr. Holton, finding the enemy too strong for him, offered to capitulate on the 
following terms : That assurajiice should be given by the Government that they 
could get the road built, as well as a bridge over the St. Lawrence, without 
increasing the guarantee over £3,000 a mile, and that the use of such bridge 
should be secured to all railroads. The preliminary expenses of the Com- 
pany were to be repaid, and their liabilities assumed by the Government. 
Mr. Hincks made some objection to making the immediate construction of the 
bridge a condition, and an arrangement was boncluded from which this item 
was left out. The rest of the terms were as stated. The contract' was after- 
wards renewed, but the Government had the control of the guarantee in its 
hands, and the Railroad Committee seconded Mr. Hincks's proposal to let the 
contract to English contractors. 

The reasons for letting the Grand Trunk contract to Jackson, Peto, Brassey 
and Betts, was their alleged ability to float the stock. Tlie Quebec and Rich- 
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mond Railway Co., had let a contract to this firm, at £6,500 a mile. Before 
doing 80, their agent, Mr. Wm. Chapman, who was a director of the Bank of 
British North America, in London, had for months tried in vain to float any 
of the itock ; but after this contract was given he succeeded in a sliort time 
in selling £205,000 of stock an 1 £100,000 of bonds at par. Mr. Young wag 
of opinion that if the contemplated arrangement with Peto, Brassey & Co., 
were broken off, the Grand Trunk could not be built for many years to con.e. 
Mr. Gait aud Mr. Holton continued to be of a different opinion ; and they 
alleged that with a provincial guarantee of £2,500 a mile, they could construct 
the Kingston and Montreal section in less time than it would otherwise be 
constructed, and with a much less amount of stock. ** We ask '* they said 
** no power to issue excessive amounts of stock — deluding strangers into the 
belief that works are costly which are really cheap. " 

The Act to Incorporate the Grand Trunk Railway of Canada (16 Vic, Cap. 
37), passed in 1852, incorporated a company with a capital of £3,000,000 stg., 
in £25 shares, to construct a railway, on a designated route, from Toronto to 
Montreal. The Government guarantee, to be given in the form of Provincial 
debentures, was confined to £3,000 — $12,000 — a mile, and was to be handed 
over in amounts of £40,000, whenever £100,000 stg. should be ascertained to 
have been expended "with due regard to economy" on the road. 

Another Act, (Vic. 16, Cap. 38) was passed the same session. To provide for 
the Incorporation of a Company to construct a Railway fro^n opposite Quebec to 
Trois Pistoles, and for the extension of such railway to the eastern frontier of 
Ihis Provi'nce, The capital was fixed at one million sterling, with power to 
increase it to four millions, and the right to extend the rond tathe eastern 
linut of the Province. The same amount of Provincial guarantee as in the 
case of the Grand Trunk was to be given to that section which lay between 
Point Levi and Trois Pistoles ; but for an extension a grant of a million acres 
of land was to be given in lieu of a money aid. In other respects the terms of 
this Act were the same as those of the preceding. 

What is popularly known as the Amalgamation Act (16 Vic, Cap. 39) com- 
pleted the series of railway legislation this session. It empowered any rail, 
way company whose road formed part of the Main Trunk line to unite with 
any other such company^ Its provisions were applied to the St. liawrence & 
Atlantic Railway Co., and the railway which that company was empowered 
to construct. It repealed the Act« incorporating the Montreal k Kingston 
Railway Co., and the Kingston & Toronto Railway Co., and obliged the Grand 
Trunk Railway Co. to pay the promoters of these railways the preliminary ex- 
penses they had incurred. 

In 1853, the Grand Trunk Railway Company was authorized to increase its 
capital or to borrow to the extent of £1,500,000 sterling, for the purpose of 
constructing a general railway bridge across the St. Lawrence at or in the 
Ticinity of Montreal. It might undertake the work alone, or in conjunction 
with any other company or companies. The plan was to be approved by the 
Governor in Council. This bridge is one of the noblest monuments of 
engineering skill the world has ever seen. Its total length is 9,184 lineal 

« 
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feet (nearly a mile and three-quarters). It has 25 spans of tubular iron, 24 
-of which are 242 feet each, and the other 380 feet. These are 60 feet above 
the water level, and rest on a series of piers which contain altogether 3,000,000 
feet of masonry. The centre pier is 24 feet wide ; the others 16. They have 
to resist at all times a current of seven miles an hour, and, in the spring; 
immense masses of ice, which have had no injurious effect on them. The 
work was commenced on the 20th July, 1854, and a passenger train passed 
over the bridge December 17, 1859. This stupendous work was originally 
designed by Iklr. Stevenson and Mr. Ross. The general design was matured 
and worked out by the latter. 

By another Act, passed the same session (Vic. 16, cap. 76), the Amalgama- 
tion Act was extended to companies whose railways intersect the main trunk 
•or touch places which that line touches. In pursuance of this Act, the 
Toronto and Sarnia, the Toronto and Kingston, the Quebec and Trois Pistoles, 
and the Belleville and Peterboro* — the latter a projected branch which waa 
never built — were united. The negotiations were conducted in London in 
the first five months of 1853 ; Mr. Gait representing the Atlantic and St. 
Lawrence, the St. Lawrence and Atlantic, and — in connection with Mr. 
Alexander Gillespie, of London — the Toronto and Guelph railway companies, 
Mr. Ross, the Grand Trunk proper, as its President, and the eastern section 
of that road, in connection with Mr. Forsyth and Mr. Rhodes. 

The amalgamated company assumed all the liabilities of the several com- 
panies, which, previous to the amalgamation, had a separate existence. This 
included a contract with Messrs. Gzowski & Co. , entered into on the 24th 
March, 1853, for the construction of the Toronto and Sarnia section, for the 
sum of £1,376,000 sterling, the distance being estimated at 172 miles ; Messrs. 
Peto, Brassey, Betts, and Jackson's contract, entered into one day before ' 
Gzowski k Co. 's was signed, for the construction of the line between Montreal 
.«nd Toronto, estimated at a distance of 345 miles — eleven miles over the real 
•distance— for the sum of £3,000,000 sterling ; the contract with the same 
parties, dating October 20, 1852, for the construction of the Point Levi and 
Richmond line, some 95 miles, for the sum of £650,000 ; a contract with the 
.same parties for the construction of the Quebec and Trois Pistoles road» 
-estimated at 153 miles, for the sum of £1,224,000 sterling ; a contract with 
the same parties, never executed, for the construction of the Belleville and 
Peterboro' line for the sum of £400,000 ; and a contract with the same 
parties, executed March 3, 1853, for the construction of the Victoria railway 
bridge at Montreal, for the sum of £1,400,000 sterling. The Atlantic and 
St. Lawrence Company, whose road runs from Portland, Me., to Island Pond, 
Vt., a distanf'e of 148 miles, leased its property to the Grand Trunk for a 
period of 999 years, at a yearly rent representing six per cent, on the share ancL 
stock capital, $1,700,000, besides the interest on the bond and debenture 
^eb^; in all, $3,000,000 &year, payable half-yearly on the 1st January and 
»the 1st July. 
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CAPITAL STOCK. 

The prospectus of the Grand Trunk Railway was issued while the arrange- 
ments for a fusion of the companies were in progress, under the guarantee of 
powerful names of the monetary world of London and seven members of the 
Executive Government of Canada. Among the London Directors were Faring, 
representing one house, and Glyn another, and both of them were members of 
the House of Commons. The Government directors in Canada were the Hon. 
John Ross, Solicitor General for Upper Canada, Hor. F. Hincks, Inspector 
General, Hon. E. P. Tache, Receiver General, Hon. Jas. Morris, Postmaster 
General, Hon. Malcolm Cameron, President of the Executive Council. Glyn, 
Mills & Co., and Baring Bros., were the bankers, and Alexander Ross waa. 
engineer in chief. The prospectus contained the followin g statement : 

** The capital id £ 9,500,000 

made up as follows : 

'•Amount already raised in shares, and spent on 
works of the St. Lawrence and Atlantic and 
Quebec and Richmond Railways £ 683,400 

* * Amount already raised' on bonds 733, 000 

£1,416,400 
** Received in shares and debentures for the 
shareholders in the St. Lawrence and 
Atlantic, and Quebec and Richmond Rail- 
ways, on the amalgamation, and for the 
bondliolders of the Ontario, Simcoe and 

Huron Railway Company £ 837,600 

2,254,000 

"Leaving £7,246,000 

'* This amount will be created and apportioned as follows : 

Stock in 144,920 shares of £25 each £3,623,000 

Debentures of £100 each, payable in 25 years, bearing in- 
interest at 6 per cent, per annum, payable half-yearly, 
in London, and convertible into shares on or before the 
first day of January, 1863, at the option of the holder 1,811,500 
** And debentures convertible into bonds of the Provincial 
Government, of £100 each, payable in 20 years, bear- 
ing interest at 6 per cent, per annum, payable half 
yearly in London 1,811,500 

^ £7,246,000 

**0f these 144,920 shares it is proposed now to issue one-half, viz.: 
£1,811,500 in shares, and the same amount in debentures, the other half hav- 
ing beep agreed to be taken by the contractors, who, however, engage to give 
to the holders of such shares, on the 1st July, 1854, (twelve months after the- 
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anticipated opening of the St. Lawrence and Atlantic section of the railway) 
the optien ^ of taking, in equal proportions, two-thirds of such remaining, 
moiety ; that is to say, every holder of thirty .such shares will, on the Ist July, 
1854, be entitled to claim twenty shares more at par, together with an equal 
amount of debentures, also at par. Such additional shares and debentures te 
bear interest at 6 per cent, from the said Ist July, 1854. 

£200 of debentures (one-half of each description) will be issued at par, 
with each £200 of shares. 

** By the law granting the Provincial aid, it provided tl\at' the bonds of 
the Province shall be issued as the works advance. These bonds, will, 
therefore, be held in trust to be delivered pro rata to the holders of the con- 
rertible debentures." 

The estimated profit was nearly 11 4 per cent. The gross estimated earn- 
ings have been fully realized ; but the great error of calculation, which makes 
all the difference between profit and loss, was in putting down the working ex- 
penses so low as forty per cent., the actual amount having been from seventy 
to eighty per cent. 

The description and objects of the Grand Trunk Railway are fully set 
forth in the appendix, to which especial reference is .craved. 

The more prominent points therein are : — 

1. The completeness of the system of railway, enfijrossing, as it does, the 
traffic of Canada and the State of Maine, and precluding injurious competition. 

2. The large amount of government guarantee and of Canadian capita* 
invested, being two millions eight hundred thousand pounds sterling. 

3. The fact that 251 miles of the railway are now open for traffic, to be 
increased to 390 miles by the close of the present year. 

4. The execution of the whole remaining works being in the hands of 
most experienced contractors, the eminent English firm of Messrs. Peto, Bras- 
eey, Betts and Jackson having undertaken seven-eighths thereof, including the 
St. Lawrence Bridge. 

5. The cost of the railway being actually defined by the contracts already 
made, whereby any apprehension of the capital being found insufficient is 
removed. 

In the appendix will also be found the data for the following summary ot 
jfrohahle revenue : — 

On 1112 miles, at an average of above £25 per 
mile per week £1,479,660 

Deduct working expenses, 40 per cent 691,864 

£887,796 

Interest on Debenture debt, £4,635,200 278,100 

Rental of Atlantic and St. Lawrence Railway 60,000 

338,100 

Thus showing a profit on the share capital, 

£4,864,800, of nearly Hi per cent £549,696 
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There ought surely to have existed data on which more accurately to esti- 
mate the cost of the working expenses. The following statement of the dis- 
tribution of the capital over the different sections was appended to the pros* 
pectus : 

Original distribution of Capital. — Estimated cost of several works comprised 
in the Grand Trunk Jtailway Company : 

St. Lawrence and Atlantic, 142 miles — £8,600 per mile £1,258,000 

Quebec and Bichmond, 100 miles— £6,500 per mile— £650,000 

Extension 60,000 

700,000 

Montreal to Toronto 3,000,000 

Trois Pistoles, 153 miles, at £8,000 per mile 1,244,000 

Grand Trunk Junction , 60 miles, at £8, 000 per mile 400, 000 

Toronto and Samia, 172 miles, " " 1,376,000 

Victoria Bridge ^ 1,400,000 

Contingencies . 142,000 

Sterling... £9,600,000 

The issue of the first half of the Stock, £1,811,600, in £25 shares, was at- 
tended with surprising success. The applications were immensely in excess 
of the amount to be issued — some put the whole amount applied for as high 
as twenty millions sterling — and brokers speculating in the stock, in advance 
of its issue, agreed to deliver shares at £1 premium. There was naturally 
great disappointment among the applicants ; a feeling that was not to be 
without its compensation in the future. The stock issued at par went up a« 
high as two per cent, premium ; but when it once fell below par it never re- 
covered, but steadily declined till quotations became merely nominal. 

It would seem that a great mistake was made in not issuing the whole of 
the stock at once ; for that was the Qjily time when it could have all been 
floated at par. But this could not have been foreseen, at the time. 

The Provincial guarantee extended to the various sections of the road, in 
the following proportions, amounted to £1,611,500 stg., to be represented by 
six per cent, debentures, payable in twenty five years, and to be issued on the 
conditions previously stated : 

Toronto to Montreal 345 miles. 

Quebec to Trois Pistoles 153 



(( 



498 miles. 

At £3,000 per mile £1,494,000 

St. Lawrence and Atlantic - 67,500 

Quebec and Richmond 250,000 

£1,811,500 
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Besides this, £400,000 had already been issued to the St. Lawrence and 
Atlantic Kailroad prior to the amalgamation. The whole amount then 
authorized by the Legislature to be issued was £2,211,500 stg. It was 
seriously argued that by agreeing to issue this amount of debentures in aid 
of the Grand Trunk, the Province was ** only incurring a nominal responsi- 
bility ;" this was admitted, Mr. Hincks said, in 1852, even by the opponents 
of the bill ; the idea being that the first mortgage held by the Province con- 
stituted ample security for the advance. 

The amalgamation was confirmed by the Legislature in 1854, and transferred 
to the amalgamated company the title of the Grand Tnink Railway of Canada. 
The company was authorized to increase its capital, but the delusion about re- 
taining for the Province its first lien was kept up. The lien, being considered 
a very valuable thing, waj extended to tlie whole Grand Trunk Railway and 
its works, and the engineer's certificates for the forty per cent, of guarantee 
were to extend to all the company's works, though there was to be no increase 
in the total amount to be issued. No more Provincial aid was to be granted 
to the Point Levi & Riclimond or the Montreal & Portland sections beyond 
the £717,500 already issued ; none to any branch railway that might be tuere- 
after built, or to any line that might be amalgamated with it, except the di- 
rect line between Trois Pistoles and Sarnia. The amount of Provincial bonds, 
that might be issued in aid of the Victoria Bridge was limited to £100,000 stg. 

In the early part of 1855, efforts were made to obtain for the Company ad- 
ditional assistance from the Canadian Government. The English contractors 
wrote to Mr. Thos. Baring and Mr. George Car Glyn, both of whom occupied 
the double position of directors of the Company and financial agents of the 
Government, stating at what rate they would push on the work of construc- 
tion, if £900, 000 of additional Provincial aid were obtained. They would 
open the road from Montreal to Brockville, and from Quebec to St. Thomas, 
in the ensuing autumn ; they would open the additional section from Brock- 
Tille to Toronto, giving a railway connection between Montreal And Toronto 
by the autumn of 1856. This promise was left a year behind in the perform- 
ance. But the line from Quebec to Richmond was (February 2, 1855) already 
open, though the contract gave them over ten months more, and a year over 
the time when the road had been opened (December, 1855.) 

This appeal was responded to. In the latter part of the session of 1854-55, 
an Act was passed, (18 Vic. Cap. 174), May 19, 1856, to grant additional aid 
to the Grand Trunk Railway. It authorized the issue of Provincial deben- 
tures to the amount of £900,000 stg., redeemable in twenty years, for this 
purpose. The conditions on which they were to be issued to the Company 
were that the whole amount of aid received and to be received, for work or 
material! on the ground; should not exceed fifty per cent, of the whole amount 
expended on the work, prior to the 1st May, 1855 ; and the sum to be ad- 
vanced out of this additional grant was never to exceed seventy-five per cent, 
on the amount expended by the company, after that date, on the portion of 
the line between St. Thomas and Stratford, exclusive of the work on Viotoria 
Bridge. This loan, like the first, was made a first lien on the Company*! 
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works ; and as the Victoiia Bridge, on account of which no Provincial aid 
was advanced, was included in the mortgage, it was argued that the Province 
was increasing its security so much that che additional grant* was, for it, a 
good operation, and one which on financial groijnds, it would have been mad- 
ness not to have gone into. The loan was repayable in twenty years, and the 
interest, six per cent., half yearly. In 1853, 1854 and' 1855, while the 
capital account was in its best condition, the Company did pay interest on 
Government bonds to the amount of about £200,000 stg. Evidently motives 
of policy made it advisable for the Company to hold out a prospect that such 
interest would continu*^ to be paid, as long as additional grants were likely to 
be required. 

But the time was fast approaching when the idea that the lien which th* 
Government held on the works would ever be the means of bringing back the 
capital advanced, must cease to be entertained by even the most sanguine. 
|n 1856 (July 1,) an Act (19 and 20 Vic, c. Ill,) was passed which 
exploded the idea, advanced a few years before, that the Province 
only incurred a nominal responsibility in giving the Provincial guar- 
antee to this great national undertaking. The first lien, which had been 
relied upon as a means of securing the repayment of the capital advanced to 
the Company, was given up. By the terms of this Act, which had been 
provisionally agreed to in advance between the Government and the Company, 
the latter was authorized to issue preferential bonds to the amount of 
£2,000,000 stg.; these securities to have priority over the Province lien. 
The issue was not to take place till the railway from St. Thomas to Stratford 
had been finished and in operation. The proceeds of the bonds were to be 
deposited with the Provincial agents, in London, and released to the Company 
on certificates of the Receiver- General, during the progress of the following 
works : — 

The railway from St Mary's to London and Sarnia £450, 000 

.The railway from St Thomas, Lower Canada, to Riviere du Loup. 525,000 

Victoria Bridge 800,000 

Three Rivers and Arthabaska 125,000 

To enable the said Company to assist the Port Hoi>e, and Cobourg 

and Prescott Railways as subsidiary lines 100, 000 

£2,000,000 

For the ensuing five years, the time estimated to be necessary for the 
completion of the construction, the Province was to pay interest on the bonds 
it had issued in aid of the work ; but still the idea of repayment, though in a 
new form — in the share capital of the Company — was kept up in this Act ; 
and the lien of the Province, subject to these conditions, was to rank, as to 
dividend or interest, with that of the Company's bondholders. 

In this year, 1856, the Company ask(d the Government to guarantee five 
per cent, interest on the share capital, but the proposition was not enter- 
tained. 
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On the formation of the Grand Trunk Company, and the grant to it of the 
Provincial guarantee, it was deemed expedient to give the Government a rep- 
resentation in the direction, irith the idea that the interests of the Province 
would thereby be better guarded. This aiTangement was made the occasion of 
attacks on both the Government and the Company, in which the latter was de- 
clared to be too much under political influence. A cry for the abolition of the 
Government directorate was set up. This would of itself probably not have 
led to any restilt, but when the Government lien had been virtually given up, 
there was no longer any object in retaining the Government Directors. Ac- 
cordingly, in 1857, there was proposed an Act (20 Vic, c. 11) To dispense with 
Goneminent Directors m the Grand Trunk Railway of Canada, and to facili' 
tote the completion of the Covipany's works from Eiviere-du-Loiip to Sarnia. 
The Government Directors were to go out of office at the next general meeting 
of the shareholders, and all the powers of the Company were henceforth to be 
wielded by the elected Directors. The existence of Government Directors in the 
early years of the Company's existence was afterwards, in 1861, sought to be 
made, by a committee of the bond and stockholders, the basis of a financial re- 
sponsibility which the Province had never contemplated and never could be in- 
duced to assume. By the Act of 1857, a year's extension of time for completing 
the works was given, and as a condition of their being completed even within that 
time, and so long as they are worked and regularly maintained, " the Province 
foregoes all interest on its claims against the Company, until the earnings and 
profits of the Company, including those of the Atlantic & St. Lawrence Kail- 
road Company, shall be sufficient to defray the following charges : — 1. All 
expenses of managing, working and maintaining the works and plant of the Com- 
pany. 2. The rent of the Atlantic & St. Lawrence Railway, and all interest 
on the bonds of the Company exclusive of those held by the Province. 3. A 
dividend of six per cent, on the paid up share capital of the Company, in each 
year in which the surplus earnings shall admit of the same ; and then in each 
year in which there shall be a surplus over the above-named charges, such 

flurplus shall be applied to the payment of the interest on the Province Loan 
accniing in such year. The bonds and share capital herein mentioned shall 
be held to include and consist of all loans and paid up capital which tJie Com- 
pany have raised or may hereafter raise bo7ia fide under the authority of any 
Act of the Provincial Legislature, passed or to be passed, for any purpose 
authorized by any such Act. " This was equivalent to a complete surrender 
of the Provincial lien, and it would have been better to wipe it out altogether 
than to foster the delusion that anything could in any remote contingency be 
realized from it. 

Next year, 1858, came An Act (22 Vic. Cap. 52) to amend tlu Acts relaJting 
to the Grand Trunk Railway of Canada. It gave authority to the Company 
to issue additional bonds, preferential or otherwise, with the now absolutely 
ridiculous proviso that the new issue should in no way effect the Province lien 
on the road. And there was a clause providing, among other things, in the 
nature of priorities, the order in which the interest on the Provincial deben- 
tures should be paid by the Company. Authority was also given to alter and 
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enlarge the conditions of the lease with the Atlantic and St. Lawrence Rail- 
way consistent with the preservation of the relative positions of the Province 
and the Company. 

In 1861, a committee of shareholders drew up a statement in which they 
asserted "that it was in ftoTid ^5 reliance upon the representations put for- 
ward as from the Canadian Government in this [the Company's] prospectus, 
that, in 1853, the petitioners and other persons became subscribers tc the 
Grand Trunk Railway, and in the full persuasion that a Colonial Government 
which had sought assistance in England in a form so public and conspicuous, 
would at all times be ready to extend to the obligations thus incurred, at a 
distance of three thousand miles, not a const miction resting on narrow rules 
of law, but an inter})retation large, liberal and statesmanlike," and that they 
relied on the Canadian Parliament to fulfil this expectation. This was equi- 
valent to asserting that the undertaking was set on foot as a Government 
work ; an assumption which the Canadian JjCgislature was not likely to 
endorse. If the Government had undertaken the construction of the road 
as a public work, the committee argued, it must have incurred an expenditure 
of £11,000,000 stg., or £660,000 a year, whereas, by the mode adopted, the 
Province had obtained all the advantages of the Grand Trunk system at a 
charge of not more than £3,111,500, or £187,000 a year, from which amount 
there were several deductions to be made. They argued that the Arthabaska 
branch, which they state ut 30 miles, and nearly the whole of the 358 miles 
forming the Eastern Division, though valuable to the countr}-, must be 
worked either at a positive loss, or upon tenns wUch will not yield any 
profit upon the capital expended in their construction ; that this is true, in 
the most unqualified sense, of the 148 miles between Quebec and Riviere du 
Loup and of the Arthabaska branch, and to some extent of the 96 miles 
between Richmond and Quebec. They sum up by saying that, as regards the 
214 miles east of Richmond, and as regards the branches, the Grand Trunk 
has become charged with the burden of constructing, maintaining and work- 
ing lines of railway, not for the benefit of the share and bondholders, but 
wholly for the present and future benefit of particular portions of Canada ; 
that an amount nearly equal to two-thirds the whole Provincial aid was 
expended on works valuable to the country, but unprofitable to the Company 
leaving only £1,111,500 contributed to what they call the commercial portion 
of the undertaking. It was contended that these facts, all taken together, 
gave the share and bondholders not a legal, but a strong moral claim on the 
Province. They estimated the increased market value conferred on the grain 
and other crops of the Western portion of the Province by the Grand Trunk 
railway, as not less than 20 to 30 per cent, a statement of which it would re- 
quire a close examination of a history of prices and other data to test the 
accuracy. This attempt to make the Canadian Government a joint partner in 
the expenditure of fifteen millions sterling, was not responded to in the way 
the committee desired. 

In 1862 the Company claimed additional remuneration for the mail ser- 
Tice. This service was represented to be worth, for the ensuing twenty-five 
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years, a sum that would capitalize at a million and a half sterling. This 
capitalization was asked for, and with it authority to raise the furtjier sum of 
£500,000 stg. to complete, repair and equip the line. The passenger receipts 
of the Company, it was said, the mileage considered, were very light. The 
time bills were drawn up, not merely to accommodate the ])asseuger traflBc, 
but also to serve mail purposes. The excessive numhfr of miles ran to accom- 
modate the postal service caused the trains to he worked at a heavy 
annual loss, while in Nova Scotia ubthing but accommodation trains are being 
used, and the load of the train being generally made up to the capacity of the 
engines, the trains i)roved remunerative. With the capitalized sum sought to 
be obtained, the Company intended to compound with its creditors in Canada 
and England. Hints that the road might possibly be closed were thrown out. 

In the next session, An Act for the Reorganization of the Grand Trunk 
Jlailway Company (25 Vic. c. 56) was passed, giving the Company power to 
issue postal bonds on the securing of the money it gets in ])ayment of the 
postal service, besides £500, 000 equipment mortgage bonds; the latter operat- 
ing as a first lien on the Company's property. The effect of this was to place 
the Government lien still further back. The rate of remuneration to be paid 
for the postal service performed by the Company was long an unsettled ques- 
tion, on which much correspondence with the Government took place. In 
1862, it was resolved to settle the dispute by arbitration ; but a change of 
government taking place, the reference was revoked. In 1865, three commis- 
sioners, the late Mr. Wm. Hume Blake, Mr. Justice Day, and Mr. G. W. 
Wicksteed, were appointed a commission to inquire into and report on the sub- 
ject. They recommended a rate of ten cents a mile for quick passenger trains, 
and six cents a mile for mixed trains; which, they added, ** cannot be consider- 
ed too high, when it is considered that the Postmaster-General of the United 
States pays this same road, between the boundary line and Portland, sixteen 
cents per train per mile, for a single service, and ten cents per train per mile, 
for a double service. " 

The proportion which the working expenses bear to the f evenue is mainly 
determined by two unfavorable circumstances. A large part of the Eastern 
Division of the road is unprofitable ; some sections, such as that between 
Quebec and Riviere du Loup an(| the Arthabaska branch, being worked at a 
positive loss. They are a dead weight on the profitable sections, and tend to 
make the working expenses of the whole line abnormally high in comparison 
■with the revenue. The other cause that contributes more largely to thi» 
result is the necessity of receiving competitive rates for through traffic from 
the west. These rates are determined by the cost of carrying on the cheapest 
rival routes. Besides, the easternmost section of the line lies in a more severe 
climate than any other railway in Ameiica, a circumstance which, from the 
accumulations of snow, adds to the working cost and increases the expense of 
ii^Miirs. The construction of the Intercolonial ought to have a favorable effect 
•n the fortunes of the Grand Trunk. 
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BUFFALO AND LAKE HURON. 

An arrangement was entered into between the Grand Trunk and this 
Company, respecting the division of their traffic receipts, which received the 
sanction of the Parliament of Canada. The terms of the agreement were 
tliought, by the Directors of the Buffalo and Lake Huron, to operate against 
the interests of their Company, and accordingly, after protracted negotiations, 
modifications and concessions were obtained which practically made a new 
agreement. This agreement provided for a rent-charge, payable by the Grand 
Trunk to the Buffalo and Lake Huron Company, in perpetuity, by half-yearly 
instalments, within two months after the 1st January and the 1st July in each 
year thus: — For the year ending 1st July, 18C9, £42,500 ; for the year 
ending 1st July, 1870, £45,000 ; 1st July, 1871, £50,000 ; 1st July, 1872, 
£55,000 ; 1st July, 1873, £60,000 ; 1st July, 1874, £65,000 ; 1st July, 1875, 
£66,000 ; 1st July, 1876, £67,000 ; 1st July, 1877, £68,000 ; 1st July, 
1878, £6©,000 ; 1st July, 1879, and every subsequent year, £70,000. 
£42,500 per annum of the rent charge is to rank next before the first equip- 
ment bonds of the Grand Tnink, and the balance will rank next after the 
second equipment bonds, which the Grand Trunk were authorized to raise. 
The ordinary shares of the Buffalo Company to be exchanged, one half, or 
£615,000, for the like amount of Grand Trunk fourth preference, and the 
other half, £615,000, for the like amount of Grand Trunk ordinary stock. 
The £42,500 of the rent charge, payable in 1868-69, was liquidated in Grand 
Trunk second equipment mortgage bonds at par. This road is now a part of 
the Grand Trunk system. 

The International Bridge, now in course of construction at Fort Erie, is 
expected to have a most favorable influence on the traffic and profits of the 
line. It w^ill cost the Grand Trunk a rent charge of £20,000 a year for 28 
years,'at the end of which the sinking fund of £4,000 a year (part of the £20,000 
rent) will leave the bridge in the hands of the Grand Trunk free of charge, 
but with its tolls still coming in from various sources. The present ferry now 
costs the Company £16,000 a year, and besides saving this the Grand Trunk 
will have tolls from the Great Western of Canada and the Erie Railway Com- 
panies, so that immediately the bridge is up it is calculated to pay the Grand 
Trunk well, irrespective of the additional traffic it will be the means of throw- 
ing on their line. 

CAPITAL ACCOUNT. 

The capital expenditure on the different divisions, and over the whole pro- 
perty, up to 31st Dec, 1861, with the total capital expenditure to 30th June* 
1870, is shown as follows : 

EasUm Division (362 miles)— Engineering, £112,574 13s. lid. ; Works 
and Permanent Way, £2,637,970 l5s. lid. ; Stations, Buildings and Offices, 
£236,872 Is. 2d. ; Miscellaneous Stock, £14,441 10s. 6d. ; Electric Telegraph, 
£6,304 lis. 6d. ; General Expenses, £186,081 Is. lid.— £3,194,244 14s. lOd- 
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Central Divifion {'i^Z miles) — Engineering, £70,735 15s. 6d. ; Works and 
Permanent Way, £2,949,451 4s. 3d. ; Stations, Buildings and Offices, £346,- 
894 4s. lid. ; Miscellaneous Stock, £6,725 17s 8d. ; Electric Telegraph, 
£5,031 6s. lOd. ; Gtneral Expenses, £150,221 Za, 3d.— £3,635,059 17s. 4d. 

Westsni Division (190 miles) — Engineering, £45,291 9s. lOd. ; Works and 
Permanent Way, £1,558,311 Os. 5d. ; Stations, Buildings and Offices, £143,- 
723 17s. lOd. ; Miscellaneous Stock, £5,089 lis. 6d. ; Electric Telegraph, 
£2,789 15s. 5d. ; General Expenses, £31,015 12s. 3d. ; Compensation to 
Contractors, £25,000 Os. Od.— £1,811,221 7s. 3d. 

Portland Division, Leased Line, (149 miles)— Engineering, £2,209 7s. 9d. ; 
Works and Permanent Way, £193,764 Is. lid. ; Stations, Buildings 'and 
Offices, £74,686 12s. 3d. ; Miscellaneous Stock, £1,464 15s. 3d. ; Electric 
Telegraph, £1,945 78. 5d. ; General Expenses, £24,378 6s. Od. ; Rolling 
Stock, £33,236 14s. 7d. ; Lands in Portland Division, £1,575 73. 2d.— 
£333,160 12s. 4d.. 

Rolling Stock, £1,019,791 3s. lid. 

iyuTM^riM— Expended on Works, &c., Detroit Line, £4,353 18s. Od. Three 
Rivers and Arthabaska Branch (Advances), £108,762, 8s. lOd. Aid to Sub- 
sidiary Lines, C. W., £67,350 Os. Od. Port Hope Railway Junction, £824- 
14s. Id. St. Lawrence and Champlain Junction, £349 15s. 8d. Montreal 
Extension Survey, £216 3s. Id. Intercolonial Railway, £588 17s. lid. 
Expended on ^team Ferry Boats, Wharves and Barges, £58,957 15s. 4d. 
Buildings, &c., at Saniia, with Survey, £9,631 lis. 4d. Subscriptions to 
St. Lawrence Warehouse and Dock Company, £25,273 l6s. 6d. Discount on 
Sale of Stocks and Debentures, &c., £422,550 12s. 6d. Less premium on 
sale of Debentures, £67,950 16s. Od. Expenses of London Office, £24,386- 
16s. lid. Victoria Bridge (2 miles), £1,356,020 13s. 6d. 
Lands and Land Damages, £45,692 6s. 9d. 

Total Expenditure on 1,036 miles... ...£11,950,486 12 1 

Additional Expenditure to 30th June, 1870 6,654,541 16 Z 

Total Expenditure £18,605,028 8 4 

Unexpended Balance 393,481 18 ^ 

Total 4 £18,998,510 7 1 

Per Contra — Share i^tocA:— Shares Consolidated into Stock, £2,810,144- 
Os. Od. ; ^Shares not yet Consolidated, £61,643 16s. 8d. ; Received on Shares 
Forfeited, £1,801 18s. 6d.— £2.773,579 15s. 2d. 

Debentures — Island Pond Debentures, £90,000 Os. Od. ; British American 

Land Company's Debentures, £20,547 18s. lid. ; Montreal Seminary Deben* 

.tures, £20,547 18s. lid. Total £131,095 17s. lOd. Mortgage to Bank of 

Upper Canada, £221,190 6s. Od. Atlantic and St. Lawrence Deferred In- 

* Shares in the St Lawrence and Atlantic Line held by City of Montreal 
6 
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tercet Certificates, (1872), for arrears to 31st December, 1862, £77,180 lls.- 
lOd. 

Freferenee Bonds and Stocks — Equipment Mortgage Bonds, $500,000. Am- 
ount received on do., No. 2, £110,480. Postal and Military Service Bonds, 
£1,200,000. First Preference B»nds, £2,703,324 IGs. Od. ; First Preferenc* 
Stock, £77,064 48. Od.— £2,780,389. Second Preference Bonds, £1,610,264- 
78. 5d. ; Second Preference Stock, £45,889 12s. lOd.— £1,656,154 Os. 3d. 
Third Preference Stock, £758,509 17s. 9d. Fourth Preference Stock, £5,- 
671,120 188. 3d. 

Frovincial Debentures — Issued on account of Grand Trunk Railway, £8,111,- 
500. Amount received on unissued Debentures and Debenture Certificates 
allotted with forfeited Shares — Company's, £3,650 ; Provincial, £3,650. — 
£7,300.— Grand total £18,998,510 78. Id. 

In 1861 the Line 'was embarrassed with a floating debt of over twelve mil 
lions of dollars, and Wbs absolutely without credit. The condition of the Line 
too, was such that constant and heavy renewals and repairs have been requir- 
ed to be made every year since. It is necessary to bear these two facts in 
mind in looking at the Company's present position, in order fairly to appre- 
ciate the exertions of its present management to bring it into a state of 
'efficiency. 
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« 

The Grand Trunk Line extends from Portland, Maine, to Detroit, Michi- 
gan, a distance of 85i milei, to which adding branch lines owned, leased and 
operated, 523, gires the total length of the Grand Trunk system 1,377 miles. 
Gauge of track, 6ft 6 inches. \Veight of rails 60 to 76 lbs to the yard. The- 
line it divided into operating districts, thus : — 

Detroit (Detroit to Port Huron) 69 miles 

"Western, (Samia to Toronto).. 168 do 

Central, (Toronto to Montreal) 333 do 

Buffalo and Goderich and Branch 168 do 

Prorince Line Division 40 do • 

Riviere Du Loup Branch 126 do 

Champlain, (Montreal to Rouse's Point) 49 do 

Montreal and Island Pond 146 do 

Quebec and Richmond 96 do 

Three Rivers Division 36 do 

Portland, (Island Pond to Portland) 160 do 

Lachice Branch 8 do 

Total 1,377 miles 

The following railways are worked under lease, and are included in the* 
above. 



« 



Atlantic and St. Lawrence, Portland, Maine, to Island Pond, Vt...l60 miles^ 
Chicago, Detroit and Can. Grd Junction R. R., Detroit to Port 

Huron ... 69 do 

Montreal and Champlain, Montreal to Rouse's Point, N. Y 49 do . 

Buffalo and.LakeHu 3 n. Fort Erie to Goderich 161 d« 

Total leased lines 419 miles. 

English Dikectors. — Richard Potter, Gloucester, Eng., President.* 
Thomas Baring, M.P., London, Eng., E. C. ; Robert Gillespie, Gravenhurst ; 
Kirkman Daniel Hodgson, London, E. C. ; Grosvenor Hodgkinson, M. P., 
Newark ; Graham Menzies, London, W. ; John Swift, London, W. ; Captaia 
Tyler, Hampton Court ; Lord Wolverton, London, E. C. 

CANi.Dii.N Dikectors. — C. J. Brydges, Montreal ; Hon. James Ferrier,. 
Montreal ; Wm. Molson, Montreal. 

• Manaqino Director. — C. J. Brydges, Montreal. 

SsoRiTART AND TREASURER.— Joscph Hicksou, Montreal. 

AuDiTORd. — ^William Newmarch, London ; J, G. T. Child, Manchester' 



» 



GREAT WESTERN RAILWAY. 



Od the 6th March, 18Si, an Act was passed by the CanadiaK Legislature to 
inoorporate the London and Gore Railroad Company. Amor^g the corporators 
were Allan Napier (afterwards Sir Allan) McNab, George J. Goodhue, Ed- 
ward Allan Talbot and seventy others, a number of whom were prominent 
public men in those days. Power was taken in the charter to construct a 
•' single or double track, wooden or iron railroad," from London to Burling- 
ton Bay, and also to the ** navigable waters" of the river Thames and Lake 
Huron, and ** to employ thereon either the force of steam or the power of ani- 
ffKaU^ or any mechanical or other power." The capital. was fixed at $400,000 
(£100,000), in 8,000 shares of $50 each ; and in the event of the continuation 
to Lake Huron, the capital might be doubled. The time for the completion 
of the road was limited to twelve years. 

Nothing was done under the powers granted by this Act. In 18i5 when 
it was about to lapse, an Act was passed reviving the Act of 1834, with 
amendments. One of these amendments was to change the name to *' The 
Great Western Railway Company. " Power was taken to build the line to 
some point on the Niagara Kiver ; the capital was increased to $6,000,000 in 
60,000 shares of $100 eaeh ; and the time allowed for the completion of the 
line was extended to 20 years. 

Of the capital so authorized 55,000 shares were promptly subscribed in 
Xngland, and only 5,000 shares in Canada. This led to the passage of an 
Act in the following year (1846), ** for the purpose of affording just and pro- 
** per protection to the English shareholders." This Act provided for the ap- 
pointment of a Committee rot to exceed eleven persons, residents of London, 
Xngland, with very large powers of regulating the management of the Com- 
pany's affairs. In 1849 this Act was repealed, and British and Canadian 
•hareholders were placed on the same footing ; the number of directors was 
increased from seven to eleven. 

The main line leaves the Niagara river at an elevation of 326 feet above 
Lake Ontario. It gradually descends to the level of the lake at Hamilton, •« 
• where grain and general freight warehouses are erected on the wharf. The 
line then steadily rises till the summit level is reached, 88 miles west of the 
Suspension Bridge, where the elevation above Lake Ontario is 762 feet. From 
thence it again gradually falls till it reaches the Detroit river at AVindsor. 
The steepest grade \a that ascending to the west from Hamilton^ averaging 
10 feet per mile for 10 miles. From Eomoka westward, for 100 miles, the 
line is nearly level, and there are 57 miles of this length in a single straight 
line. 
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« 

Tilt spirit of speculation which prevailed from 1853 to 1856 was a source of 

embarrassment and expense to this and every other Company consti-ucting 
lines in the Province. This state of things was to be attributed chiefly to the 
railways. So great was the demand for labor, live stock, timber and materiala 
of all kinds by the competition which existed, that prices increased 30, 40 
and 50 per cent. Contractors who had undertaken to build sections of this 
Railway at low estimates failed, one ofter another, and the works had to be 
relet at advanced figures. As in the case of nearly all the railways the origi- 
nal estimates fell far short of the actual cost. It wajs found in 1854 that an 
estimate made by the Company's engineer in 1852 for the main line was about 
ft million and a half of dollars under the mark. A single instance will show 
that regardless of the advance in materials these estimates were ill-devised, 
and little else than mere guess work ; the rails were estimated at Iheir first 
cost in "Wales, with no allowance for freight, insurance or duties. The cost 
of land was put down in the estimates at $60,000, whereas the amount actually 
expended under this head was $700,000. 

The share capital was raised under the authority of five different acts of 
the Legislature. The date of these acts with the amount of capital author- 
ized to be raised are as follows : — • ' ' 

' Shares. ' Amount. 

8 Vic. cap. B6, of March 29, 1845 ...60,000 $6,000,000 

16Vic. cap. M, of April 22, 1858 : 20,000 2,000,000 

18 and 19 Vic. cap. 176, of May 19, 1855 60,000 6,000,000 

16 Vic. cap. 44,of Kov. 10,1852, (H.k T- Act)lS,000 1,800,000 
le Vic. cap. 101, of Ap. 22, 1851, (Samia Act) 20,000 2,000,000 



178,000 $17,800,000 
O. W. Amend't Act 22 Vic. cap. 116, of 16th 

Anf. 1858 8,000,000 



Total capital $25,800,000 

The Bum of $3,850,000 (£770,000 stg) was advanced by the Government 
under the provisions of the Main Trunk Guarantee Act. It was provided 
that this loan was to pay 6 per cent interest, and that S per cent was to be 
annually set apart as a sinking fund. This large amount of public money waf 
not hopelessly sunk as in the case of the advances of the Grand Trunk and 
Northern ; large sums have been repaid and the whole is now in siich a shape 
that its liquidation is rendered certain. 

The existing hostility between this Company and the Southern Railway 
project is of old standing. In 1657 the Directors of the Great Western report 
that *' during the last twelve months considerable discussion has arisen in re- 
gard to the projected Southern Line through Canada, which was last summer 
attempted to be forced upon this Company. In the last session of the Pro- 
vincial Legislature many diHgraceful disclosures were made as to the past 
history of that scheme arising out of the rival claims of certain parties, to the 
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control of tlift line. These disclosures, showing an extent of bribery and dis- 
honesty which have been rarely paralleled in the history of any joint stock under- 
takvuffy and which called forth the marked and emphatic denunciations of 
committees of the Provincial Parliament cannot fail to increase the satisfaction 
of the shareholders that this Company was preserved fiom any connection 
with such a scheme." 

In October, 1857, the Directors were authorized to advance the sum of 
#760,000 t« the Detroit and Milwaukee Railway, to help that line out of cer- 
tain difficulties into which it had fallen. The Directors in reporting in favor 
of this advance say that they had "caused a careful examination to be made 
into the statements furnished by that Company as to its affairs and accounts 
«Dd the result of a complete andj thorough investigation showed that the sum 
of #750,000 would be sufficient to meet the claims of the secured creditors, 
and leave enousjh to open the line and provide rolling stock." The loan was 
accordingly made, secured by a mortgage in favflf of Mr. C. J. Brydges, T. 
Reynolds aad II. C. R. Beoher, three of the Canadian Directors. Under the 
conditions of this mortgage the entire control of the affairs of the Detroit 
and Milwaukee was placed in the hands of directors to be nominated from 
time to time by the Great Western Company. Arrangements were then made 
fof the completion of the Detroit and Milwaukee Line to Grand Rapids and 
through to Lake Michigan. It was opened for traffic through in September 
1858. Most favorable results to the re^-enue of the Great Western were expected 
to follow from this transaction. The case was stated thus to the shareholders 
of the Great Western Company in the Directors' report of March,. 1868. 

** The amount of gross traffic required to pay the interest upon the whole 
borrowed capital of the Detroit and Milwaukee Company ($4,956,000 er 
about £1,000,000 stg on a line of 185 miles in length) allowing 50 per cent 
for working expenses, is only about $76 per mile a week, which places the 
•uccess of the Company beyond any doubt ; and for whatever money is still 
required for that Company there is the certainty of the traffic being quite suf- 
ficient to yield a full security and a handsome return." A further sum of 
$500,000 was loaned on the same terms as the first loan. The cost of the 
Detroit and Milwaukee line with a fair amount of rolling stock was about 
|iS,000 per mile. 

Proceedings were taken in 1860 to foreclose two mortgages held by the 
Great Western on the Detroit and Milwaukee Line, and on the 10th of April 
of that year Mr. C. J. Brydges was appointed Receiver. These proceeding! 
were taken with a view to protect the interests of the Great Western, and to 
provide for the efficient working of the Line till some desirable arrangement 
cenld be made. On the 6th of August, however, a deciee of sale was granted 
by the court of Chancery of Michigan, and on the 4th October the Railway 
wag put up for sale at Detroit and purchased by Messrs. Gray k Reynolds for 
the nominal sum 4)f $1,000,000, as joint trustees for a new company to be 
formed, on certain conditions to be carried out before June, 186L 

After consultation had between the Directors and Mr. Brydges, who went to 
England for the purpose, it was decided to settle the difficulty in the following 
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way : — 1st, " That nil the coupons on the first and second mortgags bonds o 
the Detroit and Milwaukee Company, up to and including 16th May, 1862, 
bs funded and exchanged for bonds bearing 7 per cent intereit, maturing on 
Irt January 1866, to enabls the Company to use the net earnings of the Line 
for paying certain of the debts of the Company, ordered by the Court to be 
paid in cash. The interest on these deferred bonds will be paid half-yearly in 
cash. 2nd, That the amount of the Great Western Company's foreclosed 
mortgages, with interest up to the date of the sale of the road, 24th October, 
1860, be converted into Preference shares, to be secured by a third mortgage 
(subject only to the priority of the first and second original mortgages) on the 
entire Line, to carry interest up to 7 per cent., per annum, out of the net 
earnings of the Line. 3rd, That a fourth mortgage, subject to the above, be 
created, to secure a further issue of Preference shares, also bearing interest np 
to 7 percent., per annum, to an amount equal to the floating debt of the 
Company — the holders of which shall be entitled to receive such stock at par 
in payment of their claims. 4th, That, under the circumstances of the case, 
after the pa3rment of the sums ordered by the Court to be paid in cash, the 
interest on the two above mentioned classes of Preference shares up to Slst 
December, 1864, be paid equally j7ro rata out of the net earnings of Ihe Line, 
after paying interest on the two prior mortgages. After Slst Dec , 1864, in- 
terest upon the different classes of securities to be paid in the order of their 
legal priorities. 5th, That the ordinary shareholders shall receive ordinary 
shares in the new Company to the extent of 20 per <!ent of the par value of 
the old shares." 

These proposals on the part of the Great Western did not meet with the un- 
animous acceptance of the creditors ; and a suit was commenced by the Com- 
mercial Bank of Canada against the Detroit and Milwaukee Railway (to this 
suit the Great Western was made a party) to recover the sura ot £260, 000, being 
an advance made by the bank to the Detroit Company. The case was tried at 
Kingston before a jury and afterwards at Toronto, and being decided in each 
instance against the Great Western it was taken to the Court of Error and 
Appeal, and ultimately to the Privy Council. Meantime the overdue inter- 
est on the loan of £260,000 increased to more than half the amount of ths 
principal, being in September 1863. £160,000. The decision of the Judicial 
Committee of the Privy Council was delivered on the 27 July, confirming that 
of the Canadian Court of Error and Appeal and dismissing the appeal with 
costs against the Bank. 

An arrangement was finally arrived at, the main principle of which is that 
all claims against the Great Western Company were withdrawn, the Detroit 
and Milwaukee Company agreeing to set aside a moderate annual sinking fund 
to liquidate the claim of the Bank, and in the meantime to issue its bonds in 
satisfaction of this and other claims. These bonds participated to a limited 
extent in the surplus earnings of the Detroit and Milwaukee Road pari passu 
with the original loan made by the Great Western and the interest accrued 
thereon. An additional issue of securities to the Great Western Company to 
the amount of $596,000 was made by the Detroit and Milwaukee on account 
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cf arrears of intereat, making the total amount of loan and accrued interest 
$2,100,000. 

Though the anticipations of the Directors respecting the Detroit Line were 
not realized, and though the interest on the loan was not paid yet considerable 
increace of traffic resulted. This loan proved to be a serious affair for the 
Great Western, and so important was its iniluence on the Company's position 
regarded that in the report of April, 1860, this passage appears. " The criti- 
cal financial position of the Detroit and Milwaukee Company — its close con- 
nection with and indebtedness to this undertaking — the continued depression of 
the receipts of the latter — constitute apparently a state of things so unsatisfac- 
tory that it is desirable that the fullest information should be afforded, and 
that the opinion of perfectly impartial persona should betaken upon the posi- 
tion of the concern. The Directors therefore recommend that a committee of 
proprietors be appointed at the approaching meeting for the purpose of investi- 
gating the affairs of the Great Western Railway Company with all requisite 
Authority, and tuat as soon as their report is prepared a special meeting shall 
be summoned for its consideration. " 

In 1858 the Great Western in common with other lines suffered from a 
serious falling off in its traffic. It was less as compared with 1857 by 13 per 
cent., and that of leading American lines showed a decrease ranging from 14 
to 25 per cent. In the half year ending July, 1859, no dividend at all was 
paid. The disheartening position of affairs at that time waj described in this 
frank and truthful language by the Directors. •* In placing this statement," 
(for the half year), *' before the shareholders, the Directors cannot but express 
their extrvme concern and disappointment at the altered position which it ex- 
hibits of the Company's affairs. In the report placed before the meeting of 
the 6th April last, a sanguine hope was entertained that the worst was then 
over, and that a gradual improvement from the state of depression the Com- 
pany was at that period laboring under, might fairly be calculated upon. 
Unfortunately this has not been borne out by the result, and this company has 
had to sustain, during the last half year, a continuance of the most adverse 
circumstances in common with every other railway- on the Northern portion of 
the American continent. The traffic of the line both through and local has 
undergone a diminution during the last three years, of which we have no 
parallel in the history cf railways in this country, and though the exertions of 
the Executive in Canada have effected inmost important reduction in the work- 
ing expenses, this has not been adequate to sustain the Company's position 
and earn a dividend." 

The earnings for the first half of four successive years fell off in the remark- 
able manner shewn by these figures : — 

Earnings of first half of 1856 $1,169,592 

Earnings first half of 1857 1,065,720 

Earnings first half of 1858 854,608 

Earningsfirsthalf of 1159 725,904 
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■bowing a falling off of $443,088 as l^etween 1856 and 1859, while an increase 
was naturally to be expected. Wert it not for an important diminution in 
the Company's expenses at tbe same time tbe effect upon its financial position 
must bare been serious. Tbe next dividend was also foregone. 

At tbe same time tbat tbe Company's traffic, botli in freigbt and passen- 
f ers fell, off so steadily and rapidly, a new obstacle starsd tbe Directors in tbe 
face. The Snginser, Mr. Geo. Lowe Keid; reported that during tbe half yaar, 
•ommencing February 1861, a ** renewal of tbe rails of the vrhole Main Line 
and of tbe Toronto and Gait branches will have to bt systematically begun." 
He estimated that this renewal of rails would bare to be completed within five 
years. As there were 250 miles to be relaid in tlie five years, an annual aver- 
age of 50 miles of rails bad to be put down. He estimated tbat tbe sleepers, 
which were rapidly giving out, would all have to be replaced within three 
years from Ist Feb. '61, requiring an average of 160,000 sleepers per annum. 

The cost of these renewals of tbe permanent way including new joint fasten- 
ings, and the labor of relaying the rails and sleepers, &c., was stated at $285- 
000 each year for the five years. The rails had only been six and a half years 
in use, and their average life would not exceed eight years. This very un- 
satisfactory result arose from the inferior quality of the iron in the case of tbe 
fish rails, and from the defective form of the rail a)id its joint fastening, com- 
bined with a poor quality of metal, in the case of tbe bridge rails. 

Tbe Engineer also reported that the wooden bridges, amounting to 13,915 lin- 
eal feet, on the Main Line and Gait Branch would all have to be rebuilt within 
the five years before referred to. The cost of renewing these entirely in tim- 
ber is stated at $230,000, spread over a period of five years. Owing to the fact 
that these wooden structures never last in this country more than ten to 
twelve years, the Engineer very properly recommended that iron and stone be 
largely uf ed in the new bridges. 

Mr. Reid estimated tbe total annual expenditure for the renewal of the per- 
manent way, including budges and fences on the Main Line and Gait Branch 
as follows ; — 

1st year commencing Feby. 1861 $237,000 

2nd do. do. Fehy. 1862....! 272,000 

Srd do. do. Feby. 1863 315,000 

4tb do. do. Feby. 1864 410,000 

Cth do. do. Feby. 1865 638,500 

Total 11,772,500 

These expenditures were estimated to be in addition io tbe ordinary repairs 
or maintenance of way, which was then at the rate of $142,000 a year. 

In common with all our leading railways the Great Western suffered severely 
from bad rails. The original track consisted of 384- miles of compound rails 
weighing 66 and 80 lbs. per lineal yard ; 156 miles of the U or bridge rail of 
66 lbs. to the yard, and 34^ miles of the fish -jointed rail of 65 lbs. to tbe yard* 

By tbe end of July, 1860 tbe track was mo altered as to consist of 116 nules 
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of fish-jointed rails, 65 lbs to the yard, and 113 miles of the U rail, 66 lbs. to 
the yard : showing that in the 64 years the whole of the compound rails, and 
43 miles of the U rails had been replaced by fish-jointed rails. The Toronto 
Branch was laid with fish-jointed rails throughout. This kind of rail proved 
to be very inferior in quality, especially those laid down on the Toronto 
Branch. On many sections of the line where there were sharp curves or 
heavy gradients they did not last two years, and their average was at low as 
six years. They were made from soft iron of poor quality and were welded 
badly, and in consequence laminated to an unexampled extent even under 
ordinary traffic. The U rails were made from harder iron, but were of a 
form badly adapted to our climate, and being supported on cross sleepers with 
merely a. flat plate at the joint to which the ends of the. rails were bolted or 
spiked, the track was wanting in vertical stiffness. In alternating frosts and 
rains or thaws the road was sure to become uneven, no matter how solid the 
road bed ; and in consequence these U rails, being perforated in the lower 
flanges with bolt holes, would break to an alarming extent. Mr. Reid states 
that sometimes in one day of intense frost as many as 20 rails were broken, 
some of them in two places, by a passing train. 

It is manifest from the general experience with English rails, that those 
made in the early days of railroads were much superior in quality to those 
manufactured since 1850 ; as the demand from abroad increased and thg 
trade expanded competition became keener, prices consequently diminished, 
and the quality of the iron rapidly degenerated, till, as an American railway 
authority states, many lots which were sent to the United States were not 
worth the expense of laying down. One lot purchased in Newcastle lasted 
only a trifle over four years. 

The great expense of re-rolling rails here, being about $30 per ton for re- 
ToUing and supplying the loss in weight, as against about one-fourth of that 
sum in England — induced the Company to take steps for establishing a rolling 
mill for their own use. The rolling mill at Hamilton was therefore commenced 
in 1862 or '63 and completed in the earl}' part of 1864. It cost about $107,- 
600. The size of the mill is 12^x135 feet, employs about 130 men, and 
working day and night has a capacity of 7,000 tons (70 miles of track) per 
year. 

In 1869 an aiTangement was made vdth the Government of the Domuiion 
respecting the extinguishment of the Company's indebtedness to the Govern:- 
ment. It was agreed that the principal with accrued interest to the Ist 
January 1869, should be commuted for the sum of £668,815 7s. Od., payable 
in annual instalments, the unliquidated balance, year by year, to bear interest 
at the rate of 4 per cent., per annuih, instead of 6 per cent as before. This 
was regarded by the Directors as being equal to a reduction in the debt of 
£180,000. One of the conditions of the bargain was a payment in cash of 
£100,000 on the IstFeby 1869, which was complied with. For the purpose 
of raising the necessary money to carry out this arrangement, an issue of pre- 
ferred stock was made to the amount of $5,090,000 bearing interest at 5 per 
cent at the rate of 80 per cent of its nominal value. 
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On the 12th June, 1867, an agreement was made with the Grand Trunk 
Railway providing that equal fares and rates should be charged from all 
competitive points ; the gross receipts of each Company for local passenger 
and freight traffic between certain competitive points, and also between 
these places and competitive points of the lines to the east, to be divided 
in such portions as agreed upon ; the Grand Trunk to be permitted to send 
their loaded cars, from any station on their lines of railway east of Toronto to 
any station on the lines of the Great Western west of Toronto, such cars being 
Landed over to the Great Western at Toronto ; these cars to be returned 
loaded with freight from stations on the Great Western line to any station on 
the Grand Trunk, east of Toronto ; in like manner the G. W. E. are permit- 
ted to send their loaded cara from any station on their railways, except 
Toronto, to any station upon the section of the G. T. R. line west of and in- 
cluding the Buffalo and Goderich line, such cars to be handed over to the 
G. T. R. at Paris, the same cars to be returned loaded with freight for stations 
on the G. W. R. line, Toronto excepted. The rates charged from local sta-^ 
tions on the G. W. R. to Toronto for places east thereof on the G. T. R. are 
the same as those charged by the G. W. R. from the same points to Suspen- 
sion Bridge, and when this would not apply equal rates per ton per mile was to 
be charged. The rate to be charged to and from local competing stations west 
of Toronto to and from the stations of Toronto and Hamilton are the same 
whether carried over the G. T. R. or the G. W. R. The through rate to be 
charged from Montreal to points on the G. T. R. and the G. W. R. lines west 
of Toronto and Hamilton, and vice versa, shall be such as agreed upon. 
Teaming freight to and from competing places to be abolished. Passenger 
trains of both companies to be so timed as to connect at Toronto and Paris. 
The rates for all through traffic to be such as are agreed upoti between the 
managers of the two lines. Any projected competing lines west of Toronto to 
be either undertaken and constructed jointly by the two Companies, or the 
option to be given by the one to the other Company to occupy and work 
the same jointly upon such terms and conditions as may be agreed upon. 
Some other clauses are contained in the agreement respecting the mode of 
settling of disputes, &c, and it is provided tAit the agreement shall remain in 
force seven years from the 1st August 1867, unless sooner terminated, which 
cither may do on giving six months notice to the other Company. 

In 1869 an arrangement was entered into between the Great Western, the 
Michigan Central, and the Detroit and Milwaukee Railways, for the period of 
two years, relating to their through traffic. By this arrangement the receipts 
from through traffic are to be divided between the three lines in the propor- 
portion of 48 per cent, to the Great Western, 48 per cent, to the Michigan 
Central, and 4 per cent, to the Detroit and Milwaukee; The length of the 
three lines is Western 239 miles, Michigan Central 229 miles, Detroit and 
Milwaukee 189 miles. The proportion of earnings for the purposes of the 
agreement was based on the results of the two previous years' through traffic 
in the case of the two first named lines, and on one years' traffic of the Detroit 
and Milwaukee Line. 
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At Suspension Bridge, the connection is formed with the ^ew York Central 
Railroad on the American side by means of the Suspension Bridge, which was 
opened for trains in March, J 855. At Wiidsor, the connection is formed with 
the Michigan Central and Detroit and Milwaukee Railroads by means of ferry 
steamers, the width of the river being half a mile. One is an iron double- 
cnder steamboat, 240 feet in length, which takes over a whole passenger train 
on its two tracks, or 14 freight cars. The other is a large wooden steamer 
-with a spacious saloon on deck, on which passengers only are transferred. 

An Act was obtained from the Dominion Legislature two sessions ago re- 
pealing so much of the Act of 1851, as required the Company to construct the 
railway and branches with a gauge of 5 feet 6 inches, and authorizing the al- 
teration of the gauge to that of 4 feet 84 inches, commonly called the narrow 
|p,uge. Since this power was confirmed the greatest energy has been dis- 
played in making the change, and now the whole line from Windsor to Ko- 
moka, and from Hamilton to Toronto and Suspension Bridge, (183 miles) the 
gauge is four feet 84 inches. The remainder of the line is a mixed gauge of 

5 feet 6 inches and 4 feet 8i inches, and the remaining branches are 5 feet 

6 inch gauge. 

Like the others of our three leading railway companies the Great Western 
tried the experiment of running lake steamers in connection with their line • 
but with anything else than gratifying results. The Directors complain 
bitterly of the opposition of the Huron and Ontario Railway steamers, attri- 
buting their want of success in 1855 chiefly to this cause. 

The ** Canada" and the ** America" were built by the Company to run upon 
Lake Ontario between Hamilton and Oswego and were placed on that route on 
the 25th June, 1855. They cost $380,669. From these steamers important ad- 
yantages were expected, but they proved to be a source of loss to the extent 
of nearly $60,000. In 1856 it was arranged to place them on a new route 
forming a daily line between Hamilton and Cape Vincent, Brockville, Pres- 
cottand Ogdensburgh ; but this scheme resulted in another loss of $26,000, 
and on the 23rd August the boats were withdrawn for the season. They 
were finally sold to parties connected with the Detroit and Milwaukee Railway 
and payment accepted in shares of that line bearing 7 per cent interest. 

DETROIT TUNNEL. 

By a charter obtained from the United States Congress and by an Act 
passed in May, 1870, powers were given to the Michigan Centi-al Railway, 
and the Great Western Railway to construct a tunnel under the Detroit river 
for railway purposes. The capital stock is fixed at $3,000,000 in shares of 
$100 each. Directors may be elected when $1,000,000 are subscribed ; and 
that umount must be paid in within two years and the work commenced 
and the Tunnel completed in six years. The Boards of the two Companies 
have decided to go on with the scheme, and the preliminary works have beea 
commenced. They haye agreed to expend $80,000 between the two Com- 
panies. 
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The principal dimensions of this great work will be : 

Length between Michigan Ccn. R. R. Station and Great 

Western Station 2.84 miles. 

Length across River 3,000 feet. 

Length from Portal to Portal 8,868 " 

Maximum gradient 1 in 50 ** 

Depth under River 97 ** 

Depth of water over Tunnel 51 ** 

Depth of clay above Tunnel 12 to 20 

Dianieter of Tunnel 184 

Estimated Cost •. $3,000,000 






BRANCH LINES. 

The following branches are worked by the Great Western Company. 1. 
The Erie and Niagara Railway — Fort Erie, opposite Buffalo, to Niagara — 31 
miles. 2. The Toronto Branch — Hamilton to Toronto, where a connection is 
formed with the Grand Trunk Railway — 39i miles. 3. The Gait and Guelph 
branch — Harrisburgh to Guelph — 274 miles. 4. The Samia branch — Ko- 
moka, west of London, to Sarnia, opposite Port Huron — 51 miles. 5. A line 
from the Sarnia Branch at Wyoming, to the oil region of Petrolia — 54 miles. 

GALT AND GUELPH BRANCH. 

In 1852 Isaac Buchanan and 17 others were incorporated as " the Gait and 
Guelph Railway Company." The capital wasjlimited to $560,000, in shares 
of $100 each, and power was granted to borrow the sum of $200,000. An ar- 
rangement was entered into with the Great Western Company by which that 
Company was to supply the Gait and Guelph Company with the rails required 
for this line, receiving from them first mortgage bonds of the Gait and Guelph 
Railway for the value of the rails. The Line was completed to the town of 
Preston, 4 miles from Gait, and opened for traffic on the 28th November 1855, 
Difficulty was encountered at this stage ; the town of Guelph came forward 
with a subscription of $80,000 to be paid in cash to the Gait and Guelph 
Company. The Gait and Guelph Company then undertook to issue additional 
first mortgage bonds to a sufficient amount to complete the road. It was in- 
cluded in the bargain between the two Companies that the Great Western was 
to work the Line at cost, and after deducting the interest at the rate of 6 per 
cent, on the bonds issued to the Great Western Company, to refund the bal» 
ance to the Gait and Guelph^ The total bonds so issued, including those for 
ih>n, were $260,000. Mr. Reid's estimate for that portion of the Gait and 
Guelph Line, from Preston to Guelph, 114 miles, exclusive of the rolling stock, 
was $267,200, which was something less than the actual cost. The contTact 
TTOS let to A. P. Macdonald & Co., in March 1855, and was completed by the 
end of 1857, and opened for traffic 11th September. It is a substantially con- 
structed line. The total expenditure on this road up to March 1858, including 
iron, &c., was $440,169. 
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This branch did not prove profitable, and within three years after it wa« 
opened the property became hopelessly embarrassed. In 1860 the Directors of 
the Great Western reported that this Line ** not havini; earned or paid any 
interest apon the amount ez])ended on it by this Company the mortgage taken 
for our advances has been foreclosed." It then became the property of the 
Great Western Company as mortgagees, for the sum of $304,733.50. 

TORONTO A2JD HAMILTON BRANCH. 

In 1852 an Act was passed incorporating 26 gentlemen as ** the Hamilton 
and Toronto Railway Company" with power to raise a capital of $1^00,000 in 
shares of |100 each, and to build a line from Hamilton to Toronto, 38 miles 
in length. The contract was let to Mr. George Wythes. In the next year 
aiTangemenrs were made for the lease of the Line to the Great Western Coia- 
pany, at a rent of 6 per cent on its cost, together with an equal participation 
in any dividends earned by the Great Western beyond that amount. The 
Great Western supplied the rolling stock and station buildings at a cost of 
about $400, 000. The Line was open for traific on the 3id December 1856. 
An arrangement for amalgamation was made with the Great Western in 1855, 
which went into effect in that year. 

In the Great Western accounts for July 1856, this branch is debited with 
an expenditure of $1,860,556, the cost of the Litie and equipment. 

SARNIA BRANCH. 

In 1853 the London and Port Sarnla Railway Company was incorporated 
with a capital of $2,000,000, and consisted mostly of the same gentlemen con- 
stituting the Gait and Guelph Railway Company. This branch is 51 miles 
in length. Power was taken to amalgamate with the Great Western Company. 
The contract was let for $1,440,000, but the work was suspended at the in- 
stance of the Company in 1854, under an agreement with the Grand Trunk 
Company to that effect. In the early part of 1856 it was recommenced under 
the terms of the original contract. The total cost of the branch, including 
rolling stock, was estimated at $1,800,000 to $2,000,000. This branch was 
finally opened for traffic on the 27th December, 1858. The total cost for lands, 
works, bridges, permanent way, stations, warehouses, and all incidental 
charges to 81st January 1862, was $1,873,666. 

THE ** CANADA AIR LINE RAILWAY." 

Is a loop line under construction of 146 miles, from Glencoe to the City of 
Buffalo. Theroad will leave Glencoe, a station on the Great Western main line 80 
miles from the Western terminus, and will proceed, with but little deviation 
from a straight line to Fort Erie on the Niagara river, directly opposite to the 
City of Buffalo, an unbroken connection with the various American railroads 
centering in that city being made by the International bridge now in course of 
construction. The Act authorizing the loop line confers running powers over 
44 miles of the Buffalo and Lake Huron branch of the Grand Trunk railway, 
from a station called Canfield to Fort Erie, if terms can be agreed upon. The 

7 
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•ngineer*s estimate of the cost of constructing the road is $25,000 per mile^ 
which inchides steel rails, bridges, station buildings, and approaches, and 
land ; a further supply of rolling stock will not exceed 35,000 per mile in ad- 
dition, and the engineer undertakes that, for this outlay, the permanent way 
shall be equal to that of the New York Central and Hudson River railroads. 
It was long foreseen that the necessity would arise either to build this loop as 
a relief to the main line, or to double the existing main track. The constantly 
increasing passenger and freight traffic carried over the narrow gauge route in 
connection with the continued extension of the American railroads westward, 
even up td*the Pacific Ocean, has nearly reached the capability of a single 
track of rails, and is already equal to the tonnage carried over many double 
track railways in this countr}-. In order to facilitate this traffic the Company 
have taken up the broad gauge line of rails on the main line as well as branches 
80 as to work the wholetraffic over the ordinary narrow gauge of the American 
roads. The engineer estimated the cost of doubling the present main line 
from Suspension Bridge to London at about §25,000 per mile. Preference 
was therefore given to the construction of a loop line, which not only makes a 
shorter through route, but traverses a new district of country, the local traffic 
on which affords a net revenue equal to 5 per cent, per annum on its cost. 
The route adopted along the flat table land, level with Lake Erie, affords easy 
gradients as compared with the existing main line, so that the haulage of 
heavy through freight trains, and fast passenger trains, will be greatly facili- 
tated. Considerable economy will thus be effected in the maintenance of way 
and in carrying greater loads with the same engine power ; these two items 
alone are calculated to effect a saving in money value of $125,000 per annum 
as applied to the same tonnage carried over the present main line. A very 
great advantage to be expected from this loop line, is the alternative rotlte it 
will open to New York. 

PETROLIA BRANCH. 

This branch was formally opened for traffic on the 17th December 1866. 
It cost £10,551 14s. to July 1867, for five miles of railway including rails, 
station buildings, &c., and the traffic earnings of the first six months were 
£8,451 10s. 

WELLINGTON, GREY AND BRUCE. 

This Line is substantially an extension of the Gait and Guelph railway 
northward, and is open to Alma. An agreement exists between this Company 
and the Great Western, by which the latter have agreed to supply the rolling 
stock and work the road at 70 per cent, of the gross earnings. An account is 
^0 be kept of the railway traffic exchanged between the Great Western and this 
Line, and 20 per cent of this traffic shall be set aside annually and ap- 
propriated to reduce the capital cost of the Line, so that in the course of years 
the branch will gradually become a part of the Great Western system. 
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ROLLING STOCK. &c. 


Fiscal Tkar kndino 818t Januart 


1864. 


1855. 


1866. 


1857. 


1»58. 


H69. 


Locomotives No. 

Passenger Cars .'. . . ** 
Baggage, Post Office, 
and Express Cars * 

FreightCai-s " 

Gravel Cars *' 

Mileage of locomoLives.. 

'* Pass, trains.. 

Freight " 

Passengers cairied. No. 

Freiglit carried. No. tons 

REVENUE. 

Passensrers 


6C 
Of 

27 

1,075 

409 

660. 96S 

889.619 

218.360 

480.511 

82,793 

£ Stg. 

202,858 

68,015 

12,643 

672 


69 
114 

41 

1,210 

409 

1,180.924 

617,210 

415,403 

664,030 

175,931 

£Stg. 

298,419 

160,939 

16,580 

1,968 


1 8fl 
12fl 

41 

1,210 

409 

1,535,394 

677,650 

648,966 

860,636 

220,880 

£Stg. 

357,975 

236.432 

19.612 

2,116 


8£ 
12(] 

6S 

1,210 

409 

1,520,244 

665,039 

629,720 

792.878 

192,740 

£Stg. 

320.991 

178,510 

21,078 

2,092 


8C 
127 

59 

1,210 

409 

1,874,128 

561.607 

601,141 

668,936 

177,334 

£ Stg. 

264,448 

161,245 

16.619 

2,823 


90 
127 

fi» 

1,219 

120 

1,035,010 

1 1052,74ff 

496,437 
212,860 

£Stg. 
220,36a 


Freight and Live Stock, 

If ail and Express 

Sundries .............. 


161.475 

15,660' 

2,319 






Total Receipts,.. 
EXPENDITURE. 

Haintenance of way. 

works and stations.. 

Locomotive power 

Repairs and renewals of 

Cars 


284,088 

38,817 
84,716 

11,868 

66,582 
10,425 


477,906 

48,814 
67,264 

18,203 

86,898 
16,309 


616,135 

64,965 
97.281 

21,615 

116,408 
16,639 


522,666 

49,881 
102,760 

17,607 

98,138 
13,987 


424,635 

43,74f' 
82,262 

14,899 

79,976 
14,224 


389,7ia 

81,479' 
76,102 

14,261 


Transit expenses — Pas- 
sengers and Freight. . 
General Charges 


76,825 
14,408. 


Total working exp's 
Taxes, Insurance, &c. . . 
Sosp. Bridge Rent .... 


136,908 
2,626 


280,973 
8.849 
6,665 


816,803 
4,061 
9,814 


281,718 
8,187 
9,246 


284 600 
4,844 
9,246 


212,670 
6,451 
9,240 


Total Revenne expend'd 


189,688 


240,8n 


829,183 


294,151 


248,690 


227,267 


NET REVENUE.. 


144.665 


287,029 


286,952 


228,616 


176,945 


162,44& 


Deduct int'st on Bonds, 
Loans, &c. . . 

" Accid'ts conipen. 

" Loss on Steamers 

" Sinking Fund— 
Gov't Loan.. 

'* Renewal of Rails. 


71,766 
8,600 


89,605 

• • • • • • 

12,259 
19,746 


84,631 
8,428 
5,347 

28,126 


78,888 
29,099 

• • • • • • 

17,998 


08,678 
11,049 


95,689^ 
13,985 

i'8i28i 


Dadact'ns from Net Rev 


180,266 


121,620 


121,682 


120,476 


79,727 


122,805- 


Amt available for Div'd 

Div*d per cent, per ann 

Amt. carried forw'd. 

Miles open 


64,200 
• 
94 
S41 

48.61 


116,459 
S 
801 
245 

64.86 


161,420 

8,760 
&I3 

64.88 


108,088 

9,912 
200 

57.02 


96,218 

8,860 
290 

68.55 


88,640 
NiL 

28,818 
830 


Ord'y working exi>en8es 
— per c'tage on tam'gs - 


08.83 
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ROLLING STOCK, &c. 


1860. 


1861. 


1862. 


1863. 


1864* 


Namber of Locomotives .... 
*• Passenger CJars.. 

Freight 

'* Baggage and Mail 
" Kxpress 


94 

127 

1255 

20 

• • • • 

120 

1,650,345 

3,448.744 

10,969 968 

525,632 

374,038 


94 

127 

1255 

20 

• • ■ • 

120 

1,829,964 

3,538,075 

13,446,186 

527,088 

441,515 


94 

127 

1255 

20 

• • • • 

120 

1,964,372 

8,863,894 

16,197,362 , 

672,751 

646.632 


94 
127 
1266 
20 
• • . . 
120 
1,907,983 
4,091,746 
14,499.472 
637,218 
528,221 


94 
•127 
1255 

20 


" Oravel 


120 


Mileage of Locomotives .... 

" PaMBonger Cars... 

" Freight Cars .... 

Passengeis carried (No.) 

Freight, " ....(Tons) 


1.900,190 

4,884.90r 

? 2.364,018 

688,272 

476,488 


REVENUE. 
PaBsensrers 


£Stg. 

207,350 7 9 

220,147 9 

14,710 8 

4,232 5 4 


£Stg. 

184,730 2 2 

27?,870 6 11 

15,209 2 2 

1,458 7 3 


£Stg. 

200,613 8 

337,705 11 6 

15.932 9 11 

1,283 11 7 


£Stg. 

2-26,551 .12 7 

352,101 4 

16,803 7 5 

1,245 18 3 


£Stg. 

261,272 12 6 

346,954 19 7 

18,133 8 10 

1,307 9 2 


Freight and Live Stock 

Mails and Express 

fiundries .••• 




Total Receipts , - r 


447,324 12 6 


475,267 18 6 


555,533 18 8 


594,701 18 7 


027,669 10 




EXPENDITURE. 

Maintenance of Way, Works 
and Stations 


29,728 7 6 
79,648 19 6 
18,992 2 
40,861 16 6 
37,476 16 6 
14,269 6 6 


87,606 17 10 
80,759 6 8 
22,444 18 
39,673 16 
43,432 6 8 
10,643 9 5 


83,884 17 6 
83,783 12 6 
18,934 2 6 
40,899 16 11 
48.228 8 9 
15,136 5 


35,434 15 8 
80,796 16 1 
35,193 13 10 
40,412- 8 
48,088 19 3 
15,785 5 11 


36.838 5 1 
79,0211 2 1 
35,955 11 7 
45,947 19 8 
49,738 1 
15,292 2 


Loc^xnotivft Power, . ........ 


Repairs and Renewals of Cars 
Transit Exoeuses 


Merchandize Expenses 

^General Charses 




Total ordinary working Exp's 

Taxes, Insurance, &c 

^Suspension Bridge Rent 


220,977 4 8 

5,443 11 1 
9,246 11 6 


240,560 16 2 

5,233 15 3 
9,246 11 6 


250,866 18 2 

5,037 8 
9,246 11 6 


255,714 5 

7,188 9 1 
0,246 11 6 


262,792 1 5 

5,586 13 6 
. 9,246 11 6 


Total Rev. Expenditure 


235,667 7 3 


255,041 2 11 


265,250 17 8 


272,149 1 


277,625 16 5 


NET REVENUE .... 

Add Snrplns from prev. year 

" liiv. on Detroit &; Milw. 

Pref. Shares 


211,657 5 8 
23,813 8 7 


220,226.15 7 
15,790 15 


290,282 16 
14,054 6 6 


322,562 17 7 
3,348 12 4 


360,043 13 7 
4,129 8 


" Profit on Gait &; 0. R'y 












** Other Accounts 
























• 


2:^5 470 8 10 


236,017 10 7 


304,337 2 6 


325.901 9 11 


364,178 8 S 


Deduct Interest on Bonds, 

Loans, &c., &c 

** DiscountonAm. C'y. 


108,545 8 8 


105,423 3 1 
292 16 2 


105,228 
47,831 19 1 


102,906 4 2 
114,085 5 1 


101,584 4 9 
152,016 16 6 


** Loss on E. & N. R'y. 




* 


" Renewals of Rails . . 
" Renl. Fund Ferry strs 


43,258 6 6 


52,960.12 


71,590 12 8 


70,448 16 7 


62,408 8 11 


** Other Accounts 


17,926 14 10 


13,143 18 7 


9,076 7 10 


9.140 1 8 










169,730 10 


171,820 9 10 


233,726 19 7 


296,580 7 1 


316,004 5 1 


Amount available for Div. . . 
Dividend percent, per annum 
Capital Expended 


65,739 18 10 

1.50 
£4,726,048 

345 

60.51 
3s. 8d. 


64,197 9 

L50 
£4,769,662 

345 

51.44 
3s. 2d. 


70 610 2 11 

2 

£4,781,728 

340 


29,321 2 10 

.75 
£4,807,847 

345 

43.01 
Ss. 7d. 


33,168 18 2 

1.00 
£4,842.146 


Miles open 


345 


Ordinary Workins Expenses, 
per cent, of Earnings. . . 


41.86 


Do. do.. Cost per Train Mile 


3s 6d. 


3s, 9d. 
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ERN RAILWAT. 



1865. 


1866. 


1867. 


186S. 


1869. 


1870. 


94 

127 

1255 

20 

• • • • 

120 

1,826,479 

4,629,433 

11,806,591 

714,143 

455,088 


94 

122 

1248 

20 

• • • • 

120 

1,962,085 

4,832,814 

11,114,665 

756,332 

489,494 


94 
129 
1279 
20 
18 
120 
2,293,784 
6,155,980 
14,954,417 
716,721 
581,772 


99 
139 
1271 
20 
18 
120 
2,520,776 
6,670.464 
17,068,891 
744,829 
625,643 


99 

129 

1736 

29 

120 

2,757,188 

6,720,228 

20,1(12,952 

747,598 

775,366 


133 
129 
1737 
81 
.... 
167 
8,076,!ill 
6,108,936 
25,831,748 
780 647 
926,007 


£Stg. 

818,082 12 7 

826,( 99 13 7 

2(«,919 8 3 

1,552 19 8 


£Stg. 

318,422 4 3 

330,881 5 6 

28.294 15 

2,127 9 11 


XStp. 

813,800 5 10 

412,697 8 8 

88,603 9 2 

1,915 15 3 


£Stg. 

311,610 17 9 

439.382 19 8 

27.178 11 2 

1,793 12 5 


£Stg. 

817.864 9 

465.785 8 9 

23,806 11 8 

1,843 18 10 


£Stp. 

305,238 10 1 

524,698 6 II 

21,799 9 10 

1,622 9 4 


671,604 18 8 


674,675 14 8 


766,516 18 11 


779,961 7 


809,250 9 


853,248 16 2 


87,828 19 2 
75,476 3 8 
88,A39 2 10 
47,395 1 10 
48,768 14 
16,260 2 9 


61,856 8 2 
78.782 14 7 
34,943 11 6 
52,924 1 8 
57,422 17 5 
15,472 7 4 


86,363 5 
93,541 8 2 
40,765 8 9 
55,216 8 5 
68,308 14 8 
16,286 9 4 


t99,5r4 5 8 
109,214 18 4 
46.472 6 10 
58 526 12 9 
70,658 11 6 
17,888 1 8 


135,887 2 5 
111.654 6 8 
57,887 7 8 
61.829 5 8 
72,681 17 9 
20,263 5 


179.464 7 9 
116,827 7 7 
59.763 4 9 
61,884 10 
66,250 12 9 
17,822 5 U 


264,268 4 8 

5,910 2 2 
9,246 11 6 


301,401 15 8 

6,890 8 6 
9,246 11 G 


360,481 9 9 

6,621 16 3 
9,832 17 9 


402,324 16 • 9 

6,504 8 2 
9,384 18 10 


459,062 19 2 

7,789 10 9 
9,805 2 2 


502,011 19 7 

7.969 11 2 
9,328 15 2 


279,424 17 11 


317,0.38 10 8 


376,485 8 9 


418,214 3 9 


476,147 12 1 


519,305 5 11 


892,179 15 9 
4,570 13 7 


867,637 4 
11,000 6 


890,081 15 2 
1,128 18 9 


861,746 16 10 
2,725 6 5 
5,311 2 2 


383,102 16 11 

2,577 17 1 

18,374 15 5 
559 6 


383,943 10 3 
2,064 5 2 


•••••*»•••••• 




674 6 1 
158 16 4 


1,781 14 1 


11,877 « 10 






4,383 10 3 












408,127 18 2 


368,687 10 


392,043 11 4 


369,788 5 5 


854,614 18 10 


342,162 19 9 


100,259 13 1 
128,254 4 6 


99,330 1 4 

88,034 18 11 

643 6 

25,340 10 6 


101,301 19 5 

119,432 6 9 

2,427 4 10 


104,806 2 8 

125,110 8 2 

1,982 10 2 


91,427 l*? I 

90,937 19 8 

2,049 2 10 


86,446 9 

42,642 18 

925 4 


49,88J 9 2 








5000 
5;532 17 4 


5.000 
1,675 


5,000 8 




6,647 1 


8,219 8 6 


8.659 2 7 






277,896 6 9 


219,995 16 10 


233,380 14 6 


242,431 18 4 


191,989 18 7 


138,873 18 10 


130,281 11 5, 

3 50 

£4,901,803 

345 

39.96 
48. 9i(l. 


148,641 18 2 

4.25 

£5,091,252 

345 

44.78 
48. 8d. 


158,662 16 10 

4.25 

£5,111,805 

300 

47.06 
4s. 4icL 


127,351 7 1 

8.50 

£5,1.S8,102 

S50 

51.94 
4s. 6id. 


163,625 8 

4.25 

£5,287,437 

860 

56.80 
4s. 83d. 


203,489 6 11 

5.00 

£5,329,543 

850» 

58.86 
48. 6}d. 



* Glencoe And Buffalo extension, 150 miles under contract, 
t Including renewals each subsequent year. 
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Total length of Main Line, — Niagara Falls to Windsor — 229 miles. 

Branches — Hamilton to Toronto 38 miles 

Harrisburgh to Gait 12 do 

Komoka to Sarnia 52 (Jo 

Wyoming to Petrolia 6 do 

Total 106 miles. 

Leased Branches — Gait and Guelph Railway (Gait to 

Guelph) 15i do 

Erie and Niagara (Fort Erie to Niagara) SOJ do 

Wellington, Grey and Bruce (Guelph to Alma) 284 do 

Total of leased lines 694 miles. 

Sidings 79 miles. 

Total length of railroad 4844 miles. 

375 miles of the track are of iron and 40 miles of steel rails. 

DiiiECTORH. — Thos. Dakin, Thos. Faulconer, Paul Margetson, George 
Smith, London, Eng. ; John Fields, Manchester, Eng. ; Gilson Homan, 
Kirstall, Eng. ; Wm. Weir, Glasgow, Scotland ; Hon. Wm. McMaster, 
Toronto, Can. ; Hon. John Carling, London ; Donald Mclnnes, Hamilton, 
Can. ; M. K. Jessup, New York. 

President, — Thos. Dakin, London, Eng. 

Secbetary — Brackstone Baker, London, Eng. 

Chaiuman of thb Canadian Board.— Hon. Wm. McMaster, Toronto. 

Officers. — W. K. Muir, General Superintendent, Jos. Price, Secretary 
and Treasurer, Hamilton ; Wm. Wallace, London, Ont., Assistant Superin- 
tendent ; Geo. Lowe Reid, Chief Engineer, Hamilton ; W. A. Robinson, 
Mechanical Superintendent, Hamilton ; J. Metcalf, Auditor, Plamilton ; 
A. E. Irving, Solicitor, Hamilton. 

Principal Office, Hamilton, Can. London Office, No. 126 Gresham House, 
Old Broad St., E. C. 



NOVA SCOTIA RAILWAY. 



In the Province of Nova Scotia the construction of railways was first au- 
thorized by an Act of the Legislature, passed 31st March, 1854. During the 
same year another Act of that body authorized the issue of Provincial six per 
<cent. debentures, having twenty years to run, in order to raise the necessary 
capital to proceed with the work of construction determined upon. These 
bonds were mostly sold in London, through Messrs. Baring Bros. & Co. ; the 
Hon. Joseph Howe having been sent thither as a delegate with that object in 
view ; a small amount found purchasers in the Province. It was provided 
that the proposed railways should be constructed under the supervision of one or 
.more Commissioners,- who were empowered to draw on the Receiver-General 
for thb monies disbursed to the contractors. They were restricted to the ex- 
penditure of $800,000 in any one year, beyond which amount they could not 
incur any liabilities.. 

The first sod of the Nova Scotia Railway — the first constructed in that 
Province — was turned at Riclimond, on the 13th June, 1854. Sixty-one 
miles of railway to Truro were completed by the 15th of December, 1858, and 
the Windsor branch of the same road by June 3rd, 1858. An extension from 
Truro to Pictou on the Gulf of St. Lawrence, fifty-two miles in length, was 
afterwards built and opened for traffic on the 31st of May, 1867, making in all 
145 miles of railway. The Windsor Brauc-h, 32 miles, extends westward from 
Halifax to Windsor on the Bay of Minas, connecting with the Bay of Fandy. 
The total cost of the Railway, with cq^uipmcnt to 80th June, 1868, was 
^6,699,647.69 ; and the total amount expended ou construction account alone 
up to the 30th Jime, 1869, was $6,781,254.50. 

The Pictou extension was surveyed by Mr. Sanfoixi Fleming, C. E., and 
estimated to cost, including rolling stock, §2,314,500. Some of the original 
contractors abandoned their contracts, and work proceeding very slowly, the 
Government took the work out of their hands, and re-let the whole to Mr. 
Fleming for the sum of $2,116,500. The road was satisfactorily completed 
within the time specified, under the superintendence of another engineer. 
This extension cost to the 30th of June, 1868, the sum of $2,321,567.88. 

The maximum grade on the whole line is 70|; feet i>er mile ; minimum 
radius of curvature 792 feet. The iron rails laid down on forty-four miles of 
the main line are of the H pattern, or double headed, weighing 63 lbs. to the 
yard, supported at intervals of 2i feet on cast iron chairs spiked into ties 10 
feet long, ten inches wide, and 5 inches thick ; the rails are secured to the 
chairs by wooden side keys. On another section of 17 miles, rails of the T 
pattern were laid 63 lbs. to the ya rd, and spiked into the sleeper. Between 
Truro and Pictou a T rail weighing 56 lbs. to the yard was laid, secured at 
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the joint with a steel scabbard into which the lail fits, which proved to be 
very superior description of fastening. The H rail turned out very unsatisfac- 
tory. The gauge is 5 feet 6 inches. The biidges have iron girders resting' 
on stone piers. 

In 1868 the working expenses were three-fifths of one per cent more than 
the gross receipts, against 87 per cent of the receipts in 1867. The eamings- 
per mile in 1869 were $1,870 60, against $1,751 68 in the previous, year, and 
the operating expenses $1,852 14 and $1,762 18 for 1869 and 1868 respectively. 
The speed of the mail or passenger trains is about 19 miles an hour, and freight 
or mixed trains 13 miles. 

In the official report of this railway for 1869, it is stated that " The trains 
with one exception, have been run with regularity ; this delay occurred on the- 
8th of March, during a heavy snow storm, which continued for two days ; the 
train from Pictou to Halifax was detained one day, and the train from Halifax 
to Pictou seven hours.*' Coal is being used for fuel, and is found much cheap- 
er than wood. Of 24 engines purchased for the use of the railway, about one 
half were made in Glasgow, four in Kingston, Ontario, and the balance in the- 
TTnited States. The weight of the engines with tenders, light, ranges from 
74,000 to 94,000 lbs. 

Officers. — George Taylor, General Superintendent j A. "W. Hale, En- 
gineer ; Thomas Foot, Accountant ; Wm. Johnston, Locomotive Superinten- 
dent ; William Marshall, Koad Inspector. 

Chief Office and Address. — Halifax, N. S. 
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THE M)RTHERN RAILWAY: 



The Toronto, Sarnia and Lake Huron Railway Company was chartered, 
(12 Vic. c. 196), August 29, 1849, with a capital of ^500,000, in £5 shares. 
The road was to run from the City of Toronto to some point on the southerly 
shore of Lake Huron, touching at the town of Barrie on the way. The 
survey of the road was to be deposited within three years and the road to be 
completed within ten years. The Company was authorized to raise the 
amount of the stock either by subscription or by lottery, but the whole 
amount of the proceeds were to be devoted to the purposes of the railroad. 
The lottery scieme was never put into practice, By 13 and 14 Vic. c. 181, 
the title was thanged to the Ontario, Simcoe and Huron Hailroad Company ; 
and in IS 58, the name was again changed to " the ^^orthem Railway of 
Canada." Toronto was, after the passing of the 13 and 14 Vic. c. 131, no 
longer necessarily the starting point. Authority was given to commence the 
road at any point on Lake Ontario, west of the township of Darlington. 

By 16 Vic. c. 244-5, authority was given (1863) to the Company to con- 
struct a branch line to the eastern shore of Lake Huron, not further south 
than the southerly limit of the township of Saugeen, and to construct at such 
point a harbour and other necessary works ; to increase the stpck to £750,000 
and to borrow a further sum of £300,000. There was no clause guarding, in 
express terms, against this new loan taking precedence of the Province claim ; 
but there was a singular clause against anything in this or any other Act being 
construed as binding the Province to guaiantee the interest of any loan to be 
raised or debenture to be issued by the Company. 

The length of the road is ninety four miles, besides sidings which extend to 
something like fifteen miles. There were besides a few miles of double track. 
The minimum radius of curvature is 1,432 feet, and the maximum grade going 
north is 60 feet ; going south 62 feet 8 inches. 

The first section of the road, from Toronto to Aurora, SO miles, was opened 
to the public on the 16th May, 1853 ; the next section to Bradford, on the 
13th June, 1853 ; the third ^section to Banie, on the 11th October, 1853 ; 
the branch to Bell Ewart, a mile and a half, on the 3rd May, 1854 ; and be- 
fore the end of that year, the whole line was open for traffic. The first sec- 
tions were opened before the ballasting was done ; and the work was after- 
wards performed when the road was in operation. 

With a view of controlling the navigation of Lake Simcoe, the Directors 
purchased the steamer Morning and the wharves at Orillia and Bradford, and 
afterwards built the steamer J. C. Morrison. 

The original contract with Storey & Co., for construction, was for £579,- 
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175 5s. Od., and a supplementary contract for locomotive stock, general roll- 
ing stock, way station service, terminal depot service, liarbour service, and 
steamboat service brought the amount up to £702,568 Is. 3d. currency. 

Mr. Brunei, C. E. estimated the revenue at £186,000 currency per annum, 
giving a net revenue of £68,000, equal to eight per cent, on the entire cost of 
the road, wharves and harbours. 

The Company received from the Government, in the shape of guarantee, 
£475,000 sterling ; and it paid the interest on the Government bonds issued 
on its behalf, up to the 1st January, 1856 — the original capital account beiilg 
open. The total amou nt i^id under this head, with commission, is £47,- 
924 10s. At first the Province had a firat lien on the whole of the Company's 
line of railway from the City of Toronto to Collingwood harbour on Lake 
Huron, and all the ground belonging to the said Company, enclosed or to be 
^enclosed, and lying between the said termini, together with all the station- 
houses, wharves, store houses, engine houses and other buildings thereon 
erected." Default in the payment of interest on the Government bonds was 
.first made in the amount that became due after the 1st January, 1856, and 
nothing fm^ther was ever paid. In other words, so long as there was original 
capital out o'f which to pay the unearned interest it was paid, but never after- 
wards. 

The want of connection with the Northern terminus, at Collingwood, was 
early felt, and in 1855, the Company, with a view of developing the business 
of the line, entered into contracts for a tii-weekly line of steamers between 
that port and Lake Michigan ports, and a weekly line to Green Bay. Five 
first class steamers were employed, and the charter money paid to them was 
£21,750 currency. In 1865, the income of the Company was £92,372 12s. 5d 
currency, and the expenditure £120,698 2s. Id., showing a loss of £28,833- 
9s. 8d. Next year there was paid on account of the steamboat contract only 
£6,250. On the 24th September, 1856, the steamer Niagara, one of the line, 
was lost near Port Washington, with many lives and a cargo of freight. In 
1858 this line of steamers had become self-sustaining, and the Company de- 
rived a profit of over §10,000 from the connection. They then resolved to en- 
tertain no proposition for future connections with ihe Upper Lakes, which 
would involve any subsidy or guarantee. This determination, together with 
the heavy work of renewal on the line, led to a suspension of the steamboat 
orjjanization between (collingwood and Chicago, causing a trifling falling off in 
the through trade in 1861, but it was scarcely appreciable, being less than 
$2,000, so nearly did volunteer competition, both of sail and steam vessels till 
up the void. Duruig the season of 1862, but not till the first month of the 
navigation was over, four first class propellers maintained and strengthened the 
reputation of the route. This season vessels were scarce on Ontario, and the 
Company suffered seriously with its connections at that end, delays and ac- 
cumulation of freight rendering it liable for damages. These difficulties were 
finally overcome by securing the services of two propellors for the remainder 
of the season, on favorable terms. In 1863 the Company found the American 

• 

carrying trade too fluctuating and hazardous to justify its making any special 
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arrangement with regard to it, and from that time this policy has been car- 
ried out, in connection with the special development of the local traffic. 

The Company owned steamers on Lake Simcoe, which it chartered to 
other parties in the spring of 1856, but the arrungement fell through by Au- 
gust, and the Company ran them for the remainder of the season. 

In 1855-56 the expenditure was £5,475 over earnings. The passenger 
trains ran at the rate of 25 miles an hour, when in motion, and 20 miles in- 
cluding stoppages, and the express trains ran five miles an hour faster ; 
freight trains 15 miles when in motion and 12 miles including stoppages. 

In 1857, " An Act to amend the charter of the Ontario, Simcoe and Huron 
Railroad Union Company,** (20 Vic- c. 143), enacted that so long as the City 
of Toronto shall hold stock to the amount of £25,000, it may appoint one of 
the Aldermen a director of the Company, and the County of Simcoe may, on 
the same condition, also nominate a representative at the Board. ^ 

In 1858, (Vic 22 c. 117) the name of the Company as already stated was 
changed to ** The Northern Railway Company of Canada,'* authority was 
given to call in all the outstanding bonds, exclusive of those granted to the 
Government, and to issue to the holders other bonds, in lieu of them ; and to 
issue £200,000 six per cent, sterling bonds for the purpose of funding the 
floating debt, to extend the works and put the road into efficient working 
order. 

At this period, the order of priority in the capital account of the Company 
was : Govemnient lien £475,000, with (August 1 1859) £116,375 arrears of 
interest thereon, making a total under this head of £591,37*5 stg. Next came 
Company's bonds £243,739 14s. 6d., with unpaid interest theron, £43,434- 
88., a total of £287,174 2s. lOd. Third amount required to cover floating 
debt and place the road in an efficient condition, £250,000. And there had 
been paid on stock subscriptions £169,276 8s. 3d., making a total capital of 
£1,297,825 lis. Id. 

In 1859, an Act was passed, vesting in the crown all the real and personal 
property of the Company, for certain purposes therein set forth. The Govern- 
ment wns to raise an additional sum of $60,000, which, added to the then ex- 
isting claim of the Province, was to be a first charge on the proceeds of the 
sale of the road, the day of this sale being fixed on the then ensuing first of 
August, and the proceeds of the sale were to be distributed among the credi- 
tors, including the Province, in the order of their priority, claims of equal 
rank being paid pro rata, if there should not be sufficient to pay them all. 
The Government took authority to cause the railway to be worked through 
the intervention of the Company or any other party or parties ; but the sur- 
plus after paying working expenses and interest on the claim of the Province, 
was to be paid over to the Company. The Government might become a pur- 
chaser at the sale, for an amount not exceeding its claim. The Government 
might treat with the Company or its bondholders, or both, for the transfer to 
them of the railway and its appurtenances, and allow the new proprietors to 
issue £260,000 of preferential bonds for the repair of the road and the payment 
of the Company's debts, the $60,000 to be advanced, meanwhile, by the Gov- 
ernment to be repaid befoie any other outlay was made. 
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In pursuance of the large additional powers given to the Government, an 
order in Council was passed in May, 1859, in which the Minister of Finance 
declared thei*e was no reasonable hope that any parties would be found to offer 
any con^derable sum of money for the railway, if sold, in which case the 
Province would either be required entirely to sacrifice the whole of their claim 
or to assume the works themselves, and to advance from Provincial func& the 
fiums required to maintain the line. ** He took the ground that in any case, 
it was not desirable to increase the debt of the Province for the purpose of 
aiding the road ; that, for many reasons, it was not desirable, except as a last 
resort, to make use of the power of absolute sale. He therefore recommended 
that the whole property be revested in the Company, on the following^ condi- 
tions : The Company should be allowed to issue £250,000 stg. of first pre- 
ference bonds, which would displace the Provincial lien ; that the advance 
made by the Government in 1856 of £10,000 stg.^ with interest thereon and 
fiuch amount as the Government might now spend in repairs, be repaid be« 
fore the 25th December 1859 ; that the Company repair the line and complete 
the rolling stock ; that £50,000 of second preference bonds be handed to the 
Government in payment of past interest on the Provincial claim. Iji consid- 
eration of the fulfilment of these conditions, the Government was to grant 
priority of dividends over the Provincial claim to the amount of the existing 
debenture debt of the Company, $1,185,834. A curious proviso was inserted 
with regard to the mortgage bonds, amounting to $192,233.33, as some of 
them had been sold below i>ar, the priority, in their case, was only to extend 
to the amount the Company had received, a principle which would certainly 
be pronounced false if apx)lied to the National debt. But the claim of these 
bondholders as against the Company was not to be diminished. The interest 
due on the existing bonded debt was to be postponed to and rank after the 
Provincial claim of £375,000 stg. Second preference six per cent, bonds were 
to be issued to pay off, by way of exchanpje, the existing bonded debt and for 
£50,000 back interest owing to the Province, and to have priority over the 
Government lien. The order of priority, in which the future earnings of the 
railway were to be disposed of, subject to the above conditions, was : 1st, 
Working expenses, repairs and management. 2nd, Interest on first preference 
bonds. 3rd. Interest on second Preference Bonds. 4th, Interest on the 
Provincial Lieu of £475,000 stg. 5th, Interest on arrears of interest due the 
Province. 6th. Interest on the propoi-tion of the mortgage bonds entitled to 
this priority and on the arrears of interest due on the pre-existing bonded 
debt up to the date of the issue of the second mortgage bonds. 7th. Interest 
on the share capital. 

The priority of capital now stood : 1. First Preference Bonds, t250,000. 
2. Seciond Preference Bonds, £223,189 14s. 6d. 3. Government lien, £475,- 
000. 4. Balance of interest arrears due the Province, £50,000. 5. Interest 
aiTcars on Company's bonds, £43,434 8s. 4d. 6. Stock subscriptions amount 
paid, £169,276 8s. 3d. Total £1,297,825 lis. Id. steriing. 

The " Northern Railway Act of 1868" empowered the Company to issue 
third Preference Bonds (class A.) to the amount of £50,000 stg., and to ** ex- 
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X)end the proceeds thereof in the construction of elevators, the increase ard 
extension of rolling stock and other equipment works for the accommodation 
and facilities of the traffic " The new elevator constructed at Toronto has a 
storage capacity of 275,000 bushels, and can elevate and ship 20,000 husheU 
an hour. The elevator wharf, sunk in 15 feet of water, is 490 feet long and 
70 wide, and can store three million feet of lumber for shipment. A new ele- 
vator at CoUingwood, nearly as large as this, was included in the works con- 
structed by these bonds :it will be completed by the 10th August. When the 
road was first built, a breakwater and wharf were constructed at that port, 
for the safety and convenience of the traffic connections. The elevator pre- 
viously used by the Company at Toronto was burned down in the early part 
of 1870. A similar oiisualty happened some years before, in the burning of 
the Company's steamer, ** J. C. Morrison," on Lake Simcoe. The policy of 
owning steamers on that lake has long been discontinued. 

This railway has been of immense benefit to Toronto and the whole northern 
country. It has hitherto been the only road terminating at Toronto, and the 
facilities it has afforded have oi>ened up a new and large lumber trade, on the 
Georgian Bay. 

When Mr. Cumberland became Managing Director in 1859, he changed the 
whole policy on which the road had been worked. Large gross receipts, if 
they left no profit, had no charm in his eyes. He found the through traffic 
had been carried at a loss ; at a loss so great that in the previous year, it had 
more than eaten up all the profits of the local traffic. He informed the pro- 
prietors of his intention, and warned them not to be alarmed if they found a 
considerable decrease in the gross- revenue. He intended to do none but 
paying business ; to touch nothing that did not leave a profit. How thi» 
policy succeeded the following table will show. In 1858, there had been a 
positive loss on the whole business ; in 1859, under the new policy, the total 
receipts showed a decline of nearly twenty thousand dollars ; but this dimin- 
ished revenue brought with it a profit of nearly forty-three thousand dollars. 
The working expenses still bore a very large proportion to the revenue, over 
82 per cent. This item has undergone a constant reduction, till it is now- 
only a fraction over 68 per cent. Every possible encouragement is given to 
the development of local traffic ; sidings being put in wherever there is a pro- 
mise of business to warrant it This policy, which has been eminently suc- 
cessful, might be impossible in a line of great length, where competition rates 
are fixed by the cost of carrying on the most favorable route ; but for 
the Northern there cannot be a question, it has proved the true policy, as 
tested by the touchstone of success. 

Directors. — ^Hon. John Beverley Robinson, President, Toronto ; John A. 
Chowne, Esq., Vice-President and Chairman of London Board, London, Eng- 
land ; Fred. W. Cumberland, Esq., Managing Director, Toronto ; Angus 
Morrison, Esq., M. P., Toronto ; Wm. Ellipt, Esq., Toronto ; Henry Wheeler 
Esq., London, Eng. ; H. M. Jackson, Esq., London, Eng. ; W. D. Ardagh, 
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Esq., Barrie, "Warden County Sbicoe ; Aid. J. J. Vance, for Corporation of 
Toronto. 

Officsrs. — Fred. W. Cumberland, General Manager ; Thomas Hamilton, 
Secretary and Accountant ; C. W. Moberly, Chief Engineer ; Francis Tutton, 
Mechanical Superintendent ; John Harrie, Train and Traffic Master ; Clarke, 
Gamble, Q. C, Geo. D'Arcy Boulton, Solicitors ; Wm. Gamble, Ed. B. Osier, 
Auditors. 

Chief Office for Canada. — Toronto, Ont. 

London Agency. — Messrs. Cutbill, Son & De Lungo, No. 103 Cannon 
Street, London, E. C. 
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TabiJIr exhibiting the Earnings, Expenses, Profit, and Per Centage of Working 
Expenses to Gross Receipts, until the date of re-organization. 





1164. 


185S. 

S1S,435 95 
167,577 6* 


1866. 

289,590 10 
296,065 23 


*18'56. 


tl857. 


1868. 


1859. 


Earnings 

Working Exp.. 


118,387 33 
88,630 M 

29,750 73 


•228,864 13 
186,220 91 


313,291 83 
249,695 54 


261,701 92 
261,717 82 


240,044 Se 
197,199 91 


Profit .... 

Ix)88 


46,858 26 


"6,476 'is 


42,648 22 


63,596 29 


""is 90 


42,844 96 








Per centage of 
working ezp. 
on gr. receipts 


74.87 


78.51 


101.89 


81.82 


79.70 


100.06 


82.14 



* Half-year ending December. 



t Year changed from 30th June to 31st Dec. 
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NORTHERir 

Exhibit of the Rolling Stock, Mileage, &c., also Revenae, Expenditure and 



ROLLING STOCK, Ac, 

Kuiuber of Locomotives .... 
•* Passenger Can,l8t 

ClttftS •••• •• •• •• 

•« Freight (Box) .... 

<« Baggage, Express 

and Mail 

" Platform 

«• Other 

Mileage of locomotives 

Number of feet sawn lumber, 

carried B. M. . . 

** Cubic feet square 

timber 

« Passengers carried 
lYeight, Tons 



REVENUE. 



1859. 
5 Months. 



17 

IS 
110 

4 

160 

15 



Passenger earnings 

Freight, L<ical — 

*• Through . . 

Mails 

Express 

Wharfage 

Storage 

Bents 

Other Sources .... 



Total Earnings 108,92C 41 



• 

88,014 87 

50,768 48 

21,006 86 

1,176 00 



1,074 53 
671 82 



421 85 



EXPENDITURE. 

Psnnanent Wav and Works . . 
Machinery and Rolling Stock 

Operating 

Other Expenses 

Nsw ^orks, Rolling Stock, &c. 



Total Expenditure 
NET REVENUE.. 



Add Unexpended Balance .... 
*' Interest on Deposits, &c. 

jLmount available forlut Div. 



D'et 1st Preference Bonds .... 
'•2nd 

«* 8rd " ** 
" Apprt'n to special works 
" Discounts.Stamps, Arrears 
• of Interest, &c 

Balance on 8l8t Dec. to ::;exi 
year 



Extension of works 

Per cental e of Working Exp. 
on gross receipt;} 



?2,816 18 
14,663 15 
42,5*»0 42 
18,597 89 



93,596 14 



16,880 87 



15,330 37 



1800. 



17 

18 
116 

4 
100 
15 
800,289 



91,68'J 
125,845 



1861. 



• 

83,741 49 

186,085 80 

60,867 62 

8,664 14 



1,424 50 
2,210 42 



578 04 



17 

18 
108 

4 
175 
15 
858,132 

8,667,803 

84,661,692 
100,618 
145,754 



• 

04.072 96 

260.434 98 

48,432 41 

8,454 22 



928 76 
2,880 58 

• • ■ • • 

780 00 



832.967 01 410,939 91 



66,494 22 

37,096 87 

134.893 85 

22,982 62 



260,466 46 



72,500 45 
15,380 27 



74,001 76 

39,661 60 

153,740 35 

11,656 36 



278,068 80 



87,830 72 



26,?K)1 80 
38,111 80 



24,417 12 



87,880 72 



78.22 



181,971 11 

24,417 12 
1,387 38 



157,775 61 



48,048 60 
80,569 63 



1,6S9 12 
27,617 06 



157,775 61 



67.88 



1802. 



IMS. 



18 
18 

iir 


178 
10 
847,249 

27,626,000 

17,988,000 
101,620 
174,845 



• 

96.678 14 

209,006 69 

92,692 70 

3,468 84 

'l',02S 93 
2,112 28 

■ • • • • • 

1,211 84 



18 

19 
117 

4 
186 
14 
859,674 

26,016,000 

21,164,189 
107,882 
145,994 



102,147 08 

276,402 00 

18.205 74 

3,468 44 



],»08 80 
4,194 10 



406,288 02 



65,126 86 

46,205 62 

199,215 S4 

8,106 84 



1,834 60 



406,000 66 



808,053 06 



97,684 96 



27,517 9e 
4,159 5: 



A 28. 
2 *12, 



129,202 44 



64,627 13 
40,807 00 



600 83 
23.327 08 



105,034 46 
8,106 84 

78 08 



40,866 91 
61,000 10 
87,716 02 
82,050 C8 
8,740 12 



220,878 74 



179,727 81 



827 06 

873 04 



216,929 43 



78,000 00 
82,826 80 



10,840 86 

4,896 61 

30,367 77 



215,929 48 
8,340 1 

63.74 



« To which is added $9,442 re-payment of accrued interest on bonds issued under Restor- 
stoxation contract. 
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RAIL^WAY. 

Net Revenue and appropriations of the same, since the date of re-organization. 



1864. 


1865. 


1806. 


1867. 


1868. 


1860. 


1870. 


18 

10 
117 

5 
205 
8 
402,670 

80,409.000 

8,280,475 
104.340 
189,100 


18 

10 
108 

B 

215 

7 
891,£89 

87,128,600 

2,758,049 
105.372 
118,871 


18 

19 
114 

6 

•33 
8 
425,913 

42,956,250 

2,147,327 
137,399 
174,816 


18 

19 
141 

6 
200 
7 
464,290 

44,700,000 

2,713,266 
129,140 
200,668 


20 

19 
147 

6 

270 
7 
431,562 

54,054,000 

1,616,581 
138,695 
194,533 


21 

17 
147 

6 
850 
14 
522,721 

88,855,000 

2,255,388 
145.329 
270,922 


24 

18 • 
145 

7 
415 
20 
626,104 

117,257,500 

1,672.104 
163.250 
296,045 


1 

• 

101,772 02 

883,200 69 

14,884 29 

6,184 52 

• • • • • • 

2,930 16 
6,448 43 

• • • • • • 

2.830 04 


$ 

106,556 76 

340,912 58 

26,338 26 

6.717 78 

tl2,068 08 

4,011 27 

6,085 44 

• • • • • • 

8,108 31 


$ 

123,055 62 

340,118 63 

24,363 05 

0,654 38 

8,923 82 
8,814 62 

• • • • • • 

2,048 64 


• 

186,045 02 

376,823 87 

21,550 75 

0,606 09 

4,'^' 81 
0,133 01 

2,276 70 


$ 

146,901 52 

364.206 86 

12,690 79 

9,707 21 

6,900 64 
7,670 04 

1,984 "88 


$ 

160,786 20 

479.292 12 

8,684 51 

9,670 26 

8,u*:o 05 

0,811 29 
0,416 08 
1,930 46 
1,565 45 


$ 

172,190 96 

505,180 10 

28,828 47 

0,669 6a 

2,061 78. 

2,628 74 

8,897 79 

2,277 50 

1,432 55- 


467,266 15 


506,748 53 


512,874 66 


561,370 25 


550,070 24 


671,076 51 


733,567 52 


66,002 18 
61,656 60 
05,464 00 
81,020 74 
81,088 07 


84,363 26 
61.516 87 
08,668 98 
86,391 8(> 
51,410 05 


104,614 86 
65,451 92 

108,110 00 
85,907 00 
27.928 55 


00,666 84 
75,517 05 
110,835 01 
40.042 80 
80,581 55 


102.563 07 
67.095 07 

116,083 17 
50,151 20 
55,064 08 


111,026 88 
54,819 00 

128,167 85 
44,082 88 

16i,122 40 


130,696 08 
80,183 «& 

160,701 6a 
54,716 50 

136,248 08 


276,132 44 


827,360 OS 


S87,C12 42 


422,442 75 


301,850 29 


502,158 40 


562,866 64 


101,183 71 

86,867 n 
8,681 55 


179,887 63 

88,834 39 
8,129 75 


175,862 24 

80,728 77 
8,120 74 


188,927 50 

42,097 25 
8,129 74 


158,210 95 

28,255 f9 
8.108 22 


168,018 11 

33,657 80 
2,618 45 


171,200 88 

8,217 06 
6,681 47 


281,188 09 


216,352 27 


218,720 75 


184,154 49 


189,569 86 


205,104 86 


181,050 81 


78,000 00 
124,848 20 

88,834 80 


78,000 00 
82,808 80 

20,724 70 
80,728 77 


78,000 00 
82,808 80 

20,724 70 
42,097 25 


78,000 00 
82,808 80 

28,255 60 


78,000 00 
82.898 00 

13 06 
83,657 80 


78,000 00 

124,348 20 

4,628 20 

• • • • • 

3.217 06 


73,000 00 
82,808 80 
16,016 20 

0,185 81 


281,183 00 
81,068 07 

62.25 


216,852 27 
51,410 05 

55.88 


218,720 75 
,27,028 65 

60.26 


184,154 40 
80,581 66 

60.20 


189,560 86 
55,964 08 

6L00 


205,104 36 
164,122 40 

60.37 


181,050 31 
186,248 03 

58.06 



fArrean for postal serrlce sinot reK>rjanixation. 
8 



LONDOISr AND PORT STANLEY 

RAILWAY . 



This railway connects the City of London, Ontario, with Lake Erie, is 24^ 
miles long, with 34 miles of siding, and cost $1,027,928.24. It was com- 
menced in 1854, and completed in Oct. 1856 ; weight of rail per yaM 66 lbs. 
Termini London and Port Stanley. Iron rails, wooden bridges and buildings. 

It is owned principally by the City of London, the Counties of Middlesex 
aiid Elgin, and the town of St. Thomas. The amount of private stock held 
is $27,750. The capital stock subscribed by the municipalities was as fol- 
lows :— City of London $220,000 ; County of Middlesex $80,000 ; County of 
Elgin $80,000 ; Town of St. Thomas $8,500— Total $388,600. The railway 
is now indebted to London as follows : — 1st Mortgage Bonds $175,400 ; Stock 
in Road $220,000 ; Loans on 1st and 2nd Mortgage Bonds $220,000 ; Interest 
&c., $502,126.— Total $1,342,248. 

The building of this road was commenced with a view to the general ad- 
vantage and improvement of the country interested rather than from 
any expectation of profits to be derived directly from its revenue. 
The amount of traffic which was anticipated has not been realized by 
its projectors ; but it has called into existence a competition from the 
trunk lines which has caused a reduction of the freights on farm produce and 
merchandize of fully 50 per cent., thus answering the purpose for which the 
road was constructed, and indirectly has paid a large dividend on the amount 
invested. 

From the geographical and local position of the line, its direct communica- 
tion with the leading thoroughfares in the United States ana Canada, 
forming as it does, junctions with the Great Western and Grand Trunk Rail- 
ways at London, with the Canada Air Line and the Canada Southern at St. 
Thomas, and its terminus at Port Stanley being only about 80 miles from 
Erie and Cleveland and being situated immediately opposite the great coal 
fields of Pennsylvania and Ohio will form a main artery through which the 
coal traffic may flow into the Western part of the Province of Ontario. As 
the land becomes cleared and the sources from which fuel is at present drawn 
become impoverished the value of this Road is expected to increase in propor- 
tion. From the natural increase of traffic that is to be expected, the property 
must increase in value. Should the London, Huron and Brace Railway for 
which a charter was granted last session, b? carried out as there is every like- 
lihood of its being, it also will form a valuable feeder to this road. 

The cost of construction was from the nature of the country through which 
it passed necessarily very heavy, there being heavy cuttings, long embank- 
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ments, and expensive bridges causing an increase in the cost of the road over 
the estimate of fully $400,000. Tne enterprise was therefore placed under 
great financial difficulties when opened, and having no source from whence 
relief could be drawn, it has had to struggle on amidst many difficulties ever 
since. By the economy of its management and the energy of its officers it 
has gradually surmounted its difficulties, and promises during the coming 
season to see its way clear to a brighter future. The road has been remarkably 
free from accident both to person and property. All its original stock of cars 
arCgptill in good working order. During the 14 years it has been running 
only one train has been cancelled and all the trains have been run with 
uniform regularity. 

This Roid cultivates a large excursion business, forming as it does an out- 
let for the populations of the City of London and Town of St. Thomas, to visit 
and ruralize on the shores of Lake Erie, where the Company have extensive 
pleasure grounds. To encourage this class of traffic the rates are necessarily 
very low, not realizing half a cent per mile for each passenger ; but the mana- 
gers have found from a judicious attention to this branch of business that a 
considerable income may be realized with very little extra expense. Occuring 
at a season of the year when the freight traffic is light, without any extra stafif 
or labor these excursions become at once profitable to the road and a boon 
to the public. 

The road is 5 feet 6 inch gauge, but there is no doubt but it will soon have 
to be altered to 4 feet 8 1 inches, as all its connections except the Grand Trunk 
.are adopting that gauge. 

From the last years report we gather the following : 

Earnings Passenger Traffic... 118,439.00 

" Freight Traffic 22,536.73 

" Mails and Express 1,769.11 

Sundries 257.60 

Total Revenue $43,002.44 

Total Working Expenses 30,293.00 

Net Profit $12,709.44 

The train mileage was as follows : 

Traffic 44,906 miles. 

Wood, Gravel and Repairs 3,512 do. 

Total train mileage 48,418 miles. 

The cost for operating the road including repairs, renewals, Fuel, Traffic, 
Superintendence and all expenses 624c. per train per mile. 

General Balances.— Capital Stock $442,340.00 ; Bonds $490^405.00 ; 
Other accounts, &c., &c., $150,800.00.— Total $1,083,545.00 

Per Contra.— Construction to 30th Nov. 1870 $947,349.00 ; Rolling 
Stock $80,579.00 ; Stock and Bonds $36,323.00 ; Current Assets $19,294.00, . 
—Total $1,083,545.00. 
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DraECTORS— .(elected January 1871,) Murray Anderson, J. :^L Cousins, James 
'Egan, John B. Smyth, Thomas Arkell, Eltham Paul, T. M. Nairn, Robert 
Tliompson, John Waterworth. 

President. — Murray Anderson. 

Superintendent, Treasurer and Engineer.— William Bowman, Esq 

Chief Office. — London, Ont 
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<:jobourg and peteeborough 

RAILWAY. 



This road from its very first inception has been a constant series of mishaps, 
•disasters and changes. It was constructed under a charter obtained in the 
year 1852, authorizing the building of the same from Cobourg to Peterboro*. 

The first sod was turned on the 9th February 1853 with a great X'^i^c* 
the citizens of Cobourg turning out en masse, and having a ball and torchlight 
procession in honor of the occasion. The contractor for the building and 
-equipping of it was the late Samuel Zimmerman, at a nominal price per mile, 
but which amount was entirely lost sight of long before the road was half 
finished. The Contractor made demands which the Directors considered ex- 
orbitant and unreasonable, and to which they refused to accede. The follow^- 
ing are extracts taken from the annual Report of the Directors to the Share- 
holders in February 1855. The report of that year commences thus : '* The 
Directors appear before you to-day with their annual Report anxious and dis- 
.appointed. The railway imder their management contracted to be completed 
in July remains still unfinished." Again *' if the Contractor's claims are paid 
in full accordmg to the accounts put in, the cost of the road will greatly ex- 
Nceed the first estimates. '* It appears further by the same report that the claimii 
put in by the Contractor were obliged finally to be paid, and the road was 
>eyentually taken off his hands in a half finished state, he having obtained 
nearly all the ready money the Directors had been able to obtain from the 
Municipal Loan Fund, besides bonds to the amount of sixty thousand pounds 
^sterling. 

The gauge of the road is 5 feet inches, and it was equipped by the Contractor 
with three locomotives, two passenger cars, ten box cars and thirty platform 
cars. The Directors having got possession of the road then went to work to"' 
finish it, but were met at all points with almost insurmountable difficulties 
from the veiy imperfect manner in which the road bed and bridge across 
Itice Lake was constructed. A bridge of three miles in length across Rite 



118 COBOUEO AND PETEBBOROUGH RAILWAY. 

Lake built on piles not sufficiently driven or even properly stayed, half 
way between the towns of Cobourg and ?eterboro*, was one of the difficulties in 
the way, but nevertheless the road was so far completed as to be opened for 
traffic in the month of December 1854. The occasion was celebrated ¥rith 
mnch rejoicing by an excursion trip to Peterboro' ; but short was the gratifi- 
cation of the Directors, for the first winter's frost stopt all running of trains. 

The expansion and contraction of the ice and consequent shoving was so 
great that it entirely destroyed the bridge, thereby stopping all running of 
trains for some considerable time. Indeed it was not till the following spring' 
that the road was sufficiently put in a state of repair to recommence its busi- 
ness traffic. The road only 30 miles in length had by this time cost a sum of 
money falling not far short of $1,000,000, namely £125,000 currency, borrowed 
from the Municipal Loan Fund, and £100,000 sterling of bonds issued^ ber 
sides private stock to the amount of about £4,000. The road was then run 
by the Board of Directors until the year 1857, the whole line not realizing 
sufficient to pay working expenses, and the interest on the sterling bonds, in 
consequence of the constant repairs required on the bridge. 

In 1857, a proposition having been made by Mr. D. E. Boulton to lease 
the road, on terms wliich the Directors considered would enable them to meet 
their interest liabilities his offer was accepted, and he commenced working the- 
road with a fair prospect of success, but just at that time Mr. Fowler had pro- 
jected a scheme of building a branch line from the Port Hope and Lindsay 
Railway at Millbrook to the town of Peterboro, and which by Government aid 
he was enabled to complete. This so materially reduced the traffic of the 
Cobourg Road that Mr. Boulton found it imxK)ssible to meet the engagement 
ho had undertaken. In August 1858, the Bondholders obtained an Act au' 
thorizing them to lake x>osscssion of the Road, which they did, and put it 
under the management of Mr. J. H. Dumble who worked it until January 
1860, when again a change took place. The Road then passed into the hands 
of Messrs. Covert and Fowler as lessees. These gentlemen contracted to make 
the bridge across the Lake a permanent structure by filling in an earth em- 
bankment, but when it was only partially finished, another change took 
place ; the work ceased, and the bridge, which was before in a dilapidated state, 
was left to its fate. The result was that the following winter in consequence 
6{ the movements of the ice and the spring floods the bridge took its departure 
and sailed dovm the Lake ; and thus terminated the existence of the Cobourg 
and Peterboro* Railway, so far as all connection between the towns of Cobourg 
and Peterboro' is concerned. 

Application was again made to Parliament by fhe Bondholders for relief, in 
1862, when an Act of amendment of the Charter was obtained. In the year 
' 1865 it was agnin amended. 

The Railway was finally sold to a Company for the lump sum of $100,000. 
Out of this unpaid liabilities for rights of way and certain jjrivileged claims- 
were paid off, an arrangement was made with the Bondholders for their pay- - 
ment in certain proportions, and all other and further claims and liabilities • 
were wiped out. In 1869 an act was passed by the Ontario Legislature au- 
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thorizing the amalgamation of the Cobourg and Peterborough Railway Com- 
pany and the Marmora Iron Company. The same act authorized the amal- 
gamated Company to issue debentures to the amount of $200,000 United States 
currency at any time within fire years from the 1st January 1869 ; the bonds to 
bear 8 per cent interest per annum, payable half-yearly. On the 18th January, 
1870 the Directors authorized the issue of these bonds in sums of not less than 
$1000 each. They are payable at the Bank of America in the City of New 
York. Of these bonds $137,310.99 were exchanged for the then outstanding 
bonds of the Company, the old bonds being cancelled and the mortgages se- 
curing them released. During 1870, a floating debt of $67,000 was cleared 
off, the bond interest to the amount of $11,750.51 was also paid, along with 
other liabilities. 

. For the first two years the operations of the mining Company met with but 
little success, owing to unexpected and unavoidable mishaps at their mines. 
The work was, however, prosecuted with commendable perseverance and there 
is now a good prospect that all difficulties will be overcome. A vein of ore 
has been struck of superior quality, said indeed, to be equal to the best Lake 
Superior ore ; of this large quantities are now being turned out. This, with 
the very considerable lumber traffic derived from the Company's Mills on the 
north shore of Rice Lake, gives the Railway as much as it can do ; and it is 
hoped that the enterprise has entered at last upon a career of permanent pros- 
perity. 

The line of railway extends from Cobourg to Harwood, 1 4^ miles, with two 
sidings from Main Line into Campbell's and Macdougall's Steam Saw Mills, 
one mile each ; and the unfinished line North of Rice Lake to Peterborough, 
which only requires new rails. A branch line, nine miles in length from the 
Narrows on the River Trent to Blairton, where are the Company's extensive 
and valuable Iron Ore Beds. Total 25} miles. 

The Company has other property consisting of twenty-three thousand acres 
of land in tlie townships of Belmont, Marmora, and Lake, including the Iron 
Mines, the village of Blairton, containing Railway Depot, Engine House, and 
60 tenements built by the Company for the comfortable accommodation of the 
Miners and Employees. Also part of the village of Marmora, with water 
power, saw and grist mills, and buildings, besides sheds, store houses, &c. 

The rolling stock consists of two first-class freight engines ; two second- 
class freight engines ; fifty platform cars ; two second-i^lass passenger cars ; 
one hundred Iron Ore dumping cars. The steamer ** Otonabee" is used to 
carry the ore across Lake Ontario and eight scows are employed for the trans- 
portation of ore and other freight on Rice Lake. There is a steam elevator 
for elevating ore at Harwood, and an elevated dock, erected by the Company 
at Cobourg for the purpose of dumping the ore direct from the cars into 
vessels. 

Receipts, 1869. — ^Received from sales of Iron Ore, $72,960.00 ; for carriage 
of lumber, $17,767.89 ; for carriage of grain and flour, $983.10 ; from miscel- 
laneous freight, $2,283.89 ; received from rents, $790.00. Total, $94,684.88. 
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Expenditures, 1889. — Permaiunt Improvements, - Fifty iron ore damping 
cars, $12,500.00 ; Elevated Dock at Cobourg,$S,000.00 ; Wharf Extension at 
Harwood, $600.00 ; Steam Elevator at Harwood, $500.00 ; Tanks and Tele- 
graph Line, $500.00 ; McDougall*8 and Campbell's Sidings, $2,000.00. Total 
$19,100. Operating Expenses,— Uimng Ore, $21,000.00 ; Operating Road, 
$10,000.00 ; Staff Salaries, $4,000 ; Lake Freights on Ore, $12,000.00 ; Dntr 
on Ore, $4,800.00 ; HandlingOre, $2,400.00 ; Harbour Tolls on Ore, $1,200.00 ; 
Bice Lake Transportation, $3,100.00. Total, $58,500.00. Irtterest.— One 
year's Interest on Bonds, $10,984.00 ; Bank Interest, $2,780.00 ; Grand 
total $91,864.00. 

Managing Director. — ^W. P. Chambliss. 

Superintendent.— James R. Barber. . 

Chief Office. — Cobourg. 
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EUROPEAN AND NORTH AMERI 

CAN RAILWAY. 



A line of Railway to connect St John, on the Bay of Fundy, with Shediac, on 
the Gnlf of St Lawrence, was first projected in 1848. In that year the snm of 
$4,000 was granted by the New Brunswick Legislature towards paying the 
expenses of a preliminary survey, which was made in the following season. 
During the next year a bill was passed by the House of Assembly of that Pro- 
vince, which provided that $600,000 stock should be subscribed by the Pro- 
vince and a like amount by private parties, and that the Province should 
guarantee six per cent interest on the sum of $12,000,000 in aid of the Rail- 
way. This measure failed to secure the sanction of the Legislative CounciL 

It was in 1850 that the project for the construction of the railway took tan- 
gible shape. In that year a Convention, composed of delegates from the 
State of Maine and the Provinces of Nova Scotia and New Brunswick met at 
Portland, Maine, for the purpose of discussing the proposal to construct a rail- 
way to connect Halifax with Bangor, Me. At this Convention, the scheme 
of the European and North American Railway was ap^jrove^ and decided 
upon. Exploratory surveys were made in the same year by authority 
of the State Legislature. 

In 1851 the Act known as the Facility Bill was passed. This Actprovided 
that a subsidy of $1,200,000 should be granted in aid of the enterprise, in the 
shape of debentures bearing six per cent interest, and redeemable in thirty 
years. As soon as $500,000 of capital was paid in by the subscribers to the 
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stock, the Local Goyernment were to issue their six per cent debentures to a 
like amount, the issue in one year not to exceed $500,000. The Board of 
Management was to consist of nine directors, two of whom were to be elected 
hy ballot, (both Houses of the Provincial Legislature voting), to represent 
the Province. 

A contract was entered int^} with Messrs. Peto, Betts, Jackson and Brassey, 
on the 29th September, 1852, by the Government of New Brunswick for the 
construction of the Road. By the terms of this contract, the contractors 
were to build the Railway from the boundary of Nova Scotia, to that of the 
State of Maine for $32,500 per mile. The Province was to take stock to the 
amount of $6,000 per mile, and to loan its bonds to the Company for $9,400 
"per mile. These were preference bonds and were redeemable in twenty years. 
At a special session of the Legislature called the following month, this con- 
tract was duly ratified. 

In the following year (1853), surveys of the whole route were made in Nova 
ficotia and in New Brunswick ; and on the 14th September, the first sod was 
turned by Lady Head at St John, .N. B. Construction was immediately com- 
menced between St. John and Shediac, and prosecuted during that and part 
of the following season, when in consequence of financial embarrassments 
growing out of the crisis that overtook these provinces in common with other 
countries after the close of the Crimean war put a stop to further operations. 

The company of contractors was dissolved in 1856. The Government then 
purchased the road from them for the sum of $450,000, and continued the 
work under their own supervision. In the spring of 1857 the undertaking 
was placed in the control of three commissioners who held office only for a 
few months, when they were succeeded by three other gentlemen. From May 
1858 till June 1865, this board consisted of R. Jardine, R. C. Scovill, and 
George Thomas. 

Prior to the transfer from the first contractors to the Government, as before 
mentioned, the line had been located and surveyed from St John to Shediac. 
Between Moncton and, Shediac a considerable portion was built, and some 
work was done on other parts of the line. On the 1st August, 1856, a contract 
was let for finishing the line between Moncton and Shediac ; this section was 
completed on the next year, 1857. A short piece of three miles, out of St 
John, had been opened on the 17th March, 1857. As soon as a revision of 
the location could be completed, other sections were put under contract, com- 
pleted and opened for traffic at the dates following: — St John to Rothesay, 9 
miles, on 1st June, 1858; Rothesay to Hampton, 13 miles, on 8th June, 1859; 
Hampton to Sussex, 22 miles, on 10th November, 1859; and Sussex to Monc- 
ton, 45 miles, on the first August, 1860, thus completing the whole line from 
St John to Shediac, a distance of 108 miles. 

There was nothing done in furtherance of the project until 1864, when it 
was again revived, and surveys were made under instructions from the New 
Brunswick Government from St John to the American boundary, and from 
Moncton to the Nova Scotia boundary; the former by Mr. Burpee, and the latter 
by Mr. Boyd. Meantime the Government of Nova Scotia had constructed the 
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road from Halifax to Truro, and opened it for tfaffic. Two companies, one in 
Maine and the other in New Brunswick, were incorporated to construct the 
remaining portions of the lino on both sides of the boundary respectively; 
subsidies were also gninted by the legislatures of Nova Scotia and New Bruns- 
wick and by that of the State of Maine. At the commencement of the present 
year, the line to Sackville was formally opened from Moncton, a distance of 
32 miles, and 128} from St John. 

The line from St John to Point du Chene, in Shediac harbour, is 108 miles; 
maximum gradient, 45 feet to the mile; minimum radius of curve, 1584 feet; 
the highest summit is 165 feet above high water in St John harbor; total 
length of straight line, 79^ miles; of curved line, 28| miles; it is a sin^e 
track road of 5 feet 6 inches gauge; length of sidings, 12.9-10 miles. About 
20 miles of rails were laid of the U pattern; the rest was the T rail, of 63 
pounds to the yard, fastened at the joints with cast iron chairs, weighing 28 
pounds each; the sleepers are 9 feet long, 6 inches thick, and of cedar, 
hackmatae and pine; width of road bed, 20 feet on embankments, and 80 to 
32 feet in sidehill cuttings. There are 25 bridges having stone abutments and 
wooden superstructures, the remaining 8 are on piles. 

The capital account was debited as follows, on the 30th June 1870: Cost of 
road and equipment $4,703,385.16 ; Balance to Dominion account $112, 535.82 
—Total $4,815,920.98. The cost of the road is made up of the following 
items :— Engineering $216,878.62; Permanent Way $3,648,653.38; Buildings 
$168,017.75; Rolling Stock and Machinery $407,834.64; Fencing $88,000 ; 
Wharves $93,433.15 ; Miscellaneous Stock $15,512.03 ; Miscellaneous $65,- 
055.59.— $4,703,385.16. 

Working expenses in 1868-69, 69.01 per cent; in 1869-70, 71.42 per cent, 
ofthe gross receipts ; earnings per mile in 1868-69, $1,691.62, expenses $1,- 
168,05 ; earnings in 1869-70, $1,539.82, expenses $1,099.87. 

The maximum per centage of useful load to dead weight canied was in 1864, 
37.96 percent. ; in 1865, 35.19 per cent. ; in 1866, 25.81 per cent ; in 1867, 
36.82 per cent. ; in 1868, 36.77 percent. ; in 1869, 36.81 per cent. ; in 1870, 
36.02 per cent* 

The Railway was transferred to the Dominion Government under the terms 
of Confederation, and is now operated on behalf of the Receiver-Greneral of 
the Dominion, under the immediate superintendence of Lewis Carvell, Esq. 

Officers. — Lewis Carvell, General Superintendent ; Alex. McNaughton, 
Accountant : James Coleman, Transportation Master ; Gavir R^nne, ^ Track 
Master. 

Chief Office — St. John, N. B. 



WESTERN EXTENSION RAILWAY. 



This Line is a part of the ** Emopean and North American*' system, heing 
the extension of that Railway from St John westward to the Boundary of th® 
State of Maine. It is under the management of a Company having separate and 
distinct corporate powers, obtained from the Legislature of New Brunswick. 
The portion of the same road on the American side is under the management 
of another Company chartered by the Legislature of Maine. The Western 
Extension touches tht boundary at Vanceboro, whence the line is continued ta 
Bangor, Me. On the American side the road is open from Bangor to Matta- 
wamkeag, a distance of 58 miles ; the remainder of the line between Matta- 
wamkeag and Vanceboro — the junction of the American and Canadian lines — 
is under construction, and is being pushed forward with vigor; it is expected 
that it will be completed by the Ist October next. When this connection is 
made a through line of travel and traffic will be opened betwetn the railways 
of the United States and those of the Dominion in the Maritime Provinces. 

Construction was commenced in August, 1867, and the Line was opened for 
traffic in August, 1869 — showing that the enterprise was taken hold of by 
energetic hands, and pushed rapidly forward to completion. 

Length of Line, 88 miles, sidings 2 miles— total, 90 miles. Weight of rail 
66 lbs. to the yard ; gauge 6ft. 6in. All the longer bridges have iron super- 
structures. 

The capital stock was subscribed as follows : — 

By the Government of New Brunswick $300,000 

By Individuals in United States 260,000 

By Individuals in New Brunswick 193,750 

By the City of Saint John .60,003 

Total ^803,750 

The amounts of the above subscriptions paid in 
are — 

Government of New Brunswick |;300,000 00 

Individual subscribers (N. B.) 120,463 74 

City of St. John 60,000 00 

$480,463 74 
Add unpaid 323,286 26— $803,750 

The $260,000 subscribed in the United States is held by the contractors for 
building the road ; and it is reported that when they are settled with, that 
amount will be entirely absorbed. Difficulty has been experienced in. 
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realizing the subscriptions of private parties in New Bmnswick, and nearly the 
whole amount unpaid is in litigation, the subscribers having repudiated their 
liability to pay. One of these cases was tried in January, 1871, resulting in 
favour of the Company ; but it was appealed, and will be argued ia June 
next. 

The Company have authority to issue bonds to the ameunt of about 
$2,000,000. Of this amount $1,716,961 26 have been issued up to the Slat 
Hay, 1870. These were principally negociated in London, Eng., for iron and 
cash ; they are in denominations of £200 stg. each, with interest coupons^ 
payable on 1st January and July at the rate of six per cent per annum at the 
. banking house of J. S. Morgan & Co, London, England. 

Under an Act of the Legislature of New Brunswick, passed in 1864, the 
Company is entitled to a subsidy of $10,000 per mile, and as the length of the 
road is 88 miles this subsidy amounts to $880,000 ; of this amount $830,000 
had been received up to January, 1871. 

The road is in want of good actual sidings, the cars having to load, in many 
places, on the main track. This want will be supplied in part at least by the 
expenditure for tliat purpose of the sum of $10, 000, which amount represents 
the net profit on the first year's operations. 

The total expenditure on capital account up to the Srd May, 1870, was 
$2,692,894 51. 

Itolling Stock, — Number of Locomotives, 6 ; Passenger cars, 4 ; Freight 
cars, 115 ; Baggage cars, 2 ; Mail and Express, 2. 

Mileage of Passenger cars (year ending Dec 1st, 1870), 188,198; Freight 
cars, 215,856 ; Locomotives, 64,413 ; Passengers carried (number), 50,766 ; 
Freight, tons, carried, 83,329. 

RevenxLe (year ended Dec. 1st, 1870). — Passenger traffic, $39,062 74 ; Freight, 
$26,515 65; Express, Mails and Sundries, $4,383 84. Gross earnings, 
$69,962 23. 

Oross Expenditure— Z^^t^^^ 61. 

General Balances,— C&pital stock, $803,750 ; Bonds issued, $1,716,961 26 ; 
Bonuses, $800,000 ; Other accounts, &c., &c., $108 83. 

Per CoTi^m.— Construction, $2,583,914 60 ; Rolling stock, $108,97^ 91 ; 
Stock, $323,286 26 ; Current assets, $304,639 32^ 

Direct* (elected 15th June, 1870). — Alexander Jardine, Esq., Major W. 
B. Robinson, Lewis Carrell, Esq., Hon. Thos. R. Jones, and James R. 
Reed, Esq. 

Officers, — ^Alexander Jardine, President ; T. Barclay Robinson, Secretary- 
Treasurer ; C. N. Skinner, Solicitor; E. R. Burpee, Manager; H. D, 
McLeod, Superintendent. 



INTERCOLONIAL RAILWAY. 



The project of a railway, connecting Quebec with the seaports of Halifax and 
St John, has been long cherished as a necessary connecting link between the 
British I'rovinces of North America. Though agitated at various times, the 
idea only took practicable shape when the present confederation was deter- 
mined upon and arranged at Quebec, and by the 145th section of **The British 
North America Act, 1867," commonly called the Union Act, the construction 
of the railway was made obligatory upon the Government and Parliament of 
Canada. 

A good deal of time and money have been spent in surveying different routes 
and examining the country through which the road is to pass. Three principal 
routes were surveyed, known as the "Frontier," the "Central," and the 
"Bay Chaleurs" routes. A table extracted from Mr. Sandford Fleming's 
report, shows the distances by the different surveys (fifteen in number), between 
River du Loup and St John and Halifax. 

TABLE OF COMPARATIVE DISTANCES FROM RIVER DU LOUP 

TO ST. JOHN AND HALIFAX. 



TO ST. JOHN. 


TO HALIFAX. 


BOVTES. 


No. of 
line. 


Railway 
Built. 


Not 
Built. 


Total. 


Railway 
Built. 


Not 
Built. 


Total. 


Frontier Routes 

Central Routes.... 

Bay Chaleurs 

Routes 


1 
2 
3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

18 
14 
15 


27 
45 
00 

00 
00 
37 
77 
37 
77 
96 
37 
77 

87^ 

96 

96 


292 
305 
301 

326 
328 
343 
349 
307 
313 
326 
323 
329 

387 
377 
390 


319 
350 
301 

326 
328 
380 
426 
344 
390 
422 
360 
406 

424 
473 

486 


184 
202 

157 

157 
157 
120 

80 
120 

80 

61 
120 

80 

120 
61 
61 


401 
414 
410 

435 
437 
452 
458 
416 
422 
435 
432 
438 

496 
486 
499 


585 
567 
561 

592 
594 
572 
538 
636 
502 
496 
552 
518 

616 
547 
560 







The route adopted is that known as the North Shore or Major Robinson's 
lonte, and is No. 15 of the above table. In compliance with addresses pre- 
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sented to the Imperial Government about 1845 by Nova Scotia and New 
Branswick, the Imperial Secretary of State offered to have the Line surveyed 
by an officer of the Boyal Engineers provided Nova Scotia and New Bruns- 
wick would share the exx>en8e. This offer was accepted and Major Robinson's 
report was the result. The proposed railway will therefore run from HalifiEuc 
to Truro at the head of the Bay of Fundy, passing over the Cobequid Hills, 
and on and near to Amherst and Bay Ycrte, crossing from these over to the 
River Ri^'hibucto and Miraniichi , then by the valley of the north-west Mira- 
michi and Nipisguit River to Bathurst ; then along the shore of the Bay 
Chaleurs to the Restigouche River ; then by the valley of the Matapedia over 
the River Metis ; then along the banks of the St. Lawrence, at a distance of 
eight or twelve miles from the south shore to Riviere du Loup. The distances 
to Halifax by this line are estimated as follows : — 

Miles con- Not con- TotaL 
structed structed 

From Riviere du Loup, by Metis, 

Matapedia, Dalhousie, and 

Bathurst to Muncton 390 390 

From Moncton to Truro 109 109 

From Truro by Railway to Halifax. 61 ... 61 

Total 61 409 660 

Very different views seems to prevail as to the desirability of the different 
routes. It is admitted, however, that the objects arrived at by the construc- 
tion of the Line were political as well as commercial ; and in view of the de- 
cided stand taken by the Imperial Government, whose guarantee was asked 
and offered to facilitate the raising of the necessary funds, it is difficult to 
understand how any other route could have been chosen. 

The Duke of Buckingham's despatch, dated 22nd July, 1368, is as follows : 
** I have received your Lordship's telegraphic message that the route by the 
Bay of Chaleur has been selected by the Canadian Government, as the one to 
connect Tmro with Riviere du Loup, and thus complete the Intercolonial 
Railway. I understand three routes to have been under the consideration of 
the Government of Canada, namely : one crossing the St John River, either 
at "Woodstock or Fredericton ; the second in a more central direction through 
New Brunswick, and the third following the line selected by Major Robinson 
in 1848. The route crossing the St John River, either at Woodstock or 
Fredericton, is one to which the assent of Her Majesty's Government could 
not have been given ; the objections on military grounds to any line on the 
south side of the St. John River are insuperable. One of the main ad- 
vantages, sought in granting an Imperial guarantee for constructing the rail- 
way, would have been defeated if that line had been selected. The remaining 
lines were the central line, and that following the general course of the route 
surveyed by Major Robinson ; and Her Majesty's Government have learned 
with much satisfaction, that the latter has been selected by the Canadian Grov- 
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ernment. The communication which this line affords with the 6ulf of St. 
Lawrence at various points, and its remoteness from the American frontier, 
are conclusive considerations in its favor, and there can be no doubt that it is 
the only one which provides for the national objects involved in the under- 
taking." 

On 12th April, 1867, an Act was passed by the Imperial Parliament 
authorizing the Commissioners of Her Majesty's Treasury to guarantee a loan 
not exceeding Three Millions Pounds Sterling, at a i-ate not exceeding four 
per centum per annum, to assist in the construction of the Railway, and pro- 
viding that the guarantee should not be given unless and until the Parlinment 
of Canada should, within two years of Confederation, pass an Act providing 
to the satisfaction of one of Her Majesty's principal Secretaries of State, as 
follows, viz, ; — 

I. For the construction of the Railway. 

II. For the use of the Railway at all times for Her Majesty's military and 
other service. 

III. Nor unless and until the line on which the Railway is to be con- 
structed, has been approved by one of Her Majesty's principal Secretaries of 
State. 

On 21st December, 1867, an Act was passed by the Parliament of Canada 
for the construction of the Intercolonial Railway. The Minister of Finance 
then placed a loan of Two Million Pounds Sterling upon the London market, 
seventy-five per cent thereof having the Imperial guarantee, and twenty-five 
per cent being without it ; and the whole was taken up at once on favorable 
terms. 

On 11th December, 1868, in terms of the Intercolonial Act, four Com- 
missioners were appointed to construct the Railway. The Board consist of 
Aquila Walsh, Esq., M. P., Nortli Norfolk, Chairman ; the Hon. Edward 
Barron Chandler, member of the Legislative Council of New Brunswick ; 
Charles John Brydges, Esq., Managing Director of the Grand Trunk Railway, 
and the Hon. Archibald Woodbury Whelan, Senator. 

The whole length of Railway from R iviere du Loup to Truro, (including 
eight miles of the European and North American Railway and the Eastern 
Extension Railway thirty-seven and a quarter miles) is four hundred and 
ninety-nine and a half (4994) miles 

The Railway (which is being constructed under the superintendence of 
Sandford Fleming, Chief Engineer) has been let in sections, and all the work 
is now under contract. These contracts include clearing, grading, fencing, 
and bridging, except in the cases of the bridges over the rivers at Trois 
Pistoles, Metis, Restigouche, Nepissiqui, the two branches of the Miramichi, 
and Folly River. The bridges are all to be of wood, except at the places 
named, and the contracts do not include the iron superstructures at these 
places. The entire line is to be laid with steel rails. 

The aggregate amount of the contracts for the wl\ple line, including pur- 
chase money of the Eastern Extension Railway, is $10,513,791. 

The line is completed from the European and North American Railway to 



128 NEW BRUNSWICK AND CANADA RAILWAY. 

Amherst ; and rails will be laid npon a number of the more advanced sectionff 
daring the season of 1871. The rolling stock is l)eiug prepared by varioiis 
paities who have contracted. 

The Intercolonial Railway will connect with the Grand Trunk at Riviere da 
Loup ; and being of the same gauga as the Grand Trunk (5ft. 6in.) freight and 
passengers can be sent from one end of the Dominion to the other withoat 
transhipment so soon as the Railway shall be completed. 



NEW BRUNSWICK AND CANADA 

RAILWAY. 



A number of inhabitants of the town of St. Andrew's in the County of 
Charlotte, Province of New Brunswick, convened on the 6th day of October, 
1836, and formed an association under the appellation of the " Saint Andrews 
and Quebec Railroad Association" for the purpose of promoting the interests 
of a railway from tbe town of St. Andrews on the sea coast to the City of 
Quebec in Lower Canada, a distance of 195 miles. The former town was in- 
tended to be a winter port for the trade of the St. Lawrence. 

The estimated cost of the road at that time, by making use of the flat rail 
which was then in use in the United States, was £5,000 per mile. 

A deputation of two gentlemen was sent by the Association to the British 
Government in January, 1836, seeking aid, and they succeeded in obtaining a 
grant of £10,000 from His Majesty King William the Fourth, to be expended 
in a thorough exploration and survey (through a wilderness), which was com- 
menced in June, 1836. On the 27th August the sum of £2,000 was received 
from England and deposited in the Charlotte County bank, this 1>eing the first 
instalment of the £10,000 grant. About the same time the Secretary of 
the Association received a letter from the Government prohibiting further 
explorations, owins; to a representation from the United States, until the ques- 
tion of the north eastern boundary between Maine and New Brunswick 
should be settled. 

Further proceedings on the part of the Association were now held in abey- 
ance and remained so until 1845, that memorable period of the great railway 
and commercial panic throughout England when the speculative '' King 
Hudson" was approaching the zenith of his popularity. It was during this 
period that the " Great Northern American Railway" was projected to connect 
Halifax and Quebec for the purpose of carrying troops and mails, but this 
scheme did not meet with success. The British Government expended the 
sum of £12,000 in explorations on this route between those cities. 
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The eastern boundary of Maine was settled by the Ashburton treaty in 
1842, and the Association again revived. In the month of December 1845, a 
subscription list was opened. The capital stock of the Company was divided 
into 30,000 shares of £25 each. Over £41,000 was subscribed in the County of 
Charlotte. The Directors decided not to commence operations until £100,000 
stock was taken. 

On the 17th Mai-ch, 1847, at a meeting of Directors, Captain J. Robinson, 
R. N., and Moses H. Perely of St. John, were appointed agents and sent to 
England to dispose of shares and to effect a loan. These gentlemen succeeded 
in disposing of a number of shares and formed a Board of management. An 
agreement was entered into ami signed by representatives of the Provincial 
and English shareholdei-s on the 15 th July 1847, and the capital stock of th 
Company was divided into two classes, " Class A," consisting of 4,000 shares, 
to pi^rties not being on the Continent of North America, and " Class B," con- 
sisting also of 4,000 shares, belonging to ]>arties resident in New Brunswick, 
or elsewhere on the Continent of North America. Scrip certificates to be 
issued to Class A shareholders on payment of the deposit of £2 sterling per 
share, being equal to £2 10s. per share cuirency. Interest after the rate of 
£5 per cent, per annum, to be paid by the Company to the proprietors of 
shares in Class A until the completion of thi road from St. Andrews to Wood* 
stock. During the first ten yeara after completion, the clear profits arising 
from the traffic of merchandize and passengoi-s, together with such sums of 
money as n^ight be received from the Legislature of New Brunswiclc, to be 
applied in payiflg to the Class A and B shareholders a dividend of five per 
cent on the capital subscribed for by them ; and any residue capital to be 
divided amongst all tjio shareholders proportionately ; the Class A in all 
cases not to receive less than five per cent, dividend for a period often years 
after opening of road for traffic. After the expiration of this period, the clear 
profits arising from the road to be divided amongst all the shai*eholders with- 
out any preference to Class A. 

The Company to be represented by twenty Directors, thirteen in New 
Brunswick, and seven in England. No call should be made on the Class A 
shareholders before 1st day of January, 1848. In the event of the 4,000 Clags 
A shares not being fully subscribed for before this period, such of the Class A 
who desired it would have their deposit money returned without any deduc- 
tions, but without any interest, and shall have no fiirther interest whatever in 
the Company. 

The estimated cost of building the line from St Andrews to Woodstock wag 
£160,000. An estimate was also made of the probable earning and expendi- 
ture and a net profit being equal to 20 per cent on the capital was the result. 

♦At a meeting of Directors held the 21st fAugust 1847, it was decided to 
commence operations as soon as possible and to engage a competent engineer 
at once. 

On the 25th October another meeting was held and tenders for masonry and 
bridging the first 4 miles were invited. The groundj was first broken in rear 
9 
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of the town of St. Andrews in November of the same year, and the work com- 
menced by day hiborers. 

Durin^X the month of March a Committee of the Legislature recommended an 
issue Provincial Scrip to the extent of £60,000, redeemable in forty years, upon 
the stock amounting to £150,000 being paid in. The Province also to guar 
untee sixper cent for 25 years on £100,000. A giant of 40,000 acres of land 
in nltei-nate blocks, was also recommended. On the 24th of April the Legis- 
lature and Council passed the Facility Bill granting the above guarantee and 
20,000 acres in alternate blocks. 

Owing to delays and difficulties operations were almost entirely suspended, 
and in February 1851, the Company again advertised for tenders On the 
15th April a contract with the Messrs. Myers was signed for grading the first 
ten miles from St. Andrews. 

The Boaixl of Directors made a conditional contract with the Messrs. Myers 
on the 18 th June to build the entire line to Woodstock in eighteen months 
from date, for the sum of ten thousand dollars per mile. This included grad- 
ing, bridging, laying ties, and rails, the Company delivering the latter at 
St. Andrews, and all the necessary rolling stock required by the contractoia. 
During the month of August the first grant of 10,000 acres from the Govern- 
ment was conferred upon the Company and conveyed to the Managing Direc- 
tor at London for the benefit of Class A shareholders. 

On March the 11th the first cargo of rails and a locomotive and tender 
named '* the Pioneer" arrived from Newport, and during the month of April a 
second cargo of rails arrived. At the time this cargo arrived the Company 
liad not sufficient means to pay the freight and were obliged to offer a mort- 
gage payable in two months, which was agreed to. 

His Excellency the Lieut. -Governor appointed a Committee of the Attorney 
and Solicitor General to investigate the accounts of the Company. Thei. 
statement was dated 5th November, 1851, which showed a deficiency of capir 
tal amounting to £101,294. 

The td^ expenditure amounted to £85,614, about 22 percent, of which 
ampunt was absorbed by the two Directories law and interest account. The 
liabilities of the Company at this date were £5,435. 

There still remained 70 miles to build, estimated at £2,300 

per mile...: £161,000 

Rolling Stock and stations estimated at 10,000 

Adding 20 per cent, for contingent expenses in England and 
the Province, Law, Inter&t, &c 84,200 

Total Sterling £205.200 

Beeources of the Company were 

Balance due on Class A Stock £66,907 

" " Class B •* 36,886 

Grant of Lands 20,000 acres at 10s 10,000 

118,798 

Leaving a deficiency of. ....£94,407 
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The grant of lands was not available unless a sufficient expenditure wa» 
proved by the Company to entitle them thereto ; and therefore such a resource- 
was entirely conditional upon stock being paid up. 

Notwithstanding this state of affairs the Company seem to have been de- 
termined to struggle for the completion of the work. In the autumn of 1851» 
they made a contract for the completion of the line, but the security being- 
unsatisfactory the work was not performed. 

In March 1852 the London Board made an advance of £4,000 sterling ty 
the Company to meet their liabilities in the Province, and, two months after, 
the Company entered into a contract with Messrs. Sykes k Co., to build 
the road from the end of the first 10 mile section to Woodstock, a distance of 
seventy miles, for the sum of £161,000 sterling. On the 4th of June the 
turning of the ** first sod" on the new contract was celebrated, and in a short 
time the work was commenced and pushed vigorously. Money was coming in. 
freely and the affairs of the Company seemed to be in a more prosperous con- 
dition, but this happy state of affairs did not last very long. In Sept. 1853, tho 
local and English Board of Directors who had acted harmoniously up to this date- 
unfortimately had some misunderstanding, and a Mr. Byrne was sent from Eng- 
land to arrange matters then in dispute. The breeze between the two Boards, 
had scarcely subsided into a ctiltn, when signs of a threatening squall arose 
between the local Board and the contractors. The latter demanded an ar- 
bitration on disputed claims which was waived by the payment of £1,500, 
but this did not seem to satisfy tlie Contractors. The Board then served a 
notice preparatory to making an entry under the contract At this time there 
were only about 25 miles finished. After the ComiMiuy came into possession 
of the line the next difficulty was how to proceed with the work and furnish 
the means for so doing. Various Board meetings were held up to January 
10th, 1855. At this date Mr. Byrne on behalf of Class A proposed to tak& 
the whole charge and control of the road to Woodstock, but this it seems was 
not accepted. Matters again apparently came almost to a dead lock. Fre- 
quent meetings of the Board were held with but little progress except getting 
several Acts passed by the L<%islature to enable the Company to transfer 
their stock and get an extension of time. 

At a general meeting of stockholders on the 6th May, 1856, after the elec- 
tion of Directors, it was resolved to authorize a transfer of the corporate- 
powers, &c., of the Company to Class A* shareholders, or to a Company formed 
in accordance with a scheme agreed to by the Class A Board of Directors and 
also those of the Class B. 

About this time a new Company was formed in England for the completion 
of the railway to Woodstock, and at a meeting held on the 18th October the 
representatives of the three different Companies were present and a deed of 
transfer was made to the new Company. Mr. Julius Thompson was appointed, 
manager. The new Company commenced operations at once by letting con- 
tracts for repairs, ballasting, &c. 

On the 1st October 1857, the road was opened to a distance of 34 miles, and 
in December 1858, to Canterbury, a distance of 65 miles. Mr. Thompson waa 
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succeeded as manager by Mr. Henry Osbum, who concladed a contract for the 
completion of the line to the Richmond terminus on the main road between 
Woodstock and Houlton, which was opened for traffic in .July, 1862. The 
contractors wei*e x»aid in first mortgage bonds, at 20 i>er cent, discount^ bearing 
6 per cent interest. On account of the great difficulty experienced in floating 
these bonds the Company were obliged to suspend operations, but by tem- 
poraiy bridging in lieu of embankment they succeeded in getting the rails laid 
to the terminus. 

In consequence of the inability of the Company in England to meet the 
amount of interest on the Mortgage bonds, the Manager, Mr. Osburn, was also 
appointed Receiver in 1863, (and still holds this position) on the part of the 
bondholders, and the line has since been worked for their benefit ; but as 
the Comiiany then owned so small a quantit}'' of rolling stock, and the line 
being left unfinished under the last contract, it became necessary to expend 
from year to year, in addition to the cost of maintenance, large sums out of 
the earnings in completing the earthworks, masonry and ballasting, and for 
increasing the rolling stock and machinery, for repairs to locomotives, &c., 
the balance of excess being held by the bond holders. Since the opening of 
the main line, two branch lines have been opened and are now run over — one 
from Saint Stephen, 19 miles in length, opened January, 1866, the other from 
Woodstock, 11 miles, opened in September, 1863. These branches were 
built by provincial Companies facilitated by the Local Government Subsidy 
Act, passed 11th Ai^ril, 1864, which granted a bonus of $10,000 per mile, in 
aid of the construction of proposed railways therein mentioned. 
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Permanent Way, — Length of Line, 88 miles; Length of Branches, 38 miles; 
Length of sidings, 12 miles. Total length, 138 miles. Weight of Kail per 
yard, 56 lbs. ; Gauge, 6 feet 6 inches ; Termini of Main Line, St. Andrews 
and Richmond ; Termini of Branches, St. Stephen, Woodstock, N. B., and 
Houlton. The amount expended on construction up to 1869, $2,500,630. 

Officers. — Henry Osbum, C. E., General Manager ; J. P. Crangle, Super- 
intendent ; N. T. Greathead, Cashier ; A. E. Julian, Ticket Agent. 

Chief Office — St Andrews, N. B. 
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WINDSOR & ANNAPOLIS RAIL 

WAY. 



During the year 1864 the Nova Scotia Government propounded a new policy 
for the extension of this line from Windsor to Annapolis. The latter is a 
small town on the Bay of Fundy, which was once the capital of British North 
America, and was settled in 1605 by the French. The features of this policy 
may be stated thus : 

1st. The right of way valued at £60,000 or £70,000 was granted by the 
Counties through which it passes to the Company, with the privilege of pos- 
session as recj[uired, regardless of indemnity. A special tax to be levied on 
the Counties for the payment of the same. 

2nd. The free use of timber and stone on the Government lands. ^ 

3rd. The free use of the Government Railway and wharf at Halifax for the 
transport of all material supplies, &c., the Company being only at the ex- 
pense of handling. 

4th. Rebate of all duties, imposts, &c., on material used in construction. 

5th. The sum of £32,000 in cash to make the construction of the bridge 
over the Avon. A bonus of £188,600 in 6 per cent, bonds, payable as the 
work progresses. Those items and subventions amount to over £3,500 per 
mile as an actual gift and totally irrespective of the receipts or ownership of 
the railway which are for the sole benefit of the Company. 

On the above basis a Company was formed, and on the 25th October, 1865, 
a contract between the Chief Commissioner of Railways and Edwalrd Harris 
and F. T. V. Smith, on behalf of Messrs. Knight & Co., of London, England, 
the work to be commenced by the first of May following, and the road to be 
completed and ready for traffic on the first May, 1868. This agreement was 
confirmed by George Knight & Co., but the ailed to commence the work 
and the agreement was cancelled. 
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On the 22nd of November, 1866, Messrs. Tapper, Henry & Ritchie, then in 
England, having been authorized by an order in Conncil, and acting on behalf 
of the Chief Commissioner of Railways, entered into an agreement with Messrs. 
Punchard, Barry k Clarke, by which the latter were to construct the works 
which were to become their property, the work to be ^commenced not later 
than the 1st January, 1867, and to be fully completed on or before the first of 
Dec, 1869. 

This^line passes through the Annapolis valley, which is one of the oldest 
settled and richest parts of the Province, connecting with the Nova Scotia 
Railway at Windsor, 45 miles from Halifax, and at Annapolis with a line of 
steamers to St. John, New Brunswick, a distance of about 60 miles, making a 
total distance between Halifax and St. John of 190 miles. 

The road was partially opened on the 11th August, 1869, and completed on 
the 18th of December of the same year. During the first six months the 
line was by agreement worked for the benefit of the contractors. I'he length 
of the main line is 84 miles, with 8 miles pf sidings. The gauge is 5 feet 6 
inches. The rails are fish-?ointedj and between Windsor and Kentville they 
weigh 67 lbs per yard, and the remainder of the 'distance they are lighter, 
weighing only 52 lbs. per yard. The rolling stock is substantially constructed 
and consists of nine locomotives, twelve passenger and 120 other cars. The 
most important feature of the Line is the iron bridge over the Avon at Wind' 
sor, where the tide rises over 40 feet. The bridge rests on stone piers. There 
are nine spans of lattice, iron girders. The total length 18 1,130 feet. The 
total amount expended on constnictiou account amounted to £542,832 sterling 
on the 30th June, 1870. 

Directors. — George Sheward, liord Allan Churchill, Colonel Cole, Albert 
Ruardo, Francis Lothell, John A. Bastard. 

Secretary. — C. A. Talbot, Westminster Chambers, Victoria Street, 
London. 

General Manager. — ^Vernon Smith, Kentville, If ova Scotia. 

Chief Office — Kentville, N. S. 
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CANADA SOUTHERN RAILWAY. 

(projected.) 



This line is located through the southern ten Counties of the Province of 
Ontario, an exceedingly prosperous agricultural district Its eastern ter- 
minus is at the Intercolonial Bridge now being constructed over the Niagara 
River at Fort Erie, and its western termini are at Amherstburg, on the 
Detroit River, and at Moore, by a branch line of 60 miles, on the St. Clair 
River. The distance from Fort Erie to Amherstburg is 229 miles, and to 
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Moore 183 miles. It is intended to connect witli the Michigan Southern and 
i;he Michigan Air Line on the west, and with the New York Central and Erie 
Railways on the east. The total length of line to be constructed is 289 mile& 
It is claimed by the promoters of this road that it is the shortest route from 
Buffalo to Chicago by 28 miles, as compared with the Canada Air Line, which 
is shorter again by 12 to 20 miles than any other route. Great stress is laid by 
the promoters upon the fact that 96 per cent, of the line is straight, with no 
-opposing grade exceeding 15 feet per mile. 

Mr. Courtwright, the President, states the financial scheme in this way : — 

ASSETS. 

Capital stock $10,000,000 

Capital stock subscribed. 2,000,000 

Leaving unsubscribed §8,000,000 



First mortgage, 7 per cent, sinking fund bonds $9,000,000 

Bonuses from municipalities 500,000 

Cost of the road and equipment 14, 500,000 

Commissions, expenses and contingencies 1,500,000 

§16,000,000 

He estimates the annual gross receipts of the under- 

takingat §5,000,000 

The working expenses, at 55 per cent 2,750,000 

Leaviugnet. §2,250,000 

From which, deducting interest on the bonds, (§712,000), leaves a net 
estimated revenue of §1,538,000. The subscribers to the §2,000,000 capital 
are offered the option, and decUre their intention to take six millions addi- 
tional of the capital stock, the bonuses, the proceeds of the two million 
dollars 8ubscril)ed, and §8,000,000 of bonds, and furnish the necessary means 
to carry out the undertaking. It is the design of the promoters to have the 
road completed by the 1st of January, 1873. 

It is to be built and equipped in first-class manner throughout. The track 
will be of the best Bessemer steel rails, weighing CO pounds to the yard, with 
2,500 cross ties to the mile, laid with 6hairs and fish-joint, and upon gravel 
ballast The gauge is the American standard, viz. : 4 feet 8i inches. Grading 
was begun last October on all heavy work, and is progressing rapidly. Tho 
bridging is all under contract and the timbers mostly on the ground. 

The municipalities that have voted bonuses to this enterprise as follows : — 
Elgin, §200,000; Kent, §80,000; St Thomas, §25,000; Amherstbuig, 
§15,000 ; Anderson, §15,000 ;'l'ownsend, §30,000 ; Deerham, §15,000 ; Nor- 
wich, §15,000 — making altogether close upon §400,000. Bonuses have been 
asked from other municipalities. 

Trustees of the municipal bonuses have been appointed are as follow: — Hon. 
Wm. McDougall, A. McKellar, M.P.P., and Hon. H. Killaly. 
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Directors — Slilton Coiirtriglit, Erie, Pa. ; John F. Tracy, Chicago ; Daniel 
Drew, New York ; Sidney Dillon, New York ; William L. Scott, Erie, Pa. ; 
Wm. A. Thompson, Queenston, Ont. ; John Rosa, New York ; 0. S. Chapman, 
Boston, Mass. ; Benjamin F. Hain, New York. 

Officers — Milton Conrtwright, President, Erie, Pa. ; N. Kingsmill, 
Secretary, Toronto ; M. H. Taylor, Treasurer, Fort Erie ; F. N. Finney, Chief 
Engineer, Fort Erie ; "William J. McAlpine, Consulting Engineer ; Crooks, 
Kingsmill & Cattenach, Solicitors, Toronto ; Charles J. Trary, Solicitor, New 
York. 

Chief Office — Fort Erie, Ont. 
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LONDON, HURON & BRUCE RAILWAY. 

(projected.) 



It is proposed to huildr a line from the city of London, Ont., to some point 
on Lake Huron, most prohably Goderich or Kincardine. The distance to the 
latter place is stated at 105 miles, and the estimated cost of the road is figured 
up at $800,000 to $1,000,000. It would pass through or near the Townships 
of London, Biddulph, McGillvray, Hay, Osborne, between Stanley and Tuck- 
crsmith, through Clinton, "Wawanosh, and the village of Lucknow, Ashfield, 
Bruce, Huron and Kinloss townships, to Lake Huron. It is expected that 
Loudon will give $100,000, a By-law having been introduced to that effect, 
and the townships along the line will also give bonuses to the amount of $250-, 
•000 to $300,000. The Ontario Government will extend aid to the project to 
the extent, most probably, of $3,000 to $4,000 per mile. 

Chief Office — London, Ont. 
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TORONTO & MUSKOKA RAILWAY. 

(projected.) 



This line will extend from Barrie, where a junction will be formed with the 
Northern Railway, by the villages of Orillia and Atherly, and via Washago 
and Gravenhurst, to Bracebridge, in the Muskoka District. The route has 
been surveyed and located, and the right of way mostly secured. A contract 
for construction has been let to Messrs. John Ginty k Co., for tho lump sum of 
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$217,589.82. The bridges ai*e to be of stone and iron, and culverts of stone 
throngliout. 

The enterprise has been aided by a grant of §100,000 by the City of To- 
ronto, $30,000 by the town of Barrie, and some further amounts were obtained 
from Municipalities along the route. A lease to the ^Northern Railway Com- 
pany of the line has been arranged, the chief provisions of which are : 1st. 
That it should be for a period of 21 years. 2nd. That the Muskoka line 
should be constructed upon a specific standard. 3rd. That the tariff of the 
Northern should at all times apply by mileage rates to the Muskoka traffic, 
«ave and except that special provisions were made for cordwood. 4th. That 
the Korthem should provide the necessary equipment in rolling stock. 5th. 
That the Northern should guarantee the Muskoka debentures to a limit of 
$9,000 per mile of railway. 6th. That in consideration of stocking and work- 
ing the line, the gross receipts thereof should be divided between the liwo 
companies, as follows : — First five years, 75 per cent, to Noi-them and 35 to 
Muskoka ; second five years, 60 per cent, to Northern and 40 to Muskoka ; re- 
mainder of term, 55 per cent, to Northern and 45 per cent, to Muskoka ; and, 
finally, that any new and additional works required on the Muskoka liue to 
meet increase of traffic during the term should be provided by the Northern at 
6 per cent, for the outlay. 

Directors, elected 1870 — Messrs. Frank Smith, Anson P. Dodge, John 
Turner, Robert Spratt, Robert Wilkes, W. H. Howland, S. B. Hai-man, N. 
Bamhart, all of Toronto ; "W. D. Ardagh, Barrie. 

Officers — Frank Smith, Esq., President, Toronto : F. W. Munro, Sec- 
retary. 

Chief Office — Merchants' Exchange, Toronto. 
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NORTH GREY RAILWAY. 

(projected.) 



This line is to extend from Collingwood, the x^resent terminus of the 
Northern Railway, to Meaford, a village 22 miles distant westward, and 
situated on the shores of the Georgian Bay. The road is estimated to cost 
$11,000 to $12,000 per mile, or in all $240,000. Of this amount, the muni- 
eipalities have voted one-half in the shape of bonuses, thus : — St. Vincent, 
$62,600 ; Collingwood, $32,500 ; Euphrasia, $27,500 ; total, $120,000. The 
Northern Railway Company is to take these bonuses and construct the road. 
A company has been organized, consisting of the reeves and others of the 
municipalities interested, to guard their interests in the undertaking. It is 
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arrangfid that tlie line will be stocked and Worked by the Northern Railway 
Company, on the same terms and conditions substantially as in the case of the 
Muskoka Railway. (See Toronto and Moskuka Railway.) 

It is thought that the road will be in operation inside of a twelve-month. 
The gauge will be 5 feet 6 inches, same as that of the Northern. 

Directors — (Elected April, 1871,) — Noah Bamhart, Toronto ; C. R. Sing; 

Meaford ; James Stewart, Meaford ; T. Andrews, Thombury ; Rorke, 

Euphrasia ; Heward, Toronto ; F. W. Coate, Toronto ; H. L. Hime^ 

Toronto. 

Officers — Noah Barnhart, Esq., President, Toronto; C. R. Sing, Esq., 
Vice-President, Meaford, Ont 
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NORTH SHORE RAILWAY. 

(projected.) 



This project has excited a great deal of public interest in the Province of 
Quebec during the past year. The road is to run from Quebec to Montreal, 
on the north side of the River St. Lawrence, a distance of 190 miles. It is 
intended to effect a junction with the Northern Colonization Railway at the 
east end of Montreal. The project was set on foot in Quebec, and chiefly 
promoted in the interests of that city. At the last session of the Quebec 
Legislature an Act was passed authorizing the Gk)vemor-in-Council to aid the 
construction of this line^ the building of a wooden railway from Three Rivers 
to Les Grandes Piles, (known as the Piles Railway), and to the establishment 
of a line of steamers on the St. Maurice River, by a grant of land to the 
N(>rth Shore Railway and St. Maurice I^avigation and Land Company, to the 
extent of 3,203,600 acres. These lands lie in the counties of Pontiac, Port- 
neuf, Quebec, Montcalm, Champlain and Chicoutimi, in four separate blocks. 
These lands were granted on the following conditions : — (1) That the Govern- 
ment shall not be bound to grant the lands until the road is complete and in 
operation, and steam navigation commenced on the St Maurice. (2) That 
the Government may, at any time after 25 miles of the road is completed, 
make over to the Company a proportionate share of the grant. (3) That the 
Government appoint one-third of the Directors of the Company, without 
taking into account Directors ex officio, and that no municipality shall have 
a larger representation at the Board than the Government. 

At a meeting held in Quebec, the President of the Company, Hon. H. 
Cauchon, stated their available resources, thus : — Two Parliamentary grants of 
land — one of 1,200,000 acres in the Ottawa Valley, another of 1,500,000 acufia 
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in the St. Maurice district, a vote of 81,200,000 from, and the right of way 
in, the city of Qnebec, as well as subscriptions to the amount of $500,000 
from the municipalities on the route between Qnebec and Montreal. They 
liad consequently $1,600,000 in money and 2,700,000 acres to begin opera- 
tions with, but it is neceesary, in order to secure the land grants, that the 
road should be completed before the 1st July, 1875. The lands in the St. 
Maurice Valley are estimated to be worth $1 per acre, and those in the Ottawa 
Valley $2 per acre, making the value of these lands $4,400,000. The cost of 
the road at $30,000 per mile would be $5,700,000, which, after deducting the 
Talue of the lands and the bonuses, would leave the sum of $1,300,000 to be 
laised in order to complete the road. 

President — Hon. M. Cauchon, Quebec. 

Chief Office — Quebec. 
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WHITBY AJSB PORT PERRY 

RAILWAY. 

(in pkogreks.) 



This line is to run from Port Whitby, on Lake Ontario, to Port Perry, on 
Lake Scugog, connecting the inland waters of the counties of Ontario, Victoria, 
and Peterboro', for the purposes of trade with Lake Ontario. The canal lock 
at Lindsay being re-built. Lake Scugog, Mud Lake, Pigeon Lake and Chemung 
Lake, form a long line of water communication, on the borders of which a 
valuable and extensive lumber and milling trade is carried on. At present, 
this region finds an outlet at Port Hope, and lake cities further east. The 
promoters of this railway hope to control a considerable portion of this trade. 
The principal traffic would therefore consist of sawed lumber, square timber, 
cordwood, tan bark, shingles, grain and flour. The annual amount of this 
outward traffic has been estimated as follows :— 30,000,000 feet sawn lumber, 
at $1 per M. ; 15,000 pieces of square timber, at $1 ; 5,000 cords wood, at $1 ; 
2,000 cords tan bark, at $1 ; 2,000,000 flour barrel staves, at 50c per M.; 
8,000,000 shingles, at 50c. per M.; 300,000 bushels grain, at 3c.; 10,000 
barrels flour, at 10c. ; 12,000 passengers, at 60c.; besides inward traffic, mails 
and sundries. 

The assets of the Company on the 31st December, 1870, were as follow : — 

Bonus Bonds of the Townships of Reach, Whitby, and the Town 

of Whitby, deposited with John Crawford, Esq., Toronto 42,389 75 

Bonus Bonds to be received from the Townships of Reach, Whitby, 

- Scugog, and the Town of Whitby 42,000 00 

Instalments due on Stock Calls to date 38,768 22 
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Balance due on Stock subscribed and not yet called in 31,155 00* 

Other Bonuses, not included in above 21,800 00 

Interest on Town and Township Bonuses ^ 5,740 00 

$181,852 or 

The authorized capital is §300,000, and the subscribed capital $103,850. 
The receipts and payments for 1870 were : — 

RECEIPTS. 

Instalments on Stock. ...$ 33,966 92 

Bonus Debentures from the Town ofWhitby 30,000 00 

Do. do. Township of Reach 20,000 00 

Do. do. Township of Whitby. 5,000 00 

Interest collected on above Bonuses 3,267 50 

Bills payable 1,105 90 

First Mortgage Bonds 63,000 00 

From other sources 2,786 05 



$159,125 47 

PAYMENTS. 

J. H. Dumble, account Contract $101,800 00 

For Right of Way 7,744 00 

For Building Port Perry Dock 1,333 19 

John Crawford, Esq., Toronto, Bonus Bonds and int. deposited... 42,389 75 

Preliminary Expenses 3,476 48 

Office Expenses, Postage and Telegraph account 133 85 

Taxes for 1870. 9 66 

Sundry accounts 2,198 91 

Balance in R. C. Bank. 34 87 



$159,125 47 

The line is all graded ; the ties are purchased and mostly distributed along 
the track. The iron for the permanent way has been obtained fron the 
Aberdaire Company of Wales, and shipped so as to arrive about the 16tli 
May. Some changes will be made in the road bed, by considerably reducing 
1^6 steepest gradients; the intention being to moke the road first-class in 
every respect. By the terms of the contract, the line is to be completed by 
the Ist August, 1871, but the contractors hope to finish a month sooner. The 
Company are building large wharves at Port Perry, where they will shortly 
erect an elevator. They are also arranging for wharf accommodation at 
Whitby, for the railway and traffic connected therewith. 

DiiiECTOKS--(Elected 26th January, 1871,) — Joseph Bigelow, James Dry- 
den, James Holden, N. G. Reynolds, Chester Draper, A. Ross, K. F. 
Lockhart, Thomas Paxton, M.P.P.; Edward Major. 

OFFiCEPtS — Chester Dra|)er, President ; Joseph Bigelow, Vice-President ; 
Ross Johnston, Secretary. 

Tkustee of Municipal Bonuses— John Crawford, Toronto. 

Chief Office— Whitby, Ontario. 



EICHELIEU, DEUMMOND, & AR 
THABASKA RAILWAY. 

(XTNDEB CONSTKUCTION.) 



This line is 66 miles in length, and is to nin from Sorel (P. Q.) to Acton* 
on the Grand Trunk Railway, passing through Drummondville, Yamaska, &c. 
It is stated that the intention is to huild this line aftor the model of the Que- 
bec & Gosford Railway, the rails being of wood. A contract has been let to 
Mr. Hulbert, the contractor of the Quebec & Gosford, and one or more loco- 
motives and a number of platform cars have been ordered to be delivered early 
this season. The work of getting out ties and building bridges is now in 
progress. 



BROCKVILLE & OTTAWA RAIL- 
WAY. 



By this Company's Charter power was conferred to build a railway from the 
town of Brockville, on the River St. Lawrence, to the village of Pembroke, on 
the Ottawa Eiver, -with a branch from Smith's Falls— where the road inter- 
sects the Rideau Canal— to the town of Perth. The distance from Brockville 
to Pembroke is 130 miles, and from Smith's Falls to Perth, 12 miles. The 
line has only been opened to Sand Point, on the Ottawa Kiver. The brauch 
has also been completed, giviiig a whole length of railway of 90 miles. 

Money was borrowed froni the Municipal Loan Fund to aid the construction 
of the road as follows : Counties of Lanark and Renfrew, $800,000 ; town of 
Brockville, $414,491.96; township of Elizabethtown, 150,709.50— total, 
$1,865,201. 46. The extent of these grants was a pretty good indication of the 
extravagant ideas that prevailed during the ftrst Canadian railway era. The 
original expectation seems to have been that the profits these municipalities 
would derive out of the earnings of the railway would suffice to extinguish 
their indebtedness to the Government. This palpable delusion was soon dis- 
pelled. The road, as far as constmcted, became deeply involved, and th'jre 
were no funds remaining to complete the line to the Ottawa Kiver, from which 
a large share of the traffic was expected. The position of affiiirs in 1862 and 
1863 is thus depicted in the Directors' Report : **As this railway then stood 
— ^twenty-five miles short of its river terminus, half^stocked, destitute of ma- 
chine shops, and therefore working at the maximum of expense— the (xnestion 
when it would become a dead loss to ever> honafiSe interest concerned rested 
solely upon the time when rails, engines, &c., should wear out, and heavy re* 
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newals become imperative.** And further on they say, "such renewals could 
not have been adequately met from the limited income which it had power to 
earn, and to suppose that any interest to municipalities or bondholders could 
ever have been paid is simply preposterous." The traffic receipts were ab- 
sorbed in payments of interest, so that the whole undertaking was on the higb 
road to utter insolvency and complete ruin. In 1863 an Act was passed for 
the relief of the Company, which, though it was productive of good, did not 
prove sufficient to meet the exigencies of the case. By that Act the Company 
were authorized to issue preference bonds to the amount of $244,793.94, bear- 
ing 7 per cent, interest, for the purpose, of extending the line to Sand Points 
on the Ottawa, and that such shoull be a prior lien on the earnings of the 
road to the claims of the municipalities, and that the railway should repay 
the municipalities within fifteen years the sums paid by them to the Govern- 
ment under what was called ** The Five per cent. Act " of 31st December, 
1866, and to fund into 2nd class bonds the entire floating debt, principal and in- 
terest. The amount of this floating debt seems then to have been $711,019.97, 
besides $100,000 of unpaid interest due to the municipalities. That this 
measure was inadequate to relieve the road from its embarrassments is appa- 
rent from the fact that two years later — in 1865 — ^the Company owed on pre- 
ference bonds $244,793.94 ; 2nd class bonds, $1,098,285.77 ; unpaid interest, 
$150,000— total, $1,486,079.71. And the Company's whole liabUities, as 
barged to the debit of capital account, were $3,157,234.46, with credits of 
only $2,682,042.44, showing a deficit of $525,192. The earnings proved en- 
tirely disproportionate to meet the prior municipal and preference claims and 
the interest on the 2nd class bonds, so that it became apparent that further 
relief would have to be afforded, and the only shape that relief could take, in 
order to be eff'ective, would be a liberal extinguishment of the debts, and the 
conversion of the remainder into stock. 

A mortgage was made to a trustee to secure the re-payment of the prefer- 
ential e3.tension bonds of $244,793.94, above referred to. Owing to default 
on the part of the Company in the payment of the interest on these bonds, 
the trustee took possession of the i-ailway for the purpose of foreclosing and 
selling the road. Under these circumstances, an arrangement was entered 
into between the preference bondholders, the ordinary bondholders, and a 
majority of the shareholders, as follows : — 

(I) The present stock and all the bonds of the Company, except the prefer- 
ential extension bonds, to be converted into new stock by the holders thereof 
at the following reduced rates : — (a) Bonds other than preferential extension 
bonds at 25c. in the dollar, with the exception of those now he>d by persons 
who are also at this date preferential bondholders, these latter to have the 
privilege of converting the ordinary bonds held by them at this date into new 
stock at 50c. in the dollar, but this privilege not to extend to bonds purchased 
by them subsequently to the passing of the Act of 1863. (b) The old peid-np 
stock to be converted into new stock at 10c. in the dollar, (c) The capital of 
the Company to be reduced to the amount of new stock required for such 
conversion, iand in return for the privilege conceded to the preferential bond* 
holders. 
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(2) The management of tho road to be restored by the preferential bond- 
holders and their trustee to the Company, and the alleged rights of the 
preferential bondholders to foreclose and sell the road, to be waived and for 
ever extinguished without prejudice to their holding the first charge on the 
load, and on its rerenues next ' after the municipalities, with all other legal 
remedies for the recovery of their interest and principal. 

An Act was passed by the Legislature of Ontario, in 1867 and 1868, giving 
effect to this agreement. That Act specially provides that nothing in its 
terms shall in anywise affect the claims of the counties of Lanark and 
Benfrew, of the township of Elizabethtown, or the town of Brockville, upon 
the railway property. 

The amount of paid up stock was $11,902.12, and a farther sum of $165,- 
552.12, was tamed over to the contractors, making the total paid-up capital 
stock $172*454.29. The amount expended on construction account to 31st 
December, 1870, was $2,647,000. The gauge is 5 ft 6 in. ; weight of rail, 
(iron), 56 lbs. to the yard. 

The revenue and expenditure, with per centage of same to gross receipts, 
were as follows for a series of yeara : — 



Bevenne 


1860. 


1861. 


1862. 


1863. 


1864. 


$ c. 
53,801 10 
34,427 25 


$ c. 

54,558 04 
36,271 48 


$ c. 

57,772 84 
88,340 71 


$ c. 

59,339 09 
44,905 45 


$ c. 

68,437 12 
44,850 09 


Ezpenditui'e 


Net reveniie 


19,373 85 


18,286 56 


19,432 13 


14,483 64 


23,587 03 


Per Cent, on gross re- 
ceipts 


64 


66 , 


66 


75 


65^ 





The result of the operations for another series of years is shown thus :- 



Mileage of Trains 

" Loconiotiyes 

Passengers carried 

<numDer). 


1866. 


1866. 


1867. 


1868. 


1869. 


1870. 


648,000 
101,000 

89,763 
28,845 


581,755 
111,407 

39,747 
89,585 


792,877 
124,825 

52,740 
58,566 


No return. 


1,096,655 
149,677 

55,835 
85,049 


• ■ • • • • • 

59,554 
98,877 


Freiidit. tons 


BEVEKXnS. 

Passenger Tralfic 

Frefaht " 

Hails and Express .... 
Sundries.. ............ 


$ 

85,840 

46,866 

1,976 

1,892 


$ 

40,126 

63,732 

5,118 

7,288 


$ 

42,112 

89,787 

8,761 

3,000 




$ 

44,904 

183,533 

4,208 

2,300 


$ 

48,569 

145,504 

4,697 

4,131 


Gross Earnings.. 

Expenditure .......... 


86,575 
56,659 


116,204 
62,964 


138,660 
70,152 




184,945 
88,642 


202,901 

« 

104,432 


Net Bevenue 


20,915 


58,240 


68,408 




100,307 


98,469 


Per ct. on gross receipts 


65-44 


54-18 


50-89 




45.22 


51-46 
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The supply of rolling stock consisted in 18G9 of 7 locomotives, 6 passenger 
cars, 138 freight cars, and 2 baggage cars. 

Directors — The dii-ectors elected on Aug. 16, 1870, were : H. Abbott^ 
Esq. ; J. W. B. Rivers, Esq. ; A. B. Dana, Esq. ; B. Rosamond, Esq. ; A. 
McArthur, Esq.; B. P. Cooke, Esq. 

Officers— H. Abbott, Esq., President ; W. R. Worsley, Secretary and 
Treasurer ; G. Lowe, jr.. Accountant. 

President and Maxagixo Director :— II. Abbott, Esq., Brockville. 

Chief Office— Brockville, Ont. 
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ST. LAWRENCE & OTTAWA RAIL- 
WAY. 



This road was projected by a party of Americans, mainly for the purpose 
of canying lumber from the Chaudiere Falls to Prescott ; was intended to be 
worked in connection with an American road then in course of construction, 
the northern terminus of which was Ogdemiburg. The dictates of self-interest 
on the part of the then Directors is, no doubt, the reason for the important 
deviation of the original plan, by which the terminus was placed nearly three 
miles further down the river than when first contemplated. A consequence of 
this change is that the lumber traffic is not one-fourth what it would have 
been had the ori^nal project been adhered to. The name first given to this 
line was the Bytown and Prescott Railway ; the first sod of which was turned 
in September, 1851. About £33,500 of stock was subscribed by the different 
municipalities interested, and over £20,000 by private parties. A reduction 
of some £10,000 had to be made from tltis amount on account of disputes and 
difficulties in making collections. 

In March, 1853, the Company issued sterling bonds to the extent of 
£100,000, (payable in November, 1873, bearing interest at 6 per cent,,) wliich 
were sent to England to* be negotiated. During the month of May of the 
same year, a contract was executed in Liverpool, England, with Ebbw Vale 
Iron Company, for 54,000 tons of iron rails, at £lt).10s. per ton, payment to 
be made in the bonds of the Company at par. The equipment of the line 
consisted of 8 engines and 131 cars of all descriptions, which cost £45,000 ; 
£25,000 of that sum being payable in the Company's stock, and the remainder 
in money. The total cost of the road, 57 miles in length, and equipment; 
was over £250,000 sterling. 

The Company received, under the provisions of the Grand Trunk Relief 
Act, £50,000 sterling. 
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During the yeai-s 1857 and 1858 the enterprise became very much involved, 
and various jMirties. began to enforce their claims. The Ebbw Vale Ii-on 
Com]>any seized their real estate, and the rolling stock was also taken posses- 
sion of at the instance of other iiarties. The whole property was placed in 
the hands of a Receiver, appointed by the Court of Chancery. After a period 
of nearly fonr years, (January, 1862,) the matter was amicably settled, and 
the Receiver, by consent, removed. On the settlement, it was agreed that 
the Ebbw Vale Iron Comj^any should be i)aid thirty per cent, of the gross 
earnings on account of their claim. This was paid from February until 
September, and amounted to $11,554.50. The decrease of ti-atlie, owing to 
the stoppage of the work on the Parliament buildings, made it apparent that 
this large draft on the Company's revenue could not be huicli longer sustained ; 
and the fact being so representeil to the Ebbw Vale Iron Company, they 
allowed the ]Niyments to staml over, and the Receiver was re-api>ointed. An 
arrangement was made with the Grand Trunk Railway for the use of the 
track between the Prescott Junction and the St. Lawrence River, on condition 
that the Company should advance $7,000 to construct new works, and jmy 
this Company at the rate of 35c. i»er ton, and make a fair allowance for 
passengers passing over this part of the line. An award Wiu* finally obtained 
from the Court of Chancery, in reference to the various chiims u^xju tlie 
property ; and, under the sanction ot an Act of Parliament, the i>roperty was 
put up at auction, and sold to the holders of the first moHgage of £100,000 ; 
the price jmid being represented by their claim, with interest and the cost of a 
seven year's law suit. An effect of this sale was to wipe out the second 
mortgage (to municipalities for $300,000); the thiixl mortgage (given under 
provisions of Grand Trunk Relief Act, $;243,333), and a large amount of 
floating indebtedness besides. The line runs from i'rescott, on the St. 
Lawrence, to Ottawa, the capital of the Dominion ; length of main line, 54 
miles ; sidings, 5 miles ; total, 59 miles. Work was commenced in 1852, 
and completed in Dec., 1854 ; gauge, 4 feet 84 inches ; the bridges are of 
timber ; that over the Rideau River has four spans of 100 feet each, and is 
supported vn stone piera. 

Rolling stock, 1869 — Number of locomotives, 7 ; 12 first-class passenger 
cars, 5 second-class do, 53 box cars, 32 x>latforni cars, 4 mail and express. 

Mileage of passenger, baggage, box and platform cars ... 693,240 

Numfijr of passengers carried 54,332 

Number of tons of freight carried 30,358 

RTA'ENUE, 1869. 

Passenger traffic, $63,064 52 

Freight traffic 56,790 69 

Mails and sundries 8,770 35 

Total income $128,625 56 

EXPENDITURE. 

Operating. $87,960 38 

Interest, rent, &c 19,077 32 



^ 



10 $107,087 71 
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Directors— (Elected May 9, 1870.) William Quilter, London, England 

President ; Thomas Reynolds, Ottawa, Ontario ; Joseph Robinson, London, 
England ; Thos. Robinson, London, England ; Alexander Robert Eyre, Lon- 
don, England. 

Officxbs— Thomas Reynolds, Vice-President and Managing; Director, 
Ottawa ; R. Luttrill, Superintendent, Prescott, Ontario ; 0. Dame, Locomo- 
tiTu Sux>erintendent, Prescott ; F. A. Wise, Resident Engineer, Prescott. 



WELLAND RAILWAY. 



This line extends fh>m Port Colbome, on Lake Erie, to Port Dalhousie, on 
Lake Ontnio, a distance of 25 miles, and forms an important link in our great 
Ifiting roote of traasportation from the npper lakes to the seaboard. 

In 1S59 the road was finally completed, and the total cost of the railway 
SBd equipment, up to last year, was $1,622,843. The line is laid with iron 
ndls, 56 lbs. to the yard, and the gangs is the standard gange of the Proyince 
— 5 ft 6 in. The bridges and works are first class. 

Much the laiger portion of the capital was raised in England, where it is 
still chiefly held. Quite recently a complete change took place in the^^er- 
9onnel of the officers, owing to some difficulties which arose respecting the in- 
ternal management of the Company's affairs. In consequence of this change, 
most of the documents relating to the earlier history of the Company are in- 
accessible at present, rendering the account we are able to give of the estab- 
lishment and progress of this line necessarily very meagre. 

The operations of 1870 are indicated as follows : — 

Rolling Stock : — ^Number of locomotives employed, 5 ; 3 passenger cars, 
147 freight cars, 2 baggage cars, 1 express car, and 8 gravel cars. 

Total mileage of passenger trains in 1870, 31,300 ; number of passengers 
carried, 46,442. 

Revenue: — ^Passenger traffic $14,813 87 

Freight traffic 10,626 58 

Mails and sundries 8,293 63 

Total $78,734 08 

Expenditure — gross 76,096 76 

London (Eno.) Board— Names of Directors elected in May, 1870 : J. W. 
Baaanquet, L<mdon, England, Chairman of Board ; Major Kitson, R. B;Wade, 
AdnHinkl Tyndale, Thomas Ogilvy, one yaoancy in room< of Thomas Brassey, 
late^d^cMaed. 
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Gakadiak Boabd — ^Thomas B. Merritt» H. P., Chairman of Xocal Board, 
St. Catharines, Ont ; Hon. J. R. Benson, St Catharines ; John Brown, 
Thorold, Ont. 

Officess — Thomas R. Merritt, M. P., Chairman of Local Board of ]d[an« 
agement, St. Catharines, Ont ; Cornelius Stovin, Secretary, St Catharines ; 
'William Pay, Superintendent, St Catharines. 

Chikf Offick — St. Catharines, Ont» 
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NORTHERN COLONIZATIOTION RAIL 

WAY. 

(PROJECTFD.) 



A Bill was passed by the Quebec Legislature, and assented to on the 5th 
April, 1869, incorp crating the Northern Coloui2atiou Railway Com- 
pany. Power was also granted to extend from the main line, branch Toads to 
St. Eustache, St Scholastique, Lachute, Grenville ; or to unite with the Ca- 
rillion and Grenville railway, or to extend the line beyond the District of 
Terrebonne towards the city of Ottawa, so as to unite ¥rith such other railways 
as may hereafter be built by the " Canada Central Railway Company." Power 
is also giren to extend branch roads as far north as St. Sauveur, St. Adele, 
St. Agathe, and easterly through the township of Kilkenny, to unite with the 
Lanoraie and Rawdon railway. The Company has also the special power of 
buying, transporting and ^Z^in^ firewood. The capital stoek being $500, 000, in 
fifty thousand shares of $10 each, with power to increase the capital stock to 
12,000,000. 

The Act authorized the construction of a line of railway from Montreal to 
St Jerome, a flourishing Tillage on the Korth River, and situated about 27 
miles in a north-easterly direction from Montreal. The original intention 
aeems to have been to construct a wooden railway for the chief purpose of sup- 
plying Montreal with cheap fuel. The project was encouraged by a promise 
of pecuniary aid from the Quebec Legislature to the extent of 8 per cent, on 
the cost of construction, such cost was not, however, to exceed $5,000 per 
mile. Three other projected wooden railways were included in the terms of 
this grant — the Quebec and Gosford, the Levis and Kennebec, and the Rich- 
mond, Dnimmond and Arthabaska Counties Railway. 
. The originid scheme seems to have expanded very much, since it is nqw 
proposed to build a line along the north shore of the Ottawa River to HxQl, 
rupposittfthe capitaJ^H^ distance of 120 mile»— having the 4 ft Si in. gan^. 
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with rails weighing 60 lbs. to the yard, all important bridges being built on 
stone piei"s. 

A land grant equal to 10,000 acres per mile was obtained at the last session 
of the Quebec Legislature, for the line to Aylnier, a point on the Ottawa 
River, about eight miles from Ottawa city, the aggregate grant being 1,350,000 
acres. To this grant several conditions were appended : — (1) The land is not 
to be transferred to the Company till the road is completed. (2) A junction 
with the North Shore Railway must be effected at some point determined on. 
(3) That the lands might be granted as the work jnogressed, and (4) Tliat one 
third of the directors should be appointed by the Government. For the jiur- 
poses of this grant the road is divided into two sections, the one extending 
from Montreal to Gienville, and the other from Grcnville to Aylmer. The 
grant to be made for the fii-st named section is not to exceed 6,000 acres per 
mile until the whole line is completed, when the remaining 5,000 acres per 
mile will be added to that jwrtion of the gmnt relating to the second section. 
The cost for the 120 miles from Montreal to Hull is stated by Mr. Cyrus 
Legge, C. E., at $3,600,000, or $30,000 per mile. The Company's resources 
available for this distance (some of which are altogether prospective) are stated 
thus : 1,200,000 acres of land, estimated at $1 per acre ; bonus from the city 
of Montreal, $1,000,000 ; other municipal grants, $500,000 ; making a total 
of $2,700,000, and leaving $900,000 of the estimated cost to be raised by sub- 
scription or from other sources. 

DiuECTOiis — Hon. J. J. C. Abbott, Q. C, Hon. John Young, P. S. Mur- 
phy, Charles J. Coureol,* Mayor of Montreal ; Duncan McDonald, Godfroi 
Laviolettc. 

Officers — Olivier Berthelet, President ; Louis Beaubien, M. P., Vice- Pres- 
ident ; E. L. de Bellefeuille, Secretary. 
' Pkovisional Offices — 15 St. Lambert Street, Montreal. 



GLASGOW AND CAPE BRETON (N. S.) COAL 
AND RAILWAY COMPANY. 

(projected.) 



This Company was formed in London, England, to carry into effect an Act 
of tlie Legislature of the Province of Nova Scotia, passed on the 2l8t Septem- 
ber, 1868, authorizing the construction of a railway from Sydney Harbour to 
Cow Bay, vi& Bridgeport, in the Island of Cape Breton, and for constructing 
warehouses, wharves, docks, and piers as may be necessary for the storing and 
shipment of coals and other articles. The capital is £100,000, in 10,000 
shares of £10 each. 
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Mr. Featherstonhaugh, C. E., and an efficient staff, were sent out to inspect 
and report uiwn the proposed line, and to decide ujwn the necessary pier 
irorks at Sydney Harbour, whose estimates have been examined and approved 
by the Company*s Engineer. The railway will be constructed on a gauge of 3 
feet. 

The length of the Line, with its requisite sidings, will be about 21 miles, 
passing in its course through some of the most valuable coal-fields of the Ce^pe 
Breton district, in which nine collieries are in full work, raising annually 
876,000 tons of coal. At the present time most of these collieries can only 
export their coal in the summer, owing to the dangerous character of the 
<K)ast to which alone they have now access. 

The entire cost of construction and equipment of tlie line, including main- 
tenance of way and works six months after the line is opened, as also the 
purchase of land, is estimated to amount to £82,000, and responsible 
contractors have guaranteed to complete the railway and pier ty the end of 
October,. 1871, within the price estimated by the Company's Engineer. 

The Government of Nova Scotia have granted a lease for 78 years, as a 
bonus for the construction of the line, of one square mile specially reserved by 
them for this purpose, containing one of the most valuable seams of coal in 
the district. 

The principal seam, known as the Phelan Vein, and varying from 7 to 8 
feet in thickness, crops out upon the surface, whence it can be worked without 
the usual expense and delay of sinking shafts, the royalty being, until 1886, 
fivepence per ton, with the usual Government reservation for alteration after 
that period. The area is estimated to contain ten millions of tons of workable 
coal, and delivered at Sydney Harbour, is calculated to leave a protit of 3a. 
per ton. Simultaneously with the construction of the railway, the "reserve" 
coal-field will be opened uj) so as to be in a position to out-put 100,000 tons 
per annum so soon bs the line is opened throughout ; from the favourable 
position and easy dip of the seams this work can be done for £5,000. 

Mr. Samuel, the Engineer, has furnished the following estimate of the traffic 

of this railway : — 

« 

200,000 tons of coal carried 18 miles, at lid. per ton per mile £22,510 

100, 000 tons of coal carried at 1 id. per ton for 10 miles 6,250 

Profit on sale of 100,000 tons from Reserve, 3s. per ton 15,000 

£43,750 

"As the line will have very favorable gradients, and coal for fuel is very 
cheap, and the rolling stock will be so constructed that the dead weight of the 
trains will be reduced to the minimum consistent with safety and durability, 
I believe that the traffic may be worked at an outside cost of 83 "per cent., or 
,one-third of the gross receipts of the carriage of coal, or id. per ton per mile, 
leaving a profit on the carriage of £19,167, and from sale of the reserve coal 
£15,000, making together a net revenue of £34,167, or 34 per cent, on the 
proposed capital of the Company." 
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The following ftie the particulars of a contract entered into by the Com- 
pany, which has been formed in England for the purchase of the charter 
ptwers conferred on a Nova Scotia Company : — 

*'The vendors hare agreed to transfer to this Company the beneiit of the 
Act of the Colonial Legislature, authorizing the construction of the railway 
•and works with all its privileges, together with the lease of the coalfield, and 
to defray all the expenses of surveys, etc., etc., incurred up to the issuing of 
the prospectus, for the sum of £5,000 in cash and £5,000 in fully paid-up 
shares ; they are also to receive one-fourtii of all profits after a dividend of ten 
per cent, per annum has been given to the shareholders. The agreement 
under which these benefits have been acquired is dated the 11th day of 
January, 1871, and made between Frederic Newton Gisbome of the one part, 
and Levi £lkin and Edward Ludwig Goetz, on behalf of this Company, of 
the other part.'* 

DiREGTOBS — Horatio L. Nicholls, Esq., Chairman, Southgate House, 
Southgate ; Thomas P. Baker, Esq., C. B.; William Martineau, Esq., M. 1. 
C. E. ; Herbert Heath, Esq., and Captain Powell, C. B., all of London, 
England. 

ENQiKEEB--James Samuel, Esq., M. I. C. E., Westminster. 

SoLiciTOBS — Messrs. Randall and Angier, 3 Gray's-in-place, Gray's-inn. 

Auditors — Messrs. Ford and Smith, London. 

SECRETARY—Mr. Walter Wright 

Offices — Great Winchester street, London, K C. 



TORONTO, GREY & BRUCE RAILWAY. 

(UNDER CONSTRUCTION.) 



'Jp to the time when this project was brought before the public, in 1867, the 
gauge of Canadian railways had uniformly- been the standard or Provincial 
gauge of 5 ft. 6 in., except three lines — ^the St. Lawrence & Ottawa, the Mont- 
real & Champlain, and the St Lawrence k Industry, all of which are of the 
4 ft 8i in. gauge, being the same aa that since adopted by the Great Western 
Railway. The idea of a railway with so narrow a guage as 3 ft. 6 in. was an 
entirely new idea with nearly everyone in this country, and like most other 
changes which conflict with interest and prejudice, excited a good deal of hos- 
tile criticism and not a little ridicule. Kotwithstanding the fact that the ap- 
plication to the Ontario Legislature for a charter at the first session of that 
body in 1867-68, was supported by the names and influence of many of the 
leading merchants of Toronto, it was only carried through by a narrow ma- 
jcrity and after a severe contest, first in the Railway Committee, and after* 
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wards on the floorof the House. The objection against the narrowness of the 
gauge has been urged with greater persistency, if not with equal ability, in 
tiie municipalities from which aid was being solicited. The disadvantage re- 
sulting to the promoters from this wide-spread objection was probably more 
than compensated by the consideration of cheapness in favour of a 3 ft. 6 in. 
line. 

The agitation of the project — as well as also the sister enterprise, the To- 
ronto & Nipissing Railway — ^had an important influence in re-directing public 
attention in this country to the advantages of railways, after the long period 
of repose in which railway progress was allowed to lie since the calamitons 
period of 1 856-57. These schemes being regarded as practicable means of tai»- 
ping two most important districts of Ontario, and placing them in close con- 
nection with the chief city of the Province, were eagerly seconded by the cit- 
izens of Toronto. The warmth of their support is best indicated by the grant « 
of a quarter of a million of dollars as a gift to the Company, and by the sub- 
scription of three hundred and twenty thousand dollars of stock. 

By the charter the Company is authorized to build a railway not less than 
3 ft. 6 in. gauge (but of wider gauge if the directors at any time desire the 
change) from Toronto to Orangeville, thence to Mount Forest or Durham, 
thence to the border of the County of Bruce, and thence to Southampton, 
with a branch to Kincardine, on Lake Huron ; also, a branch from Mount 
Forest or Durham or some point east thereof. The capital stock is $3,000,000, 
with power to increase the same in the manner provided by the General Railway 
Act, to be divided into 30,000 shares of $1,000 each. When $300,000 of the 
capital was subscribed, and ten per cent, paid, the Company could be organ- 
ized. The management of the Company's affairs is in the hands of nine di- 
rectors, each of whom must hold ten shares in the stock of the Company. 
Power is also given to issue bonds, the amount of which must not exceed the 
paid-up capital of the Company and the municipal bonuses actually expended 
in surveys or works of construction. 

The clause relating to the carriage of cordwood reads thus : (" Clause 30.) 
The said railway Company shall at all times receive and carry cordwood, or 
any wood for fuel, at a rate not to exceed for dry wood 2^0. per mile per 
cord, from all stations exceeding fifty miles, and at a rate not exceeding 
3e. per cord per mile from all stations under fifty miles, in full car loads ; and 
for gxeen wood at the rate of 2^. per ton per mile. (Clause 31.) The Com- 
pany shall further at all times furnish every necessary for the free and unre- 
strained traffic in cordwood to as large an extent as in the case of other frei^t 
carried over the said railway." 

Owing to the refusal of the County of Grey to grant the aid asked for the 
construction of the proposed branch from Mount Forest to Owen Sound, that 
part of the scheme was changed, and the building of a branch from OrangeviUft 
direct to Owen Sound is now definitely decided upon, the necessary surveys 
being already in progress. The Company have agreed to complete the road to 
Owen Sound about November, 1872. 

The immediate resources of the undertaking are : 
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BONUSES. 

City of Toronto : $250,000 

Township of Albion.., v 40,000 

Township of Caledon 45,000 

. Township of Mono 45,000 

Village of Orangeville 15,000 

Township of Amaranth 30,000 

Tx)wnship of Luther 20,000 

To\vnshipof Arthur 35,000 

Village of Mount Forest 20,000 

County of Grey... 300,000 



Total of ahove bonuses $795,000 

Subscribed ca^/ital (50 per cent, paid up) 300, OOC 

Bonds issued 160,000 



Total $1,250,000 

The whole cost of the line, including rolling stock and equipment, is es- 
timated at the low figure of $15,000 per mile — a sum which it is believed will 
not be exjieeded. 

The issue of bonds is limited by the charter to the amount of paid up stock 
and the bonuses actually expended in constmction, but the directors do not 
anticipate a larger issue than at the rate of $6, 000 per mile. 

The following are the amounts received and expended by the Company, under 
the heads enumerated, up to 30th April, 1871 : 

RECEIVED. 

Calls fcom Stock $131,400 

• Bonuses received from Trustees 337,634 

Proceeds of Bonds issued 221,050 

Bills payable ; 75,OoO 

EXPENDED. 

Preliminary expenses $16,039 

Right of way 40,437 

Eugineerin^x 29,732 

Stations 14,863 

Construction 295,996 

Iron and fiistenings 231,500 

Rolling Stock 107,062 

The distances are as follows : 

Length of line to Orangeville '. 50 miles 

Orangeville to Owen Sound 70 miles 

Orangeville to Mount Forest 39 miles 



Total 159 miles 

By an arrangement with the Grand Trunk Railway, this Company have 
permission to use the road bed of that railway for a distance of 9 miles from 
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the city of Toronto, the amount of compensation to the Grand Trunk heing a 
certain sum for each passenger and for each car load of freight traffic earned. 
By this means a considerable saving in cost of construction has been effected. 

On the third October, 1869, the first sod was turned by Prince Arthur, and 
work was immediately thereafter commenced along the first section, to Arthur. 
A contract for the line from Orangeville to Mount Forest was awarded to 
Mr. Frank Shanly for earthwork, fencing, building all wooden bridges, fur- 
nishing and laying down ties, track*laying and ballasting. The contract fo^ 
ballasting and track -laying from Weston to Orangeville Avas given to Messrs. 
Wardrop k Co. 

By the 1st May, 1871, the track had been laid to Orangeville — 48 miles — 
the grading and bridging were almost complete to Arthur village, a distance of 
24 miles from Orangeville. There will be ten stations between Toronto and 
Orangeville. 

The steepest grade going south is at the Kiver Huniber, where the ascent is 
at the rate of 88 feet per mile. Going north a steeper grade is encountered at 
the Caledon mountains, where the ascent is 105 feet to the mile. The sharpest 
curve is at the Humber, where the radius of cur\'ature is but 462 feet.. Ui)on 
the whole length of this line there are only three places where ajiy thing ap- 
proaching to heavy works are met with — 1st, at the crossing of the River 
Humber, in the township of Vaughan ; 2n(l, in the ascent of the Caledon 
mountain, extending over a distance of four miles ; 3rd, at the crossing of the 
Grand River, in the Township of Amaranth. The only bridges of any size are 
those over the River Humber, consisting of six spans of 50 feet each, and one 
span of 33 ft. 6 in., built upon stone abutments and piers ; the River Credit 
bridge in Caledon, one span of 46 feet and 12 tressle-work ppans of 16 feet each; 
the Grand River bridge, two spans of 63 feet each, and five spans of trestle 
work, 25 feet each ; and the Boyne Creek trestle bridge, one span of 40 feet 
and ten spans of 20 feet each. There are a few trestles, all but two of which 
are small in size, thd exceptions being one of ten spans of 20 feet each over 
•'Duncan's Ravine,** and one of seven spans of 20 feet each over ** Brown's 
Ravine. " 

The rails and rolling stock are all in proportion to the gauge of 3 ft. 
6 in. The rails weigh 40 lbs. to the yaixl, and are of iron of English make. 
The locomotives rauj^e from 16 to 25 tons in weight, and were built in 
Bristol, England. A Farlie engine of 42 tons is also in course of construction. 
The passenger cars are 35 feet in length, and weigh about 12,000 lbs., and 
will accommodate 40 passengers- each. The platform cars are fitted with 
six wheels, aifd with radial axle-boxes, an arrangement by which the level 
of the fioor is Drought down to a distance of only two feet six inches from 
the rails. Box cars are also constructed, 15 feet in length, on four wheels, 
and are capable of carrying five or six tons each. The platform cars are 18 
feet in length by 8 feet in width, and are capable of carrying a load of ten tons. 

DiRECTOKS (elected Sept., 1870) — John Gordon, Hon. John MoMurrich, 
Ge«rge Laidlaw, H. S. Howland, George G^ooderham, John Shedden, Capt. 
Dick, B. Homer Dixon, Aid. Medcalf, John Morison. 
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Officers — John Gordon, President ; Hon. John McMurrich, Vice-Presi 
dent ; W. Sutherland Taylor, Sec and Treas. ; Edmund Wragge, Chief En- 
gineer ; Allan MacdougaU, Resident Engineer. 

Chief Office — Comer of Front and Bay Streets, Toronto. 
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TORONTO AND NIPISSING RAILWAY. 

(UNDER CONSTRUCTION.) 



The object of this undertaking is chiefly to establish direct communication 
between the city of Toronto and the extensive agricultural and lumbering 
region to the east of Lake Simcoe and the Georgian Bay. It has been warmly 
supported by the people of Toronto from its inception, for the reason chiefly 
that it must largely increase the trade of the district referred to with the 
city oT Toronto. And, on the other hand, since it gives the inhabitants of 
the district a choice of markets it was warmly supported by them, and 
received their substantial aid in the shape of municipal bonuses. 

The character of the proposed road is similar to the Toronto, Grey and 
Bruce. The charter was obtained at the same session of the Ontario Legis- 
lature — the session of 1867 and 1868. The amount of subscribed capital 
which must be obtained before the Company could organize was ^1 50, 000. In 
most every other respect the provisions of this charter are the same as those 
of the Toronto, Grey and Bruce, the cord wood clause being precisely similar. 

The advantages of the light narrow gauge system, as adopted for this rail- 
way and the Toronto, Grey and Bruce, are stated thus : — 

1st. The laig6 comparative saving in firstHsonstruction. 

2nd. The large proportion of pa3dng load to non-paying or tare weight of 
train. 

3rd. The great reduction of wear and tear of permanent way, throngh 
advantage gained by light rolling stock. 

4th. Saving in reduced wear and tear of wheel tyres from reduced weight on 
each wheel. 

5th. Laige proportionate increased power of locomotives. 

6th. Proportionate increased velocities gained by the light system. 

7th. Greater economy in working traffic. 

8th. Comparative increase in capabilities of traffic. 

9th. Great advantages gained by the application of the Fairlie system of 
locomotive engines in concentrated power, equalization of adhesion of all tiie 
wheels to the rails, economy from reduced friction on wheel flanges, reduction 
of wear and tear to the permanent way, great saving in fuel, and economy in 
wages for given power secured. 
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Bonuses were given by the municipalities named as follows : — 

City of Toronto $150,000 

Scarboro* 10,000 

Markham 80,000 

Uxbridge 50,000 

Scott ^ 10,000 

Brock 50,000 

Eldon 44,000 

Bexley ^ 15,000 

Somemlle 15,000 

Lazton, Digbyand Jx)ngford 12,500 

$386,500 
Subscribed stock, 50 per cent. paid. 200,100 

Debentures issued to 1st May, 1870 161,500 

TotaL $748,106 

The following are the r^beipts to 1st May, 1871 : — 

Cash from caUs on Stock. ^ $ 89,920 00 

Cash from Trustees on account of Bonuses 238,486 59 

Cash for Bonds issued. 136,260 00 

Notes payable 93,822 55 

Amounts disbursed on the following accounts : — 

Construction $375,522 55 

Engineering and Surveying 26,610 46 

' Rolling Stock 86,277 45 

Right of Way 27,389 02 

Preliminary Expenses 16,509 86 

It is fortunate that the route of the railway runs through a most favorable 
country. There are really no heavy works on the line ; the rolling character 
of the country in the township of Uxbridge necessitates a good deal of excava- 
tion. The average number of jrards of earthwork is 9,00<) yards per mile. 
l^e only bridge of any size between Toronto and Uxbridge is that over the 
River Rouge, near Unionville, in the township of Markham, and which con- 
sists of three spans of 44 feet each, and four spans of 16 feet each, the whole 
structure is founded upon rock elm piles. The bridge over the north-west 
bay of Balsam Lake, near Coboconk, is the largest structure on the road ; it 
has three spans of ;L06 feet each, and 5 of 32 feet, being a total length of 
478 feet. The other bridges which are already executed ai*e, three small 
bridges in the township of Scarboro', all over the Highland Creek or its 
branches, and two more over feeders of the River Rouge, in the township of 
Markham. There will be three small bridges in the township of Brock, over 
the Beaver Creek ; and, with the exception of a trestle bridge at Markham* 
seven spans of 20 feet each and a few short trestles of three spans of 16 feet 
each, here and there, this constitutes the whole of the bridge-work. 

Shortly after ground was broken, a contract was let to Messrs. John Ginty 
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k Co. for the earthwork, and over the entire section of 86 miles to Coboconk, 
conditional on the granting of the expected bonuses from the townships along 
the line from Uxbridge to Coboconk. The contract for fencing and ties for 
the 82 miles to Uxbridge village was given to Mr. Edwanl Wheler. Messrs. 
Ginty & Co. relinquished their contract for the portion of the line north of 
Uxbridge, and it was given by the Company to Mr. Duncan McRea, M.P.P., 
of Eldon, on the same tenns as were made with Messrs. Ginty k Co. Messrs. 
Wardrobe k Co. have the contract for track-laying to Uxbridge, a distance of 82 
miles. E. Wheler has the contract for sections, tanks and engine-sheds from 
Uxbridge to Coboconk. 

The line is finished to Uxbridge, and will be formally opened for traffic on 
the 1st of July next. The remainder of the line is more than half completed, 
and will be ready for opening, it is hoped, in Uie latter part of this year. 

The steepest grade going north is one foot in fifty ; going south, one foot in 
sixty. The sharpest curve is at Uxbridge, and has 800 feet radius. The 
Xnssenger cars arc 35 feet in length, and capable of holding 40 passengers 
each. The platform cars are thirty feet in length by eight feet in width, and 
are capable of carrying ten tons each. The box cars are 15 feet in length by 
eight feet in width, and will carry from five to six tons. About 180 or 190 cars 
are being turned out by a Toronto firm, Messrs. William Hamilton k Son. 
The locomotives are made by the Canadian Engine and Machinery Company, 
Company, at Kingston, a Fairlie engine of 42 tons weight and another 
large freight engine are being made in England. 

The gauge being 3 feet 6 inches, the rails are correspondingly light, being 
40 lbs. to the yard. The iron was purchased in England, with a guarantee* 
for seven years, at the rate of £S 6s. per ton. 

Directors*— (Elected Sept., 1870)— John Shedden, Wm. Gooderham, jr.; 
J. C. Fitch, Joseph Gould, T. C. Chisholm, George Laidlaw, James E. Ellis, 
Hugh Macdonald, John Gardner and William Adamson. 

Officers — John Shedden, President ; William Gooderham, jr., Vice- 
President ; James Graham, Secretary and Treasurer ; Edmund Wragge, Chief 
Engineer ; J. C. Bailey, Resident Engineer. 

Chief Office — Comer of Front and Bay streets, Toronto, Ontario. 



WELLINGTON, GREY AND BRUCE RAIL 

WAY. 

(under construction.) 



The charter authorizes the building of a line of railway from Guelph to 
some point in the county of Bruce, with the object of, at some time, extending 
to Lake Huron. 



WELLINGTON, GllEY AND BRUCE RAILWAY. 157 

The capital stock of the Company is $30,000, and bonuses liave been granted 
48 follows : — 

City of Hamilton § 86,000 

Village of Elora 10,000 

Village of Fergus. 10,000 

Nichol 10,000 

Township of Peel 40,000 

Township of Maryborough 40,''00 

Township of Wallace 25,000 

Township of Minto ^. 70,000 

Township of Howick 20,000 

County of Bruce 250,000 

Total $561,000 

All tl Capital Stock 30,000 

$591,000 

This project received the most active and energetic supi>ort of tlie citizens 
of Hamilton, to Avhose efforts the progress made (together with the support of 
the Great Western Railway Company) is chiefly due. The chief object of the 
line is to divert the trade of Wellington and Bruce Counties to Hamilton, as 
far as that is possible. The line was opened from Guelph to Elora on the 15th 
September, 1870, a distance of 16 miles ; and from Elom to Aljna, in Decem- 
ber, 1870, a further distance of 5 miles, making in all 21 miles. The distance 
to Southampton on Lake Huron is 98 miles from Guelph. A cori[tract has 
l>een let to Mr. Hendrie, of Hamilton, for the extension of the line to the 
county of Bruce. This Railway must l>e completed to Southampton, in the 
County of Bruce, in June, 1872, or the large bonus granted by this county will 
l>e forfeited and lost to the Company. By an agreement made with the Great 
Western Railway, dated June 15th, 1869, that Company undertakes to stock 
the line and work it as soon as com pleted to the satisfaction of the Manager 
of the Great Western ; and to regulate the rates of freight and all other 
charges ; the lease to continue for one thousand years ; the Great Western 
Company to pay over to the Wellington, Grey and Bruce Company 30 per 
cent, of the gross traffic ; an account to be kept of the traffic interchanged 
between the two lines, of which a sum amounting to 20 per cent, of such 
receipts shall be appropriated annually to the purchase of the bonds of the 
Wellington, Grey and Bruce Company, but from these receipt* are to be 
deducted every year the sum of $78,061, which is the average traffic in and 
out of Guelph for the past three years, the intention being to pay the fore- 
going 20 per cent, only on the increase of traffic derived from the Wellington, 
Grey and Bruce, the latter Company being bound to issue not more than 
$10,000 of bonds for every mile of railway constracted. By a subsequent 
agreement of the 3rd of June, 1870, the Great Western Company undertake 
to purchase bonds of the Wellington, Grey and Bruce Company to the amount 
of $12,000 per mile of railway constructed, and to that increased amount the 
issue of bonds by the Wellington, Grey and Bruce Company is now limited. 
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The line is beinf; constnicted under the sapervision of Mr. George Lowe^ 
Beid, the Engineer of the Great Western, and when completed will be a most 
Taloable branch of the Great Western. 

Officers — CoL McGiverin, President, Hamilton ; George Lowe Reid, 
Esq., Chief Engineer, Hamilton ; James Osborne, Secretary, Hamilton. 

Chief Office — Hamilton, Ontario. 



KINGSTON AND PEMBROKE RAILWAY. 

(projected.) 



This line is to run from Kingston, on the St. Lawrence, to the town of 
Pembroke, on the Ottawa River. The City Council of Kingston have intro- 
duced a by-law, granting a bonus of $300,030 in aid of the enterprise. The 
promoters exx)ect to receive in the way of bonuses, besides $300,000 from the 
city of Kingston, $150,000 from the county of Frontenac ; county of Renfrew, 
$400,000 ; town of Pembroke, $50,000, and from the Ontario Government^ 
under the Act to aid railways running toward our inland waters, about 
$600,000, making a total of a million and a half of dollars. The length ot the 
road win be about 140 miles, and the total cost about $2,000,000. 

Chief Office — Kingston, Ontario. 
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CANADIAN PACIFIC RAILWAY. 

(PROJECTED.) 



The people of the Dominion are pledged to the construction of this railway, 
by the terms of the arrangement made with British Columbia for the admission 
of that Province into the Dominion. The resolution relating to the railway 
is as follows : — 

*'The Government of the Dominion undertake to secure the commencement 
comiiltaneously, within two years from the date of union, of the construction 
of a railway from the Pacific towards the Rocky Mountains, and from such 
point as may be selected east'pf the Rocky Mountains towards the Pacific, to 
Connect the seaboard of Brii3s£^6olumbi^ with the railway system of Canada ; 
Ijipd Aurther, to secure tlie^completion of such railway within ten years from 
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the date of union. And the Govemmeat of British Columbia agree to convey to 
the Dominion Government, in trust, to be appropriated in such manner as the 
Dcnninion Government may deem advisable, in fuitherance of the construction 
oC the said railway, a similar extent of public lands along the line of the 
railway throughout its entire length in British Columbia, not to exceed, 
however, 20 miles on each side of the said line, as may be appropriated for 
the same purpose by the Dominion Government from the public lands in the 
Northwest Territories and Province of Manitoba ; provided that the quantity 
of land which may be held under the pre-emption right or by the Crown 
grant within tbe limits of the tract of land in British Columbia to be so 
conveyed to the Dominion Government shall be made good to the Dominion 
from the contiguous public lands ; and piovided further that until the 
commencement, within two years, as aforesaid, from the date of the union, of 
the construction of the said railway, the Government of British Columbia 
shall not sell or alienate any further portions of the pubtic landfi of British 
Columbia in any other way than under the right of pre-emption requiring the 
actual residence of the pre-emptor on the land claimed by him. In consider- 
ation of the land to be so conveyed in aid of the construction of the said 
railway, the Dominion Government agree to pay to British Columbta, from 
date of union, the sum of $100,000 per annum, in half-yearly payments in 
advance." 

Sir George Cartier, as Leader of the Government, explained the views of 
Ifinisters in a speech delivered before the House of Commons at the session 
of 1871. He said there was a good deal of misapprehension with regar^L to 
what the Government intended to do respecting thi^ railway. The Govern- 
ment did not intend to build the railway themselves, but by means of 
companies that would have to be assisted principally by grants of one dollar 
lands. The land which British Columbta would contribute for this purpose 
was valued at one dollar an acre, which would amount to $15,360,000. For 
this the Government would undertake to pay $100,000 a year to British 
Columbia, wliich was the interest at five per cent, on two million dollars. 
That was to say that, in the purchase of these two millions of acres. Govern- 
ment would be a ^ner to the extent of $13,860,000 with which to assist the 
railway that would be undertaken. The Government insisted upon that as a 
gin* qua non condition. The land must be under their control in order to 
aid the railway. It was estimated that the length of the road to be built 
from Lake Nipissing to Victoria was about 2,500 miles ; twenty miles on each 
nde of the road would give 64 millions of acres to be used in aid of the line. 
About 600 or 700 miles of the line would be within the Province of Ontario . 
and he had reason to believe the Government of that Province would have the 
liberality to give them, not twenty .miles on each side, but at least ev^ 
alternate block on each side. That would be a contribution of about nine 
millions of acres. Lake Nipissing would be a junction where the lines both 
for Ottawa and Toronto could 'meet. The contribution of land itself would be 
almost enough to baild the railway. If >ny money subsidy was to;be givien, 
the (Government would never go so far in that direction as to necessitate any 



IGO RICHMOND AND MELBOiyiNK RAILWAY. 

increase of ttixation iu this country. Thu Cxovernmcut stated its determination 
that for the building of this railway land grants would principally be relied 
on. If any subsidy would be given, it would be a moderate one, and one that 
would not require any further taxation on the tax -payers of the Dominion. 

The terms of the resolution given above would require positively the 
completion of the line within ten yeai*s from the date of the union. As 
'explained by the Government, it is ap}>arcut that the intention is to constnict 
the railway within that time, unless the undertaking should have to unduly 
press upon the finances of the Dominion. The mode of construction is 
expressly linxited by the subjoined resolution, passed l»y the House of Com- 
mons just before rising : — 

"Resolved, that the railway referred to in the address to Her Majesty 
concerning the Union of British Columbia with Canada, adopted by this 
House on fe'aturJay last, April instant, should he constiucted and worked by 
private enterprise, and not by the Dominion Government ; and that the 
public aid to be given to secure that undertaking, should consist of such 
subsidy in money, or other aid, not unduly pressing on the industry and 
resources of the Dominion, as the Parliament of Canada shall hereafter 
detennine. " 

The proposed gauge is 4 feet 84 inches. 
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THE RICHMOND, MELBOURNE & MISSIS 
QUOI VALLEY RAILWAY. 

(PROJECTED.) 



This road would extend from Richmond Junction, Eastern Townships, via 
Lower and Upper lilelboume Villages, through nearly the centre of the Town- 
sliip of Melbourne, near Kingsbury, through Brompton Gore, Ely via Law- 
renceville, through North and South Stukely, Bolton and Potton, to a point 
a little south of Masonville, where it would meet the Missisquoi River Road, 
which is soon to be completed from St. Albans to Newport, Vermont. The 
South Eastern Counties* Road, now being built from West Famham, would 
also connect with it, within or near the Township of Potton. This proposed 
route from Richmond, less than 50 miles in length, would pass through the 
very heart of the Eastern Townships. 



THE MASSAWIPPI VALLEY RAILWAY. 



This railway has been leased to the Passnmpsic Company for 999 years. This 
line is to connect the Gonnecticat and Passumpsic River Railway with the 
Grand Trunk at Lennoxville, and is about 34 miles in length, including tho 
spur of 2i miles, running to Rock Island, Stamford. The line was opened on 
1st July last. $165,000 of stock was subscribed in Canada and paid in gold 
and an equal amount furnished by the Passumpsic Railway Company, making 
$830,000 cash stock. The contractors are to take as part payment $70,000 of 
stock, $400,000 of bonds to be issued by the Massawippi Company, which 
the Passumpsic Company endorse and guarantee and provide for. The road and 
real estate from the lino to Lennoxville is mortgaged for security of these bonds, 
and to aid in the redemption, a like amount of stock is issued. The Passump- 
sic Company undertakes to build, equip and run the Massawippi Yilley road, 
and to lease the same, paying interest on the bonds, $24,000 in gold, to the 
holders, in semi-annual payments. The Passumpsic Company also under- 
take to pay to the stockholders in the Massawippi Railjjoad Company, from 
the earnings of both roads, equa} dividends per share with that paid to the 
stockholders in the Passumpsic Railway Company. The total of the dividends 
appropriated to the Massawippi Railway Company stockholders not to be less 
than one-fifth of the whole sum divided to both Corporations. The gold value 
of the Passumpsic Railway is estimated at and put into the partnership thus in 
effect foimed at $3,200,000, and the Massawippi Valley Railway is put at 
$800,000. Both roads will be operated by the Passumpsic coi'poration, in con- 
nection with the Massawippi corporation. The spur to Rock Island is built 
and worked in the same way as the main line. The contractors received 
$330,000 cash and $70,000 in stock and proceeds of the road, and $400,000 in 
bonds. The $165,000 contributed on this side is composed of subscriptions 
in Stanstead and vicinity, $100,000 ; in Hatley debentures, $16,000 ; and in 
Ascot t debentures, $40,000, with some subscriptions in the vicinity to pay 
for the right of way over and above what the $15,000 in stock would meet, 
and for the preliminary expenses. 

It has very recently been decided to run this line into Sherbrooke, E. T. 
by laying a third rail on the Grand Trunk from Lennoxville ; stations will 
also be built there sufficiently commodious for the traffic of both lines. 

The gauge is 4 feet 8^ inches. ^ 

Chief Office and Addeess — Lyndonville, Vt. 
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QUEBEC AND GOSFOKD RAILWAY. 



This is a line of 27 miles in length, from the city cf Qnebec to the village 
of Gosford, and is the only wooden railway in the Dominion at present. It 
was constructed by Mr. Hiilbert, who has had experience as a contractor and 
operator of wooden railways in the United States. He commenced work on 
the line in September, 1869, and comjileted it in December, 1870, or a fort- 
night before the time required by his contract. 

The road has quite a substantial appearance. The tics are heavy, and are 
laid so as to measure 2 ft. 4 in. from centre to centre. The rails are strips of 
seasoned maple, 14 feet long, 7 inches by 4 inches, notched into the seven 
sleepers over which each rail extends, and wedged hard and fast without the 
use of nails or iron fastenings of any kind. The 4 ft. 84 in. gauge was adopted 
for this line. The rails are expected to last five or six yeara, and are perfectly 
safe so long as the wood reniains sound. As steep a grade as 250 feet to tha 
mile is encountered at one point on the road — an impossible grade for an iron 
railway. The bridge ^ross the Jacques Cartier River, and the northern ap- 
proach to it, is the most expensive work on the road, having cost SI 2, 000. It 
crosses the river immediately above a beautiful fell of 30 feet. The river is 

4 

200 feet wide, and is crossed with two spans. The top of the bridge is 66 feet 
above the water. The trestle work on the northern end of the bridge is 1,250 
feet long, and carries the road over the tops of the large forest trees growing 
in the valley beneath. 

The cost of the road, including right of way and rolling stock, has been 
$6,000 per mile. 

, The stockholders are entitled to one cord of hardwood at cost price for eveiy 
f 10 paid in. 

The rolling stock consists of one locomotive, twenty-five platform cars, four 
second-class passenger cars, and one box freight car. The wheels of both loco- 
motive and cars have a greater diameter than those on iron roads, and arc also 
broader, so as to cover the whole thickness of the wooden rail. The locomo- 
tive was built at the Rhode Island Engine Works ; it an-ivcd in Quebec on 
the 23rd of June, and commenced running about the middle of Jul3% and con- 
tinued until late in December ; during the whole time it worked most satis- 
factorily. It was running an average of 100 miles per diem for 140 days, 
making a total distance of about 14,000 miles. The cost of the locomotive, 
including transport, haulage, &c., is $8,396.47. It weighs 21 tons, wooded, 
without the tender, and 28 tons with the tender. It will draw 75 per cent of 
what the same power could do on an iron road. 

In March, 1870, a contract was let to Mr. S. Peters, of Quebec, for the con- 
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srtroction of 30 platform cars, at a cost of $310 each ; the cars were to have 
been handed over by the 16th July. They were not, however, delivered until 
late in the season, owing to the destmction of Mr. Bissett's foundry by fire, 
where the wheels were being made. The first pattern wheels having been 
found to be too slight, wheels of a heavier pattern have been substituted at an 
extra cost. One of the cars has been converted into a box freight car, at a cost 
of $190, and four others into temporary passenger cars, at a cost of $140 each. 
The total cost of these cars, including $147 for haulage, amounts to $10,454.85. 
The total amount spent by the Company for all the purposes of its incorpo* 
ration amounts to $140,058.60, up to 7th Feb. 1871. That amount was re- 
ceived from the following sources : 

Paid by shareholders on their shares $69,436 40 

Paid-up stock issued to contractor, as per contract 20,110 00 

Directors* personal notes, redeemed with Govt, subsidy... 47,405 00 

Company's note 2,719 00 

Interest 434 45 

Total *. $140,104 85 

The Company's liabilities amounted at that time to $14,000 00, besides some 
unsettled claims for right of way. The Quebec (government has paid the sum 
of $48,171 20, for the subsidy due the Company in virtue of the 32 Vic, cap. 
52, in cash, in full of the whole amount of the subsidy, instead of debentures 
or by twenty yearly payments. 

Power was obtained at the last session of the Quebec Legislature to extend 
the line as far as Lake St John, and the Government have explored and have 
undertaken the work of locating that Extension. 

Kespecting the solidity of the road, that would be quite satisfactorily settled 
by the tests which have been applied. At least 1,000 trains have nin over the 
road without perceptible detriment to the i*ails or any of the bridges or other 
works. 

The Company seem to have met with a good deal of diificulty in the col- 
lection of instalments due by the shareholders. Out of 1,241 shareholders, 
790, representing 1,614 shares, had paid nothing in February last. A good 
many defaulters were sued, in most cases with success. The Board recom- 
mended that those 1,614 shares should be declared forfeited. Under these 
circumstances of difficulty, an offer was made by Mr. Hulbert to complete the 
road by an expenditure of $84^000 upon it, and work it for a term of years, 
paying the shareholders six per cent, interest on their capital. These fa- 
vourable terms — for the Company, at least — ^were accepted, and the road is 
now being operated under an agreement arranged on that basis. The additional 
expenditure is mostly for fencing, stations, workshops and engine-houses, 
and additional rolling stock. 

Pkesident — H. G. Joly, Esq. 

Engineer — Mr. Rickon. 

Chief Office — Quebec, P. Q. 



SAULT STE. MAEIE RAILWAY. 

(projected.) 



A charter was obtained at the last session of the Dominion Parliament, 
granting the necessary powers to build a line of railway from the village of 
Sanlt Ste. Marie, in the district of Algoma, to connect with the projected 
railway in the Proyince of Ontario, at or near Lake Nipissing, and to extend 
a branch therefrom to connect with the Toronto, Simcoe and Mnskoka 
Junction Railway at or near Bracebridge, in the County of Victoria. Power 
is also granted to bridge the River St Mary, and there effect a junction with 
lines in the United States. The corporators are — J. S. McMurray, F. W. 
Chimberland, J. B. Robinson, S. B. Hannan, Angus Morrison, W. M. Simp- 
son, Anson G. P. Dodge, Eli C. Clarke, S. E. Mai-vin, John Mclntyre, John 
M. Hamilton, James Bennett, Walter McCrae, T. "W, Herrick and J. J. 
Yickers, and these gentlemen are, by the Act, made the first Directors of the 
Company. The capital is fixed at $10,000,000. When $10,000,000 are 
subscribed, and 10 i>er cent, paid up, new Directois may be elected by the 
shareholders. 

One of the chief objects of the promoters is to establish a connection 
between the railway system of Canada and the Northern Pacific, now under 
construction. It is believed that this connection will bring a large amount of 
through trade over the Toronto and Muskoka and the Northern to Toronto, 
where it can either be moved to New York by the Great Western, or to 
Montreal by the Grand Trunk. It would, besides, give a winter and summer 
route — all rail, when the branch of the Northern Pacific is completed to 
Pembina, as it soon will be — to the Red River Territory. In this way it 
would sei*ve as a temporary substitute for a Canadian Pacific Line proper for 
the distance between Toronto and Manitoba. It would also afibrd an outlet 
for the product of the extensive mills along the north shore of the Georgian 
Bay, which are now entirely shut in during the winter. The promoters think 
that so important a link in our railway system should receive the maximum 
rate of subsidy from the Ontario Government provided by the Act of last 
session — $4,000 per mile — and a liberal land grant beside. 

The distance from St. Marie to Bracebridge is 280 miles. The road, if 
Ixwlt, will be of the 4 feet 81 inch gauge. 
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MONTREAL AND CHAMPLAIN RAILWAY. 



On the 25th of Feb., 1832, the Champlain and St Lawrence Eailway obtained 
their charter. The capital of the Company was £50,000, in shares of £50 each, 
with ower to increase the shares to £65. The charter underwent several suc- 
cessive amendments. The road was constructed with wooden rails and thin 
flat bars of iron spiked upon them. It was in the first instance built from St. 
Johns to Laprairie ; this section was opened in July, 1836. Subsequently, in 
order to give a closer connection with tne City of Montreal, the northern 
terminus was transferred from Laprairie to St. Lambert, immediately opposite 
Montreal. This change was accomplished in January, 1852. In August of 
the previous year, the line had been extended from St. Johns to House's 
Point, making a total distance from Montreal of 49 miles. The length of sid- 
ings, &c., is 5.66 miles, which gives a total mileage of track 54.66 miles. 

This road is now leased and operated by the Grand Trunk Railway Company. 
The net revenue due the Montreal and Champlain Company under the agi-eement 
for the year ending 31st Dec, 1869, amounted to $105,556, being an increase 
on the former year of more than 16 per cent., which was more than sufficient to 
pay the interest on the Company's bonds, and the dividend on the preferred 
stock, interest on the sinking fund and incidental expenses, besides reducing* 
debit against the revenue account over $10,000. The amount standing at 
the credit of the sinking fund is $30,254. 

CAPITAL ACCOUNT, 31ST DEC, 1869. 

Consolidated Stock $1,130,276 

Preferred Stock 404,600 

First Mortgage Bonds 80,300 

Consolidated Loan 802,513 

PER CONTRA. 

Railway Property $2,384,376 

Fuel and Stores Stock 33,141 

President— Hon. James FeiTicr. 

Chief Office— Point St. Charles, Prov. of Qutbec. 



166 ST. LAWRENCE AND INDUSTRY RAILWAY. 

HARRISBURG & BRANTFORD RAILWAY. 

(PKOJECTED.) 



This is a short line of seven miles, projected from Harrisburg to Brantford. 
The road is to cost ^150,000, and will be built by the Great Western Com- 
pany. A contract has been let to Mr. Hendrie, of Hamilton, and the work of 
construction will doubtless be proceeded with as early as practicable. 
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CARILLON & GRENVILLE RAILWAY. 



This Company obtained their charter on the 24th June, 1848. Their 
capital is £60,000, in shares of £25 each. The line was run from Ca^llon 
to Grenville, a distance of 12} miles, and was opened for traffic during the 
month of October, 1854. This road is operated during the summer months 
only. The cost of road and equipment is $110,000. The rolling stock 
consists of 2 locomotive engines, 6 passenger and baggage cars, 2 box and 4 
platform cars. 

Chief Office and Address— Grenville Post Office. 
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ST. LAWRENCE & INDUSTRY RAILWAY. 



On the 28th July, 1847, a charter was granted to a Company formed to 
construct a railway from lianoraie, district of Montreal, to Industry village, 
a distance of 12 miles. This road was completed and opened for traffic in the 
month of May, 1850, and is operated during the summer months only. The 
cost of construction and rolling stock amounts to about $56,000. The rolling 
stock consists of 8 locomotive engines, 2 passenger and baggage cars, and 9 
ether cars. 

Chief Office and Addkess — Industry, Province of Quebec. 



MIDLAND RAILWAY OF CANADA. 

(formerly port hope, LINDSAY AND BEAVERTON.) 



This Company was originally chartered on the 2Cth December, 1846. On 
the 14th December, 1853, power was given to build a branch through the 
townsliips of Caran, Emily, Iklanrers, Ops and Mariposa, and thence to some 
convenient point on the line of the Ontario, Simcoe and Huron Railway — 
powers which were never fully exercised. 

The Company were aided with large municipal subscriptions. 

The Town of Port Hope gave, in all $680,000 

Township of Hope 60,000 

Township of Ops 80,000 

Town of Peterborough 100,000 

Total up to 1864 $920,000 

Additional sums were su1)sequently granted. 

On the 13th March, 1857, a lease of the road was given to Messrs. Tate k 
FQwler, one of the conditions of the lease being that this firm were to build 
the Peterborough branch. In aid of this work the town of Peterborough 
granted £30,000 and Port Hope £10,000, these towns taking a mortgage on 
the lease as security. By this mortgage the lessees were to pay Peterborough 
annually the sum of £1,800, and Port Hope, £600. By an Act of 15th Oct., 
1863, the amount secured to Peterborough was reduced to £19,700. 

By an Act of the 30th June, 1864, the purchase of the Port Hope Harbour 
was authorized, the lK)nds and debentures of the Harbour Company being ex- 
changed for bonds of the Railway Company, bearing various rates of interest. 

In 1866 the Company were authorized to purchase the Millbrook branch, 
and to issue preference bonds therefor to an amount not exceeding £110,000 
stg. It was provided that these bonds should not be issued without the coir- 
sent in writing of the persons with whom were deposited the then existing 
mortgage bonds of the Company as collateral security for the due x^iyinent of 
certain bonds given by Henry Covert, Esq., (now President of the road) for 
the purchase made by him of the then existing bonds of the Company. By 
the same Act the Company were authorized to issue preference bonds to the 
township of Hope in exchange for the stock held by the municipality suffi- 
cient to secure the annual sum of $1,542 ; to the township of Ops, in the 
same manner, bonds to secure $296.75 ; and to the town of Lindsay for $296.75 
annually. All these sums are payable on the Ist December in each year, and 
constitute a first charge on the railway. It was also provided by the same 
Act that any stockholder could transfer his stock to the Company and receive 
in exchange therefor first preference bonds to the amount of 50 per cent, of 
such stock. 
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MIDLAND RAILWAY OF CANADA. 



On the 23rd January, 1868, an arrangement between the town of Port Ho'j^e 
and the R^lway Company was legalized, by which the town was authorized to 
transfer sterling debentures of the Port Hope Harbour Company to the railway 
Company, the object being to aid the extension of the railway from Lindsay 
to Beaverton, by granting the Company the sum of £30,000. During the 
work of construction the railway handed over to a private individual ^30,000 
of mortgage bonds as security for the co npletion of the roa:l to Beaverton on 
or before September, 1871. The Line was formally opened to Beaverton in 
January, 1871. 

By an Act of 24th Dec, 1869, the name of the Company was changed to 
"The Midland Railway of Canada." Authority was also given to build a 
branch line from some point in the township of Mara through the township of 
Rama to the river Severn. Power was also granted to issue £100,000 of bonds. 
The Township of Thorah had loaned the Company the sum of $50,000 to ex- 
tend the line to Beaverton, and by this Act the Company were authoiized 
to give that township a lien on the railway in perpetuity for the sum of §1,500 
I»er annum, being interest at the rate of 3 per cent, on the amount loaned, 
and payable on the 15th of June in each year. 

An Act of the last session of the Ontario Legislature recited that there were 
at that time (Feb., 1871) outstanding first preference bonds to the amount of 
£110,000 stg. ; second preferences to the amount of £125,000 stg., and £100,000 
stg. of bonds then authorized but not issued, and gave power to substitute for 
these issues new consolidated six per cent, bonds to an amount not exceeding 
£835,000 stg., these bonds to form a first charge on the line. 

^he gi-oss earnings in 1867 were $234,476.98; 1868, $232,904.10; 1869, 
$225,851.23 ; 1870, $242,157.22. The working expenses, including mainten- 
ance of way, in 1870, are stated at $128,930.03, or 53.24 per cent, of the gross 
earnings, leaving net revenue, $113,227.19. During the four years ending 
Dec, 1870, the gross sum of 308,000 was expended in improving the line. 
The operating expenses for the years named were : 1867, $100,000; 1868, 
$107,000 ; 1869, about $109,000 ; 1870, $128,930, which, added to the expen- 
diture for the improvement of the line during these four years ($308,000), 
as given above, gives a total outlay in the four years ending Dec, 1870, of 
$753,000 in round numbers. 

STATEMENT SHOWING TONNAGE OF THE PRINCIPAL ARTICLES 

OF FREIGHT. 



Square Timber, cubic feet ... 
Sawed Lumber, feet B. M. .. 

Wheat, iiushels 

Other Grains, bushels 

Flour and Oatmeal, bushels.. 

Potash, barrels 

Pork, barrels.... 

Other Freight, tons 

Total No. of tons carried 



1867. 

■ 


1868. 


1869. 


1870. 


66,378 


75,833 


11,278 


788,640 


71,892,950 


72,502,050 


64,04^,450 


71,225,600 


246,277 


200,649 


262,626 


240,752 


173,427 


128,407 


131,447 


151,914 


43,312 


36,907 


44,567 


26,334 


237 


164 


184 


158 


1,510 


2,042 


3,889 


1,213 


16,966 


17,681 


15,29C 


19,540 


197,324 


190,005 


176,448 


195,698 



MIDXANB RAILWAY OF CANADA. 
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STATEMENT OF PASSENGER TRAFFIC. 




No, of Tlirough Passengers... 

" Way 
Total number of Passengers... 
Miles Travelled, Thro' Pass. 

Average by each Pass., miles 



32,064 

13,963 

46,027 

970,149 

112,812 

23j 



1868. 


1S69. 


1870. 

1 


36,950 


39,478 


38,247 


17,220 


16,552 


14,371 


64,170 


66,030 


62,619 


272,850 


1,186,664 


1,212,840 


1,072,040 


237,977 


210,997 


24| 


2b\ 


27i 



The following is a statement of the Earnings and Expenditures for the year 
ending 3l8t December, 1870 : — 

EARNINGS. • 

Freight $195,698 33 

Passengers 43,210 01 

Mails 3,248 88 

Total §242,157 22 

EXPENDITURES. 

Operating Expenses — 

General management $4,785 04* 

Interest, Agency and Travel 12, 910 31 

Traffic Depar't, including Station Agents 9,362 68 

Train and Water Service 15,616 85 

Office Expenses, Printing, Taxes, &c 3,139 79 

Fuel, Oil and Waste 17,396 68 

Rolling Stock 29,950 23 

Machinery and Tools 2,745 55 

Track 24,388 02 

Bridges and Culverts 1,497 06 

Buildings and Fences 2,036 80 

Miscellaneous 6,101 02 

■ — 128,930 03 

NettReveuue 1^113,227 19 

The line runs from Port Hope, on Lake Ontario, to Beavei ton, on Lake 
Simcoe, a distance of ^6 milesj with a branch from Mill brook to Peterborough, 
of 13 miles, making the total length of line opened, 79 miles. 

Rolling Stock (Jan., 1870) — 11 locomotive engines, 5 passenger cars, 6 
mail and express cars, 192 freight cars, 40 box cars, 2 stock cai-s, 160 platform 
cars, also 8 service cars. 

Directors — Henry Covert, Port Hope ; Sidney Smith, Peterboro* ; Lewis 
MofTatt, Toronto ; William Cluxton, Peterboro* ; D. E. Boulton, Cobourg. 



170 CANADA CENTRAL RAILWAY. 

Offichrs — Henry Coveii;, President ; William Cluxton, Vice-President ; 
Joseph Gnfy, Sec. and. Treas. ; Taylor, Superintendent ; 6, A. Stew- 
art, Chief Engineer ; 6. L. Fisk, Road Masteh 

Chibf Office and Address — Port Hope. 
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CANADA CENTRAL RAILWAY. 



This Company ^ras chartered hy Act of Parliament of Canada, assented to 
18th May, 1861. The Act was an amendment of a previous Act ** To encour- 
age the construction of a railway from Lake Huron to Quebec." The Company 
obtained ]K)wer to construct a line of road from Lake Huron to the City of Ot- 
tawa, yia Pembroke and Amprior, and from Ottawa to Montreal. The North 
Shore, the Carillon and Gi*enyille and Canada Central Railway Companies may 
amalgamate. These Companies.may also share in the grant of land given fo 
the above object m the manner prescribed by the Act. The authorized capital 
is 17, 000, 000, in 70, 000 shares of $100 each. Power is given to issue bonds to the 
amount of one-half the capital. As soon as the railway is completed 20 miles, 
the Company may have a share in the land grant. On the 15th of August, 
1866, the charter was amended, and a divergence in the line authorized be- 
tween Ottawa and Pembroke, which permitted the Company to build their 
/road at a distance from the Ottawa River not greater than 25 miles. 

The line was built by Mr. H. Abbott, of Brockville, to Carlctou Place, a 
distance of 28 miles from Ottawa, and was formally opened for traffic on the 
16th September, 1870. It passes through a good country, now devastated, 
however, by the late disastrous fires. It connects with the Brockville and 
Ottawa line, running to Brockville and to Sand Point, on the Ottawa River, 
and is operated in connection with the Brockville & Ottawa Railway. The 
traffic earnings for the three months ending December 80th, 1870, amounted 
to $7,654. 

DiRECTOBS (Jan., 1870) — J. G. Richardson, President ; S. Abbott, Vice-. 
President ; R. W. Scott, Hon. John Hamilton, Messrs. Askworth, Lowe and 
Rivers. 

General Manager— H. Abbott, Esq., Brockville, Ont. 

Chief Office— Brockville, Ont. 
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PROVI CE LINE RAILWAY. 



On the 24tli of June, 1843, a charter was granted to the Lake St. Louis and 
Province Lino Railwaj Company, with a capital of £150,000, in shares of 
£50 each. The Company also obtained power to raise their capital to the ex- 
tent of £200,000, if necessary. 

This line was ox>oned to Moore's Junction, a distance of 32 miles, in Aiigust, 
\1852, and, with the Montreal and Lachiue Railway, formed the connection be- 
tween Montreal and Plattsburg, on the west side of Lake Champlain, and by 
ferry with the Rutland and Burlington Railway. This line is operated by the 
Grand Trunk Railway Company. Gaus;e, 4 ft. 84 in. 

Chief Office — Point St. Charles, Prov. Quebec. 



MONTREAL AND VERMONT JUNCTION 

RAILWAY. 



This line of i-ailway extends from St. Johns to St. Armand, a distance of 26 
miles, and forms a connecting link between St. Albans and Montreal. The 
gauge is 4 ft. 8^ inches. The road is operated by the Vermont Central Rail 
way Company. 

Chief Office — St. Albans, Vermont. 



STANSTEAD, SHEFFORD AND CHAMBLY 

RAILWAY. 



This line extends from' St Johns to "Waterloo, a distance of 42 miles. The 
first section was opened for traffic in January, 1859. 

The cost of construction and equipment is over one million dollars. The 
road is now leased in perpetuity to the Vermont Central Railway Company. 
The account of revenue and expenditure does not appear separately. 

Chief Office— St. Albans, Vermont. 



1^2 BUFFALO AND LAKE HURON RAILWAY. 

EEIE & NIA.aARA RAILWAY. 

(leased to great western railway company.) 



A Company was incorporated to construct this line as early as April 16th, 
1885, with a capital of £75,000. It was to run from some point on the River 
Welland to the Niagara River at or below Queenston, with power to extend to 
Lake Erie or to the Niagara River below Lake Erie, and from Queenston to 
Lake Ontario. The charter was amended in 1852, the capital being increased 
to £160,000, or £250,000 provided the line were extended to Lake Erie. At 
first a horse railway was constructed, but this was superseded by an iron road. 
The line, after being worke<l for a number of years, became involved, and ope- 
rations were suspended ; it was, however, reopened in 1867. The project was 
aided by subscriptions and loans as follows : town of Niagara, §60,000 ; town 
of Chippawa, $20,000 ; other loans, $220,000 ; total, $300,000. The road was 
opened to Chippawa — 17 miles — in July, 1854, and afterwards to Niagara, 31 
miles. The line is now operated to Fort Erie by the Great Western Company 
under a lease. 



» » < 



buffalo & LAKE HURON. 

(leased in perpetuity to the grand trunk.) 



This line extends from Fort Erie, opposite Buffalo, on the Niagara River, 
to Goderich, on the east shore of Lake Huron, a distance of 162 miles. The 
road was opened from Fort Erie tu Paris on the 1st November, 1856, 83 miles ; 
from Paris to Stratford on the 22nd December, 1856, 33 miles ; and from Strat- 
ford to Goderich, 28th June, 1858, 45 miles ; total, 162 miles. Aid was 
granted to the undertaking by the municipalities along the line either in the 
shape of stock or bonuses, to the total amount of $878,000, as follows : 

United Counties of Huron and Bruce $300,000 

County of Perth 200,000 

Town of Stratford 100,000 

*• Paris 40,000 

" Brantford 100,000 

Township of Brantford 60,000 

'* Wainfleet 20,000 

*• Canborough 8,009 

" Moultonand Sherbrooke 20,000 

Bertie 40,000 



$878,000 
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Tht amount expended on construction account, and for equipment, to 1st 
January, 1867, was $3,000,780. The capital account stood on tlie 30th June, 
1869, as follows : bonds, £727,738 stg. ; share capital authorized, £2,460,000. 
The amount of shares subscribed was £1,659,050 ; amount received on capital 
account, £1,775,071 ; amount expended, £1,701,056 ; balance unexpended, 
£74,015. 

DiREGTOBs (elected 1870).— Maxwell Hyslop Maxwel], Liverpool, Eng., 
chairman. Arthur Ashton, Liverpool ; Samuel R. Healey, Liverpool ; J. 
Johnson Stitt, Liverpool. Secretary — Thomas Short, Liverpool. 

Chikf Office, 1 Great Winchester-street buildings, London, E. C. 



PETERBOEO' & HALIBUETON RAILWAY. 

(projected.) 



This Company was incorporated by an Act of the Ontario Legislature, 
passed on the 23rd January, 1869. The charter authorizes the building of a 
wooden or iron railway, of the 5 ft. 6 in. gauge, from the Town of Peterboro* 
to the town plot of Haliburton, in the County of Peterboro'. The capital 
authorised is $250,000, in 5000 shares of $50 each. So soon as $50,000 is sub- 
scribed, and 10 per cent, paid up, nine directors may be elected, and the 
Company fully organized. The road must be commenced within two years, 
and completed within four years from thu date of the charter. The Town of 
Peterboro' has granted a bonus of |25,000 in aid of the road, and the Muni- 
cipality composed of the united Townships of Dysart, Guilford, Dudley, 
tiarbam, Harcouit and Burton, are also to extend aid to the undertaking. 
A liberal grant has, we are informed, been promised by the Ontario Govern- 
ment, out of the " Railway Fund." The manner in which the project will be 
carried out is yet uncertain, but it is anticipated that decisive action wiU be 
taken immediately. 

Directors. — (Provisional, appointed in the charter) — P. Grover, John Car- 
negie, jr., George Read, Wm. A. Scott, Ellas Bumham, W. H. Scott, James 
Stevenson, S. 8. Peck, N. Kerchoflfer, Francis Beamish, A. Trefusis, H. "Wil- 
liams, A. J. Cattanach, C. J. Blomfield. 

Chief Office, Peterboro', Ont. 
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EUROPEAN AND NORTH AMERICAN RAILWAY. 
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BAINES' 



REVERSIBLE ROLLS 

Important Facts for Railway Companies. 



One mile Steel Kail, at 70 lbs. per yard, or 123 tons, 400 lbs. 

at $70 <>8,624 00 

One mile of new Iron Rail, at 70 lbs. per yard, or 123 tons 

400 lbs, at U6 5,544 00 

One mile of re-ruUed Iron Rails, at 70 lbs. per yard, or 

123 tons 400 lbs., converted into new rails, at $35.00 4,3L2 00 
One mile of old rails, at 70 lbs. per yard, or 
323 tons. 400 lbs. ; re-rolled in damaged 
parts by Reversible Rolls, average cost per 

ton, $3.50 at the most $43120 

Royalty per mile 50 00 

Interest on first outlay for Mill and Machi- 
nery, per mile 6 60 

$487 80 

Railway Companies anxious to re-lay their lines, say with 30 miles 
of steel rail per annum, could repair 10 miles of their best old iron 
rails, by Reversible Rolls, at a cost of $4,878, rather than re-roll the 
same quantity by the old fashioned plan, at a cost of $4,312.00 per 
mile. 

One set of Rolls, with two furnaces, is capable of repairing per 
annum each rail in every 45 miles of road, each ):ail having on two 
patches, not exceeding 3 ft. 6 in, in length. 

Railway Companies adopting the Rolls, say on a 300 mile road and 
repairing only about 8 miles the first year, would effect a saving sufii- 
ciently large to pay for patent right, cost of Mill and Machinery. 

Railway Companies determined to continue using Iron Rails would 
effect an enormous saving by using the Reversible Rolls. 

Railway Companies having Reversible Rolls, could purchase good 
old rails, and repair same with great profit to themselves. 

By Baines' Improved Rolls, and new shape of Patch, the Scarf is 
made, without doubt, the strongest part of the Rail, and that, too, 
merely upon its passing through the Rolls at proper welding heat, not 
in any measure depending upon the care and attention of workmen. * 

For further information apply to 

HUGH BAINES, 

TOEONTO, CaKADA. 

or to 

MATT. TAYLOR, 

21 Nassau Street, New York, U. 8. 
Toronto, 0th Nov., 1870. 
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Baldwin Locomotive Works. 




M. BAIRD & Co., Philadelphia, 

Manwfiu*wrerB of 

LOCOMOTIVE ENGINES! 

OF ALL SIZES AND DESCRIPTIONS, 



SPECIAL PATTERNS OF SMALL LOCOMOTIVES 

Designed ezpresalj for Narrow Gauge BaUroadE. 



All Work accurately fitted to Gauges y 

AND THOROUGHLY INTERCHAHGRABXJL 



Pfan« 3f oteHof , WvrlemamiMth i^fn^^ and .^Uloieney 
ftiUy guarantted. 

For full particulars address 

M.B*t.». E.W.H.W1UJUO.) M. BAIBO & Co» 

"^12'' 



- - - - - [ ^i.*gUj^_ELPHIA, PENN. 3I 



[IW] 



CANADIAN 

#«gttie and ^acbtn^tg 0!a. 



CAPITAL, - $250,000. 



Works at Kingston, 



President : 
HENET YATES, Esq, 

Vice-President : 

B. J. REEKIE, Esq. 

Directors : 

HENRT YATES, Esq., Braiitford. 
B. J. REEKIE, Esq., Montreal. 
GEO. STEPHEN, Esq., Montreal. 
BOBERT CASSELS, Esq., Quebec. 
JOHN SHEDDEN, Esq., Toronto. 

Managing Director : 

B. J. BEEKIE, Esq., Montreal. 

Secretary and Treasurer : 
CHARLES 6ILBEBT, Esq., Kingston. 

Superintendent of 'Works : 
G. J. TANDY, Esq., KinfKston. 



[W3 

KINGSTOK, OKt. 

The works of this Company are completely and fully equipped 
with the most approved of modem Tools und Machineiy, 

for building 

RAILWAY LOCOMOTIVES, 

RAILWAY CARS, 

Railway Snow Ploughs, 

IRON RAILWAY BRIDGES, &C, &C. 

We have already built Locomotives for all the prindpal Bailways 
in the Dominion, as will be seen by tbe following list, viz: 

€frand TrufUc BaUway, 
Great Western Baiiwapf 
Nova Scatian Bailwap, 
Nortliem Railway, 

St. Lawrence S Ottawa RaUway, 
BrockviUe S Ottawa Maiiway, 
Midland Railway $ 

Cobaurg <0 JPeterboro* Railway ^ 
T^nmio <0 Nipissing Railway^ 

And we are now building for the Intereoionial Railway. 

For further particulars ap^y to (^ mmihmigMA^ 

CHARLES CilLBERT, 

Secretary & TreasTurer, 

K« J« BEEKlBy 

Managing Director, 



[180] 



8T. LAWlBirei FOIRBBII 

STEAM ENGINE & MACHINE WORKS. 



Car Shop, 



Spike Shop, 



Bolt Shop, 



Manufacturera of 

Brick Machines^ Drain Tile Machines, 

TOBACCO BIACHINES, 

HYDBAULIC RAMS & STEAM HAMMERS. 

ALSO 

Repairs and all Sorts of Jobbing Work 

Carefully attended, from the largest to the smallest order. 

WM. HAMILTON & SON, 

PROPRIETORS. 



N. B.—8ole Mattufaeturers in Canada of 

HAMILTON'S BALANCED EOTARY ENGINE. 
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St. Lawrence Foundry 



AND 



O-A-K, 'WOILKIS. 



«•! • 



WM. HAMILTON & SON, 



MANUFACrUBEBS OF 



Passenger Cars, 



BOX GAJEIS. 



Platform Cars, Snow Ploughs, &c. 



FISH BOLTS FOR JOINTING RAILS, 

, FORCINGS, CASTINGS, and 

MACHINERY OF EVERY DESCRIPTION. 

OPPOSITE THE OLD JAIL, 



WHQ^T SrssMTt Mtmojrro 




HINKLET & WILLIAMS WORKS, 




¥^imm&, 






552 Harrison Avenue, Boston, Mass. 

ADAH3 AVER, PreF. F. L, BULLARD. Treae. H. L. LEACH, Supt. 



MAKUrACrUftKl! 



LOCOMOTIVE ENGINES, 

mON AND BRASS CASTINGS, &C. 

Of the moBt imOToved dascription, and of the, beat material and work- 

maiuhip. They are prepared with pattenu, and can furnish 

at short notice, engines of the following general 

descriptions and dimensions. 

ElBht- Wheeled lAransMlTO, wllk Foar Brlven amd Track* 

Welglit^ M tontiDriver, »|, 6 



BI«M-WkMle4 EoeMBOU***, witk Us Driven aad Two-Wkeeled Truck 

Wclliht, ST toiu. I DiiTer. tl or » ft. dbmcter. | Flra Boi, es in. long. | Cjllnder, 13H2S. 
FoBfWkeelml BwIIcIiIiik lAComollTei. 

Wetoht, » torn. I Diiren, W iuchsii diiaeUr. I Fin Box, ta In. long. I Cl^llnder 14 hI2. 
^' 18 •■ I •' " '• I " " I " l»orl*i**2. 

They will also contract to build Locomotirei to speoifications uf any 
design, ix will modify the above |>rap(uiitHu to suit purcbasers. 
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The Canada Bolt Co., 

Perth, County of X^anark, 



AKD 



West Side Caroline Street^ Toronto. 

MANVFACTIJRER 

CARRIAGE BOLTS, 

TIRE BOLTS, 

MACHINE BOLTS, 
RAILWAY TRACK BOLTS, 
SLEIGH SHOE BOLTS, 

HOT PRESSED NUTS, 

All of Ezoellent Quality, and superior to those imported. 



AJl Orders wiU meet with prompt aUention. 



TV. J. 



9 

Pbesident. 



[184] 




DANFORTH 



MAKERS OF 



LOCOMOTIVE ENGINES 



COTTON MACHINERY, 



WATER WHEELS, MILL GEARING, 



Ae»9 Ac* 



F^VTERSQN, N.J. 

GHAS. DA17F0STE, Fre8« JOEir 000£E, Traas. 

A. D. BIOHHOND, Jr. Sco. 
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C A.N A.L 






^ip- 



PECK, BENNY & CO., 



MANUFACTURERS OF 



Railroad Spikes, 

Ship Spikes, 



AND ALL DESCRIPTIONS OF 



Cnt Nails, Pressed, Clinch and Slate Nails. 



Office, 391 St. Paul Street Works, 61 Mill Street. 



[186] 
JOHN S. NEWBERRY, JAMES McMILLAN, E. C, DEAN, 

PRBSIDEKT. 8KBBTA&T. XANAOES. 



• m • 



Michigan Car Co., 



MANUFACTURERS OF 



MAEILMOM^ QMMS 



Office and WorkSf 

CORNER LARNED & FOURTH STREETS. 

DETROIT. MICH:. 

\ 

DETROIT CAR WHEEL CO., 

MANUFACTURERS OF 

CAR WHEELS, 

RAILROAD & OTHER CASTINGS. 

Office and Fouhdry, 
DETROIT, MICH. 

JOHN S. NEWBERRY, PiiEaiDEirr. E. C. DEAN, Secketart. 

f 

JAMES McMillan, Tbeasttrer. S. T. nelson, Supt. 
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New Brunswick Foundry! 



IK>rjILiIT>r«3- BXII^IL. 



AND 



Steam JH[43sfitp:.s^ Works, 



■ • . rr ' 



Passenger & Freight Cars, 

Car Wheels, 

Car AxleSy 

Hammered Shapes, and 

Rolled Bars. 

Steam Engines and Mill Machinery, 

Ship and every other description of Castings. 

J. HARRIS & CO. 
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HAWKINS & BURRALL, 



BITILDEBS OF. 



MsMFMM&*s ^arEjer TMttsSn 



AKD OTHBK 



Iron Bridges, Eoofs and Turn Tables. 



ALfiO, 



HOWE'S PATENT TRUSS, 



AND OTHEB 



TIMBER eiGES, ROOFS M TURN TABLES. 



CONTRACTORS FOR 



Piling, Masonry, and General Railroad Work. 

SFBINanELD, MAJBS., U. 8. 



fi. F. Hawkins. W. H. Burkall. 
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tttnt ^ndje & f t0u If jottji, 



OF DETROIT. MICBL 

]CAinrFAcrnr£EB8 of 

Bridges, Roofs, Turn Tables, &c. 

OF IRON* OR ^WOOI>. 

PIVOT PSAW BRIDaES & FIXED SFAITS of any reqnired LangtiL 

WE BUILD 

Tbe BoHman Truss, 

The Fink Trass, 

The Pratt Trass, 
The Triangnlar Trass or 

Warren Girder^ 

Boiler Plate or Trussed Girders, 

OR ANT OTHER APPROVED STYLE THAT MAY BE DESIRED. 

ALSO 

COMBINED WOOD AND IRON BRIDGES, 

With Lower Cords of Wrought Iron, 

Every rarietyof heavy or ligbt Forglngs ; Shafts. Axles, Connectiiu: Rods. Cianka «tr 
•te. Also aU kinds of Castixigs, Fish Plates, and all kinds of BoltsTNuts and Riveis for 
Bridge or Building purposes. 

ALSO 

STEAM ENGINES 

AND 

Mill and Machine Work Generally. 

Flans and Bpeoifloatioiui famished, with Estimates, if leqniied. 

Our Bridge and Roof Work is in large use in almost all the important Railwaya in the 
Koitb-West» to the officers of any out of which we confidently refer. 

QflSoe and Works : At Garner of Fouodiy St and M.O.ILB. 

DETBOIT, MICH. 

WILLIAN C. COLBUBN, WILLARD S. POPE, 

Secretary and Treasurer. Engineer. 



L. B. BOOMER, Pret. H. A. RUST, Vke-Pret. W. E. GILMAN, Sec. 



AMERICAN BRIDGE CO, 

Miinufticturera and Builders of 

BRIDGES, ROOFS, 

TIJRNIN« TABLES, PITOT BRIDGES, 



AND GEKEBAL 



Iron & Foundry Work. 

Vot Baflway and Road Bridges, this Company employ the foOotring 

well-establkhed systemi, riz : 



Fift't Pitlent DfaBimal Iiob Jram, 
Plate Md TroMM Ointan. 

Pott's Patent Diagonal Combination TraM. 
Howe*t Patent Ttou, and any otber de- 
aired tTstem. 



Tw 



Pnen— tle^gewirPneeaadM a c Mtiw , 
DeMriptlw Uttiognpiwftiniiked 



application. PkHM» tpeeiieatloiM aadw 

timatea, together with proposals, will be 
made and submitted when desired. ' 



WORKS : 
Comer of Kgan and Stewart Avenues. 

OFFICE : 

Rooms 1, 2 fc 3 Andrew'is Building, 157|lA,SaIls|Streel9 comer 

of Arcade Ccrarl. 

THE AMEBIC AN BRlDaS COMPANY, 

yo. 157 La Salle Street, Chicago. 

L. C. BOTINGTON, General Agent. IL LA8SIG, Oenenl Saperintendent, 
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Montreal Brass Works. 



EGBERT MITCHELL & CO, 

BRASS FOUNDERS A FINISHERS, 



LOOO]f0IIYS IISA0 UGffl^ SIGNAL Z^iVPS, 4G. 

» 
BRAS^ iiOnHTTHGS FOR CAM?; ^ 

Comer St Petei? a?ii^(JB?^^ 



•*■- 



MONTREAL. 



A. J. PELL, 

34S XOTBE JDAME STREET^ MONTREAL^ 

HAHVFACTUSEK OF EVEftT DBSCBIPTIOX OF 

Gilt CarMouldings, 

FLAIH AHD OBHAUEHTED. 
Eaid Bade, kept in stock for Bailwsy and other pniposes- 

RAILWAY ADYERTBD^G FRAMES, 

Hade to order with despatch and at lowest rates. 

A; J. Pell, 345 Notre Dame St, Montre^L 



RHODE ISLAND 

Locomotive Works, 




HANTJFACTURERS OF 



BOILERS AND TANKS, 

PROVIDENCE, R. I. 



W. 8. 8LATEB, President. E. P. HASOIT, Treas. 
II.W.HEALET, Snpt. V. H. rENVEK, Sec 
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B YERS & PENN, 



MANUFACTUSEBS OF 




9 



Car & Locomotive Springs 



GANANOQUE, ONT. 



13 
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Niagara Forge Works^ 



306 Perry St Buffalo, N. Y. 



a D. DeLANEY & CO.. 



PR0PKIST0B8. 



LIGHT AND HEAVY FORCINGS, 



TOR 



steamboats & Propellers, 

C^r & Locomotive Axles, 



HAMMERED SHAPES |0F EVERY DESCRIPTION FROM 



Wrought Iron or Bessemer Cast SteeL 



» • » 



FINISHINQ DONE WITH AOOURAOY AND DE&PATOH^ 

■ ■■ »■ ■ " ■ 

•rtfl«n MMpeetftilly SoUeltcd, 
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W. J. M. JONES, 

fSirCCBMOR TO ALFKKD BBOir^j) 

DEALER IN 

Railway Supplies, 



20 ST. 8ACEA.M;i!;]SrT STREET. 

uonirea.l. 
Canadian Railroad 

Lamp Manufactory, 

60 Quean StiMt WeiU Toronto. 

J^ JOHN BOX ALL, 

PROPRIETOR. 

Manufacturer of all kinds of Lamps 

LOCOMOTIVE BEAD LAMPS S BUBKEBS, 

TAIL 8WIT0E. flAUQE AHB aiOHAL LAUF8, SFEBM & GOAL 
OIX. HAND XJkMPS. 



Ooal and Wood Storei of vntj doBoriptioib. Hot Air Fill miiii, Ao- 
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NOVELTY 

Iron Works, 

46 TO ^4 Nazareth Stf^eet, 



R OBER T GARDNER 



MANUFACTURER OF EVERY DESCRIPTION OF 



Machinery^ 



Steam Hngmes, 



Mill Work, 



ForgingSy 



Turning Lathes, 

Railway Hand Cars, 

Turn Tables, 

Switches, 
And every descripton of Railway Work. 
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WAY & TEIE6RIIPH MACHINERY & SUPPLIES, 

L. C. TILL0T80N &. CO., 



MAKUFACTUBEKS OF 



Railway Car Findings^ 



IMPOBTBKS AND DEAISB3 IN 



Rubber Springs, Plushes, Gilt Mould- 
ings, Seat Springs, Oar Ventilators, 
Locks, Spittoons and Lamps* 

UPHOLSTERERS' MATERIALS, LANTERNS, OILS, 

Head Lights, Steam Gauges, Brass, Copper and Iron Flues, Nuts, 

Washers, Bolts, Wrenches, Files, Locomotive Gongs, Steel 

Tire, Belting, Hose, Cotton Waste, Steam Packing, 

Hydraulic Jacks, Conductors* Punches and every 

description of Engine and Car Supplies. 

Sole Agent in the U. S. for Richard Johnson & Nephew, Wire ManfVs., Manchester, Eng. 

JTo. 8 Dey Street, Kew York. 

CANADA FILE WORKS- 



English Oak-Tanned Leather 

Lacing Leather Works, 

Raiiwaf/f Steamboat and General Engineering Supplies, 

Railway Steel and Rubber SpringSf Cast and Spring 

Steelf Mtibber Belting^ Hose and JPacUingf Patent 

AtUi- friction Steam and Pump Packing f Rivets^ 

NutSf Washers, B<ibbitt Metal, Steam Gauges, 

Oxide of Iron, Paints f ijbc, Sc.td:c» 

DIVING APPARATUS COMPLETE. 



W. L. KINMOND & Co. 

CobbuIUhk Uedianleal EBsincen, M ONTK^AL. 
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Gart shore Iron Works, 



NEAR G. W. DEPOT, 



HAMILTON, ONT, 



1?« ©@'^^i:m & ©@* 



Manufacturers of 



ALL KINDS OF CASTINGS, 

In Green Sand, Dxy Sand, and Loam, of any size %nd weight. 

Patterns and Castings for Buildings got up on tbe 

shortest notice. 

RAILWAY & BRIDGE CASTINGS, 

LoeomotiTe Cylinders & Driving Wbeels, 

€u\ 6U ^i\\\$ and Paring ingtn^ (^Xi^hp 

Furnished to Manufacturers at the lowest prices. 



Ha\!ig had long exj)erience in this branch of business, we can 
guarantee our work as perfect in every respect. 

T. CO^WIE Sc CO, 
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Portland Company, 

I>ORTr.JlLNI>, MK., 

Are prepared to fill all Orders with Despatch for 

Locomotive Engines and Tenders. 

BB Mariiie Engines, Stationary Engines, Sugar Mills, 

BOILERS, HIGH AND LOW PRESSURE. 

Cars and Snow Ploughs, 

CASTINGS OF ALL KINDS, 

Chilled Car Wheels, Double and Single Plate, 

ALWAYS ON HAND* 

J. B. BROWN, Pres't. GEORGE F. MORSE, Snpt. 

JACOB McLELLAN, Treasurer. 

CANADA WIRE WORKS. 



♦— •- 



THOMAS OVERINGh, 
PRACTICAL WIRE WORKER, 



MID MANUFAOTUBER OF 



Spark-Catchers, for Loeomotiyes, Fine Wire Gauze 

for Cylinder packing, Fourdiner Clotlis for 

Paper Hills, Wire-Cloth Sieves, Biddies. 

Particular attention paid to finilders' Work. 

Cemetery, Garden, and Farm Fencing made to Order. 

757 Craig Street, West of Victoria Square, 

P.O. Box 192^. Montreal. 



>/■- 



3 & Co., 



:rs of 



Spikes 



rRS. 



% all kinds. 

iridge Eivets. 
vv Cutting Lathes, 
rhes, &c., &c., 



ISTID X4:7 



STREET, 



MONTREAL 
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TELEGRAPH 



CO, 



HEAD OFFICE, MONTREAL, 



CAPITAL 



$IfiOO,000. 



HUGH ALLAN, President ; SIR W. E. LOGAN, GEORGE W. CAMP- 
BELL, M. D., PETER REDPATH and ANDREW ALLAN, Direc- 
tors ; JAMES DAKERS, Secretary. 



THIS COMPANY was organized in January, 1847, with a capital of 
$60,000. The line extended from Toronto to Quebec, a distance of 540 
miles ; nine oflSces were opened and thirty-five persons employed. The num- 
ber of messages transmitted during the first year was 33,000. 

Since then the Comi)any has, year by year, continued to extend its lines, 
not only in the Provinces of Ontario and Quebec, where nearly every village of 
any importance has been afforded ample telegraphic facilities, but also thifough 
the (Province of New Brunswick, and in the States of Maine, New Hampshire, 
Vermont, New York and Michigan, in which 110 offices are owned by this 
Company. 

The statistics up to 30th November, 1870, show that the Company pos- 
sesses 7,800 miles of poles, 12,147 miles of wire, 640 offices and 996 employees. 
Number of comtnercial messages sent over the lines during the year 1870, was 
1,060,000. Number of words transmitted over Atlantic cable 153,092. 
Number of words furnished to the press upwards of 8,000,000. To give an 
idea of the facilities that the Company has at its command it is only neces- 
• sary to mention that during the last Parliamentary Session it was customary 
to transmit night after night, from its office at Ottawa, 20,000 to 50,000 
words to the press, and on the night of 17th February, as many as 67,251 
words were transmitted. 

The lines of the Company begin at Sackville, N. B., and extend to Sar- 
nia at the outflow of Lake Huron. 

They also run from the United States border to the Georgian Bay and the 
most northern towns of Canada. 

The Company has wires along all the Railways in the Provinces of On- 
tario and Quebec, and as soon as the Intercolonial Railway is built their wires 
will be extended over the whole of that road. ' 

In transmitting cable despatches they are sent direct to Sackville, N. B., 
the present terminus of the Company's lines, over a circuit of 750 miles. 

The Company has likewise branches from Montreal working direct 
through its connections to the following cities in the United States : — 



Portland, Maine 300 miles 

Boston, Mass 350 

NewYork,N. Y 450 



(I 



Oswego, N. Y 300 miles- 
Buffalo, N. Y 450 

Detroit, Mich 550 






During the year 1870 the Company erected 821 miles of poles, Strang up 
1,920 miles of wire, and ^pened 96 new stations. In 1871 they will string 
all additional wire of 450 miles from Montreal to Buffalo, and have agreed to 
build lines through the remote districts of Bonaventure and Gaspe, which will 
be of great'Service to the fishing interest in that neighborhood, as well as to 
the shipping entering the St. Lawrence. 



Tariff— 25 Oents for 10 Words and 1 Cent for Additional Words. 
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R. Millard & Co., 



MANUFACTURERS OF 



Railway Spikes 



AND 



CHAIRS. 



Ship and Boat Spikes, all kinds. 

Boiler and Bridge Eivets. 

Screw Cutting Lathes, 
Brass Finishers' Lathes, &c., &c., 

PRINCE STREET, 
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McMuRRAY, Fuller & Co., 



DEALERS IK 



RIIIIWIIY, STEiMBOAT, & MACHIHISTS SUPPLIES 

OF EVERY DESCRIPTION. 



ALSO AGENTS EOR 

Buffalo Steam Forge Co, 

MANUFACTURERS OF 

CAR& LOCOMOTIVE AXLES, 

ENGINE FORCINGS, STEAMBOAT A MILL SHAFTS, 

HAMMERED SHAPES, &c., &c., &c. 



^ » 



Qiceb^yC Car Spring Company^ 
Chicago Spring Works, 

Daniel's Elliptic Car Spring Co., 

jFajnes L. Howard df Co., Railway 
Car Trimmings, 

Messrs. Loucbn, Towers df Co.. Rail- 
way Car S^rimmings, 

Messrs. Englehart (^ Co., Lubricating 

and Illuminating Oils. 

o 

"Prices quoted for Hails, Axles f Oils, and aU other supplies^ 

ORDERS PROMPTLY EXECUTED. 

YORK CnAJHBEBS, 

i I: ^a^S"^^^' \ Toronto, Canada. 

T. R. Poller, / 
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CTJIilllE 

BOILER WORKS. 

XANTJFACTUBER OF ALL KINDS OF 

MARINE, STATIONARY 

AND 

PORTABLE BOILERS 

TANKS, HOPPERS, and 

SHEET IRON WORK. 

ESPLANABE STREET, TORONTO, ONT. 

NEH GURBIE' Proprietor. 



CANADA NUT WORKS 



MANUFACTUKE ALL SIZES OF 



Hot Pressed Nuts^ 

BOTH SQUARE AND HEXAGON. 



Price List and Samples sent on Application. 



LTJTZ &c Co. 
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GEO. F. KEANS, 

Fo> 80 Fiince William St., St. John, F.B. 



Rubber & Leather Belting, 

ILL SAWS AND FILES, 

LUBRICATING OILS, 
GASKETS, &c. 



ESTABLISHED 1830. 

MONTREAL WIRE WORKS, 

No. 558 & 560 Craiff Street, MontreaL 



T. G. RICE, 

SUCOKSSOR TO \V. H. RICE & SON, 

MANUFACTUBEB OF 

Brass J Copper and Iron Wire Cloth. 

WIRE CLOTH FOR LOCOMOTIVES, WIRE ROPE, 

Cemetery Railing and Garden Fencing^ Flower Stands and Trainers, 
Coal, Sand and Malt Screens, Fi/re Gv^a/rdsy Sash Cord, d:c. 
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INTERCOLONIAL 

Iron & Steel Company. 



Ais-jUDZi^fr %M^M mxMTtMf 



LONDONDERRY, NOVA SCOTIA. 



-o- 



BEST CHARCOAL COLD BLAST IRON, 



Eailway, Colliery & Street Car Wheels, 



OF SUPERIOR QUALITY. 



-o 



This Company will shortly be prepared to supply in any 

quantities, 

OAST AND SPRING STEEL 

/ 

Of the very finest description. 
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CANADIAN RUBBER CO. 



OF MOISTTREA.!., 



MANUFACTURERS OF 




tuybtv^hm^MiWrnini, 



WLUtiWAY OAR SPSiaTSS, 



BELTma, PACKING, HOSE, &a 



FACTORY : 



Papineau Square, 272 St Mary's St. 



DEPOT «0 OFFICE : 



Nuns' Building, 335 St Paul St 



FR8. SCH0LB8, Manager. 
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Cohourg Car Worh. 



And Manufacturer of every description of 

EAILWAY CARS, STEAM ENGINES, 



«RIST & SAW MILL MACniNERY 

07 EYBBT DBSOBIPnON. 

CANADA MARINE WORKS, 

MONTREAL- 

A. CAN TIN 

IS PREPARED TO BUILD 
COMPOSITE OR OTHERW^ISE. 



THESE WORKS CONTAIN 

TWO DR Y DOCKS 

AFFORDING AMPLE ACCOMMODATION, AND EVERY FACILITY FOR 

Docking and Repairing Vessels and Boats 

PROMPTLY AND AT REASONABLE RATES, 



.? 
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HARDWARE MERCHANT 



AND 



4 

Railway Supply Agent, 

IMPORTER OF 
Traversing or Lifting JTacJes, Mivets, Crucibles, 

MACHINE MADE NUTS, 

STAR BABBITT, RATCHET-BRACES, 

Russia Iron, Steam Gauges,. 

STEEL AND IBOIT AXLES, 
Best Refined Steel, Steel Springs* and W. I. Driving Wheels, &c. 



AGENTS FOR 



THE SOCIETE COCKERILL, manufacturers of every kind of Iron 

Work, Belgium. 
UNION CAR SPRING COMPANY, makers of the famed Hebban 

Spring. 
STAR RUBBER CO., New York. ^ 

HONORE DENWOR, Belgium. 

NASHUA IRON COMPANY, Forgings for Steamers and Railways. 
CUTHBERT'S PATENT IMPERVIOUS VARNISH. 
STAR METAL COMPANY, New York. 
VYSKOUNSKI, Iron Works, Russia. 

OFFICE, 59 ST. SULFIDE STREET, 

MONTKEAL. 



i 



INCORPORATED 




LOC@MOTI¥E WHEELS! 

MANUFACTUEED FEOM 

THE BEST COLD BLAST CHARCOAL IRON. 



■WOKK8; 

Corner of Esplanade and Alfred Streets, 

(Off. thb Queen'x Rotbi.), - VOVOBtO* 



JOHN GAUTSHORE MANAGER. 



y 
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Cold Brook Iron Works. 

o 

ROLMNG MILL MOOSEPATH, N. B. 

NAIL AISD SPIKE FACTORY COLD BROOK, N. B. 

RAILROAD AND SHIP SPIKE FACTORY ROCKLAND, N. B. 



AW^ARDED FIRST PRIZES, 1861, 1864, 1867 AND 1870. 

■ ■ ■' o • 

Maniifactuvea Cut Nails and Spikes, Wrought Ship Spikes, 
Galvanized Spikes and Nails^ Clinch Nails, Jkc, 

RA.ILROA.D SPIKES ! 

Patent Tapered and Parallel Bare for Ship Knees 
(to Lloyd's Specifications), Nail Sheets, Axe Iron, Axles, &c. 

o 

HIGHEST PRICE PAID FOR SCRAP IRON OF ALL DESCRIPTIONS. 



Office and Warehouses^ 9 North Wharf, St. John, N.B., 

JAMES DOMVILLE, 
JOHN SHEDDEN, 





THE SRAXD TRUNK RAILWIIY CO. OF CIIIIIIOII. 

* 
OFFICES IS 

MONTBEALf 

TORONTO, 

LONDON, 

DETBOIT. 



JOHN SHEDDEN, Montreal. 
JOHN SHEDDEN & Co., Toronto* 
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RICE LEWIS & SON, 

TOROISTTO, 

MERCHANTS, AND AGENTS 



FOR THE SUPPLY OF 



RAILWAY MATERIAL 

StaftbrdsMre and Lowmoor Iron, 

Wood Working Machinery y 
Sturtevant's Pressure Blowers, 
Lathes, Planers, Drills, Shapers, 

AND 

TOOLS aE:SrEI^A.LLY, 

Cotton Waste, 

Rubber Goods, 

Rope, Chains, 

MACHINIST'S TOOLS, TWIST DRILLS. 



MUSHET'S SPECIAL STEEL. 






VENTILA TORS, 



SPECIAI.Ly ADAPTED TO 



CHUBCHES, 

DWELLINGS, 

EAILWAY CARS, &c. 



ADOPTED BY THE 



GEAND TRUNK, 

GREAT WESTERN, 

MICHIGAN CENTRAL, 

And other Railway Companies, 

MAKUFACTURED BY 

PHCENIX FOUNDRY, 

H. J. RUTTAN, 

Cdbaurg. 
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